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INLAND WATERWAYS 


The more we read and hear from advocates of in- 
land waterway transportation, the more convinced we 
are that their advocacy, for the most part, rests more on 
enthusiasm and hopefulness as to what might result 
from a more active policy of waterway development 
than on sane and careful study of what might reason- 
ably be expected to happen. A paragraph from the 
language of Paul S. Clapp, special assistant in the De- 
partment of Commerce, in the report of Secretary 
Hoover, published elsewhere, is a case in point. Speak- 
ing of the proposed St. Lawrence Canal, he says some 
progress has been made toward the ultimate foundation 
of this project to open a route between the Great Lakes 
and the ocean, “thus enabling deep-sea vessels to pene- 
trate the interior of the country, with great advantage 
to our farmers, our manufacturers, and, particularly, the 


whole of the people in the eighteen states adjacent to 
the lakes.” 


It may be said that this was not meant essentially 
as an argument in support of the St. Lawrence Canal 
project and so cannot be taken as a complete statement 
of what the department considers to be the benefit to 
be derived from its construction. But it is an argu- 
ment and, as no other is made, it may fairly be con- 
sidered at least the principal argument in the mind of 
the writer of the paragraph. And yet the chief point 
in dispute with respect to this canal construction project 
is whether ocean vessels could or would use it to any 
great extent after it was built. Even many enthusiastic 
advocates of the canal build their advocacy, even when 
talking about transportation advantages, on other 
grounds, admitting that there may be doubt as to the 
point we mention, but insisting that the plan would 
justify itself from a transportation point of view, en- 
tirely aside from the question of utilization of the canal 
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by deep-sea vessels. The treatment of the subject, 
therefore, in the report of the Secretary of Commerce, 
would seem to indicate that the department’s support 
rests on questionable ground and is part and parcel of 
the picturesque dream of those who see visions in plenty 
but are short on facts and figures. It indicates either 
that or that the department has not given the public 
the benefit of all its wisdom in the report. 

We find another illustration of this superficial con- 
sideration of the matter of inland waterway transporta- 
tion in Mr. Clapp’s remarks with respect to the develop- 
ment of the Mississippi system of waterways and the 
high pressure campaign that seems to have begun by 
those interested, to induce Congress to take the action 
necessary to development of the Lakes-to-the-Gulf deep 
waterway. It would, indeed, be a fine thing for those 
who could use it if the proposed system of deep canals 
was developed and on it were boats to carry their goods. 
But has anyone any idea who is going to build and oper- 
ate these boats, outside, of course, of the vessels now in 
the intercoastal trade? We know of no one, except the 
government, doing any such thing as operating barges 
on the lower Mississippi or Warrior rivers, though the 
government has for a long time been in the business 
of demonstrating the cheaper carriage of certain com- 
modities by this method, without either selling its own 
facilities to private capital or inducing private capital 
to start other barge lines. Is it the government that is 
expected to operate boats on the Mississippi, the 
Missouri, and the Ohio rivers for the carriage of mer- 
chandise at low rates? If so, we are against the pro- 
posal. We have enough of government in business and 
it certainly has no place in the transportation business. 


If not the government, who, then? Unless there 
is some reasonable expectation that private capital will 
interest itself in the business of river transportation, 
under reasonable regulation that will put it on a fair 
basis with other forms of transportation, we should say 
that advocates of the project were being led astray by 
their dreams and their hopes of what might happen. Ii 
there has been any investigation to show what could 
reasonably be expected to happen after the waterways 
were deepened, we do not know about it and we should 
like to be informed what it was and what it showed. 

Mr. Clapp says this Mississippi system of water- 
ways can be developed for the benefit of the great cen- 
tral west without harm to the railways, “the growth 
of whose traffic,” he airily says, “with increasing popula- 
tion, will, in any event, tax their powers.” Sure. Build 
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Illinois Traction. System Connections 
That Spell S-E-R-V-I-C-E 


FREIGHT CONNECTIONS AND JUNCTION POINTS 



















































Alton & oe © Cleve. Cin. Chic. & St. L. Ry.— Missouri-Kansas-Texas R.R.— St. Louis Merchants Bridge Terminal Ry. — 
Granite City, Ill w (ia St. Le M. B. .) a ii a ea Granite City, IL (via St.L.M.B.7.).| Granite City, Il. ................., 
Granite City, Il. (via A. & So.)...... Danville, Il. (Hillery)...........++- St. Louis, Mo. (via St. L. M. B.T.)... St. Louis, Mo. ie ROR la 
Veniee, Ill. (via So. Ry. V. & C. Belt). . Granite ‘City, Ill. (via St. L. M. BT) | Missouri Pacific R.R— St. Loute-San Franciece fy.— 

Alton & Southern R.R.— Mackinaw, Ill......cecccceseesccece Granite City, bg (via St. hy hey B. T.). Granite City, Ill. (via St. L. M. B. T.). 
Granite City, ETS ee ee East a Il. (via P. & P. U.) Granite City, (via A. & So.) eccoce St. Louis, Mo. (via St. L. M. B. T.), 
Venice, Ill, (via So. Ry. V. &C. Belt). | _ Venice, (via So. Ry. V. & C. Belt) | St. Louis, io ‘(via St. L. M. B. T.)... 

i ¢ ~ ) East St. . & Carondelet Ry.— Mississippi-Warrior Service— St. Louis Southwesten Ry.— 
oe oe & Granite City, Il (via St. L. M. B. 7.) | Granite City, Il. (via St.L.M.B.7.).| Granite City, EL (vis St. LM. B. T.). 
East —_ Tl. (via P. & PU) | cast St. L. Col. & Water. Ry.— St. Louis, Mo. (via St.L.M.B.7.)...| Granite City, Ill. (via A. & So.)...... 
m.. sn a Granite City, Il. (via St. L. M, B. 7.) | Neston, 0. io So. Ry. V. & C. Belt). | St. Louis, Mo. (ria St. L. M. B.T.). 
i i —_ tee: obile io R.R.— 
Granite City, I. (ia St. B. T.) os uae Canoeing ty — Granite City, Hl. (via St. L. M, B. 7.) st. aca (i, LM. B. 1) 
Granite City, Ill. . (via A, Py ‘so ercece Granite Cit = St. 7. M. B. T.) Granite + gh ~ A, So.) eccece St. Louis, M via St. L. M. B. T. $ 
Springfeld, Tl........-.....+..,.. Vee a le ee ace pai) | . Venlee, Tl (via So. By. Vac Bai. eC ). 
Venice, Ill. (via So. Ry. V. & C. Belt) |p. Nue™ UL (is So. Rye Ve New York, Chic. & St. L. R.R.— St. Louis, Troy & Eastern R.R.— 
Chicago & Alton R.R.— Granite City, Ill. (via St. L. M. B. T.) Lake Erie & Western District...... I aa hind ealaraiana-esaieiee 
Anderson, : eseeeses Venice ll. (ria So Ry. V. & C. Belt) Bloomington, Il. (via Big 4)........ Granite City, = (via St. L. M. B. T.). 
Granite City, Til. “(via St. L. M. BLT) | yying; ST East Peoria, Ill. (via P. & P. wv) tenes Granite City, i a. & &)...... 
East Peoria, Ill. (via P. & P. U.) ll ne i... Toledo, St. Louis & West. Dist..... Venice, Ill. (via So. Ry. V. & C. Belt). 
Springfield, Ill. “ aes Z}.. 7s sn seal edie tae Granite City, Ill. (via St. 4 ME B. T.). | Southem Ry.— 
Venice, Ill. (via So. Ry. V. & C. Belt) | Granite City, Ti. (via St. L. MB. 1) | Granite City, Ml. (via A. & So.)...... Granite City, TL (via St. L. M, B. T.). 
NET dics hacwnesewcwemeaes Granite City, IL (via A. & S0.)..-.. Edwardsville, Ill. via I. T.)........ oe Granite City, Il in A & 8o.)...... 
Chicago & East. Illinois Ry.— ee ee ee ee ee wee eee Ridge — Nera: aincacalm steed air arouse Venice, Il. (via So. . Ry. cs & C. Belt). 
go s Ry dats codes on cniwen Veni z= 
aot ete a Bast ‘Peoria, Til. (ria P. & P. U.).. | p-Vemiee» Hil. (via So. Ry. V. & C. Belt). | southem Ry. (Venice and Carondelet Belt) — 
ag RR mena ahaa tested re ee ~— > Pain Union Ry.— Granite City, IIL. (via St. L. M. B..). 
Granite City, Ill. (via St. L. M. B. 7.) | Springfield, Ill..........cccccccceee Mn ny | IY Spee *se** | Granite City, Il. (via A. & So.)..... 
estville, Dl... ...eeecceecccvvcce Venice, Ill. (via So. Ry. V. & C. Belt) East Peoria, Ill. (vis P. &P.U.)..... eS ee Sees ea 

Chicago & Illinois Midland R.R.— Illinois Terminal Co.— Pennsylvania R.R.— Springfield Terminal Ry.— 

Auburn, etek a creda ced ace et electra wi ane Go Hs coer rere ercccere eee — f . it bey stb iby: onan 4 a ececsese 
Ls —_ anite City, (via St. L. M. B - | Terminal R. iation o uis— 
ee _. |. Granite City, Ill. (via St. L. M. B. 7.) | Granite City, Tl. (via A. & 80.)...... Granite City, DL (via St. L. M. B.T.). 
East Peoria, Il. (via P. &P. U.) Kankakee & Urbana Trac. Co.— Mares, TH. .ccccccccccccceccecs eee St. Louis, Mo. (via St. L. M. B. T.). 
4. Pere Morton, Ill. (via A. T. & 8. F.)..... Venice, Ill. (via So. Ry. V. & C. Belt) . 
Chicago, Burl. & Quincy R.R.— Litchfield & Madison Ry.— East Peoria, Ill. (via P. & P.U.)..... Toledo, Peoria & West. Ry.— 
Granite ¢ oy. 5 Tl. (va St. a. T.) Granite City, Ti Ill. (via st. a lt B. T.) ai Venice, Ti. (ria So. Ry. Vv. & C. Belt). Peoria, Il. (via P. &P.U.). 
enna — ty, Ill. (via | ee is ev. . Ry.— ‘ 
St. Louis, Mo. (via St. L. M. B. 7.) | Moore, Ill. ..........-...0.+2. 2... Granite City, Tl. (via St. L. M. B. T.). Wabath Ry. 
Venice, Ill. (via So. Ry. V. & C. Belt) Veet, il, (via So. Ry. V. & C. Belt). Granite City, ih. gir 80) “sia; — Ti. (Tilton, Ml.).......... 

Chi Peoria & St. L. R.R.— a See enice, . Ry. V. . Ae ee dE a 
Bast Peoria, Ill. (via P. & P. U.)... | Louisville & Nasiville Re R— St. Louis & O'Fallon R.R.— Granite a Ti. (via St. L. MM. B. 1.) 
Springfield, Ill. (via 1.C. or S.1.).... | Granite City, =. (via St. L. M. B. T.) — City, = (via “St. L. M. B. T.). ge Mo.’ (vis StL MBIT)... 

Chicaue, Rock Isl. & Pac. Ry.— Granite City, Ill. (via A. & 80.) ranite City, Til. (via A. & 80.)...... Springfield, Til. ..... Prcaebeerss 
Bast ‘Peoria, Ili. (via P. & P. U.)....| Venice, Tl. (via So. Ry. V. & C. Belt). | 4, Venice, Il, (via So. Ry. V. &C. Belt). | soit Say” sccrrrrrer rT 
Granite City, Ill. (vis St. L. M. B. T.) | Manufacturers Ry.— "Granite City, Ul. (ris A. & Bo.) gh a Steal oO 
St. Louis, Mo. (via St. L. M. B. 7.) | Granite City, I. (via St.L.M.B.T.).| Granite City, Ill. (via St.L.M.B.T).| Venice, Il. (via So. Ry. V. & C. Belt). 

Cincinnati, Ind., & West. R.R.— St. Louis, Mo. (via St. L. M. B.T.)... | st Louis Belt & Terminal Ry.— orden, oN LGtSs Sess EER Ob SO OES Ts 
Decatur, Ill. (via Wab. Ry.).......- Minneapolis & St. Louis R. R.— Granite City, Ill. (via St. L. M. B. T.). | Wiggins Ferry 
Springfield, Dl.........seee eeoceeee | East Peoria, Ill. (via P. & P.U.)..... St. Louis, Mo. (via St. L. M. B.T.)... eT Thy aL (ria Bt. L. M. BT.) 













With the increasing volume of freight each year, and with the increasing respon- 
sibilities of everybody connected with the handling of goods, shippers appreciate 
the road that gives unlimited connections with other railroads, expedited local 
service, joint rates with other principal roads, interchange facilities for equip- 


ment, adequate switching arrangements, and centrally located terminals. That’s 
the Illinois Traction System. 





There’s a Traction Traffic Representative in Your Field 


Illinois?fraction System 


W. H. Wylie, Traffic Manager, Springfield, Illinois 
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waterways at the public expense and operate boats on 
them at a loss, made up at the public expense, so that 
commerce may be carried for less than private capital, 
paying for its own roadway and equipment, could carry 
it, and trust the growing population or anything else 
that comes to mind to take care of the railroads with 
which the waterways would compete. 

We haven’t any objection to waterway or any other 
form of transportation development that, without gov- 
ernment aid, through taxation of the public, can legiti- 
mately lower the cost of transportation. Indeed, we 
favor it and would say that if a railroad could not suc- 
cessfully compete with such form of transportation, then 
it was out of luck and would have to take the conse- 
quences. But we insist that the railroads, as the form 
of transportation on which we must mainly depend, 
must not be ignored. Their competition must, in fair- 
ness, be subject to reasonable conditions and restric- 
tions. Certainly, at the very least, if they are to be sub- 
ject to water competition, fair or unfair, either by river, 
canal, or ocean, they must be allowed to make rates, 
if they wish, that will meet that competition, so long 
as such rates, of course, are productive of more than 
the out-of-pocket cost of the service. That, it seems 
to us, is fundamental. But the enthusiasts overlook it. 


What we need more than anything else, so far as 
transportation is concerned, is a wise, coordinated policy 
of government that will take all our transportation agen- 
cies into account; that will see that, while cheaper serv- 
ice is developed where it can be, competition must be 
on a fair basis with a view to preservation of every 
valuable transportation instrumentality; and that will 
discountenance waste because someone dreams a dream. 
We do not say the dream may not come true. We only 
say that its benefits ought to be reasonably established 
before we try to make it come true and that, even if 
we conclude to make it come true, we should do it in 


such way as that all the interests of transportation may 
be preserved. 


TRAFFIC ADMINISTRATION ARTICLES 

With the publication next week of the thirtieth 
article by Professor G. Lloyd Wilson on the subject 
of industrial traffic departments, that interesting and 
instructive series will end. It will be followed by an- 
other series, by the same author, of thirty-six articles 
on the subject of industrial traffic administration. That 
our readers may have an idea of the subject matter of 
this series and the points it is intended to. cover we 
append an outline furnished by the author: 


1. Introduction. f 
2. = Rate Division of the Industrial Traffic Department, 
art I. 
3. The Rate Division of the Industrial Traffic Department, 
Part II. . 
4. The Rate Division of the Industrial Traffic Department, 
Part ITI. 
5. The Tariff Bureau, Part I. 
6. The Tariff Bureau, Part II. 
7. Routing, Part I. 
8. Routing, Part II. 
9. —e Express Shipping Papers and Their Preparation, 
art 1. 
10. Fretett and Express Shipping Papers and Their Preparation, 
art If. 
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11. Freight and Express Shipping Papers and Their Preparation, 
Part III. 


12. wratet yee Express Shipping Papers and Their Preparation, 
art IV. 

13. The Shipping Room, Part I. 

14. The Shipping Room, Part II. 

15. The Shipping Room, Part III. 

16. The Shipping Room, Part IV. 

17. The Receiving Room, Part I. 

18. The Receiving Room, Part II. 

19. Plant Transportation, Part I. 

20. Plant Transportation, Part II. 

21. Demurrage Supervision. 

22. Private Car Management. 

23. Local Motor Transportation Management, Part I. 

24. Local Motor Transportation Management, Part II. 

25. Freight Claims—Loss and Damage. 

26. Freight Claims—Overcharge. 

27. Freight Claims—Reparation. 

28. Tracing. 

29. Expediting. 

30. Traffic Department Office Management, Part I. 

Traffic Department Office Management, Part II. 

32. Procedure Before Rate Committees. 

33. — Before the Interstate Commerce Commission, 
att. i. 

34. ergy Before the Interstate Commerce Commission, 
art II. 

35. Sources of Traffic Information. 

36. Executive Control of Industrial Traffic Departments. 


COMMERCE DEPARTMENT REPORT 


“One of the most important contributions to the elimination 
of national waste has been the remarkable improvement in rail- 
way transportation during the last five years,” says Eugene S. 
Gregg, chief of the transportation division of the Department of 
Commerce, in Secretary Hoover’s annual report. Continuing, 
Mr. Gregg says: 





The first factor in that improvement was the provision of ade- 
quate transportation itself. The periodic car shortages of many 
years past have practically disappeared, although the tonnage loaded 
has increased more than 25 per cent since 1921. The waste imposed 
on carriers and public in those periods of shortages in transportation 
was far larger than is commonly supposed. The derangement of 
production and employment in all industries, the widening of prices 
between produce and consumer, due to repeated strictures in trans- 
port which created glut in supply and scarcity in consumption, 
amounted to hundreds of millions annually. 

Some very important economic effects have resulted from full, 
prompt, and reliable delivery of goods. The necessity for carrying 
large stocks as a protection against transportation failure has largely 
disappeared, and in consequence the capital required in the Nation’s 
distribution has been considerably reduced. Scarcely a single retail 
house is today carrying as large stocks in proportion to turnover as 
formerly. While one effect has been to burden the manufacturer 
with “short orders,” nevertheless the change has been highly bene- 
ficial, for it has greatly lessened the likelihood and danger of price 
fluctuations. 

A second improvement, aside from direct increase in facilities, 
has been the very great and fundamental increase in efficiency of 
operation. Since 1921 the average weekly car loadings have increased 
from 693,533 to 986,475, the number of miles per car per day from 
22.4 to 26.9, the average trainload from 656 to 731 tons. The traffic 
is being carried with relatively less employes, the ton-mile han- 
dled per employe being 221,203 in 1924 as against 182,477 in 1921. 
This fine accomplishment of the railway managers has been dis- 
tinctly aided by the large measures of co-operation with shippers 
established by the railways through effective regional committees. 

There have been many other savings in transportation during the 
past few years in addition to those accomplished in the operation 
of the carrier. Better packing has been an important factor in 
the 48 per cent decrease in railroad claims between 1921 and 1924, a 
decrease of from approximately 92 to 48 million dollars. Standard- 
ization of the forms used in associated industries of transporta- 
tion has also had its effect in reducing the distribution costs. Special 
studies have been made by the department during the past year in 
the handling of certain classes of freight. The working out of the 
suggestions arrived at by these special studies has been a contribut- 
ing factor to the lessening of terminal delay in loading and unload- 
ing freight, and to the more rapid movement of carload and less- 
than-carload merchandise. 

There are many problems yet to be solved in transportation, 
notably the co-ordination of railway and water facilities and the 
working out of the economic relation between motor truck and less- 
than-carload railway distribution. Further study in domestic pack- 
ing and efficiency in terminal loading and unloading of railway cars 
will bring.good results. Our terminal facilities for handli perish- 
ables (not wholly a railway question) must be greatly improved 
The astonishing growth in consumption of fruit and vegetables has 
created difficulties in terminal distribution which very greatly in- 
crease distribution costs and create great wastes in these commodi- 
ties through deterioration. The cost at the terminal markets be- 
tween the door of the car and the door of the retail store often ex- 
ceeds the entire freight. 


Inland Waterways 


Discussing improvment of inland waterways, Paul S. Clapp, 
special assistant, says, in the report: 


The Department of Commerce has given continued attention to the 
vigorous improvement of our inland waterways for cheaper trans- 
portation of bulk commodities; also, to the fuller utilization of the 
water resources of our rivers for all purposes—navigation, irriga- 
tion, and power—and has pointed out the benefits of storage in en- 
hancement of these values and in overcoming danger from floods. 
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All these improvements lead to eliminations of waste in fuel and 
labor, reduced transportation costs, and increased national efficiency. 

ifts of propound importance in the relative advantages of 
different parts of the country with respect to transportation have re- 
sulted from the war. The necessary advances in rail rates from 
the Mississippi Valley States to the Atlantic seaboard have dis- 
torted economic relationship of that area to the rest of the coun- 
try and the world. Because ocean rates are practically upon a pre- 
war basis, the opening of the Panama Canal has given the eagtern 
seaboard competitive advantages over the Mississippi Valley in the 
supply of manufactured goods and agricultural products moving 
between the Atlantic and Pacific seaboards. These distortions are 
one of the fundamental difficulties of the great agricultural heart of 
oe United States lying between the Appalachian and Rocky Moun- 
tains. 

In consequence of this, it is of the utmost importance that we 
accomplish the earliest possible completion of the Mississippi sys- 
tem of waterways in order that cheaper water-borne traffic in pri- 
mary and bulk goods within this great mid-west area and in its 
egress to the sea may contribute to restore its economic relationships 
to the rest of the country. This can be accomplished without harm to 
our great railway systems, the growth of whose traffic with increas- 
ing population will in any event tax their powers. 


The formulation of a comprehensive plan urging rapid develop- 
ment of the Mississippi Valley streams into a completed system of 
trunk and lateral waterways was made by Secretary Hoover in an 
address at Kansas City, in October, 1925. 


Some progress has been made toward the ultimate foundation of 
the project to open a route between the Great Lakes and the ocean, 
thus enabling deep-sea vessels to penetrate the interior of the 
country, with great advantages to our farmers, our manufacturers, 


and particularly the whole of the people in the 18 states adjacent 
to the lakes. 


Negotiations were initiated with Canada in 1922, at the request 
of Secretary Hoover, for a consideration of the improvement of the 
St. Lawrence River from Lake Ontario to Montreal, providing not 
only canalization for deep-sea navigation to the lakes; but the 
development of large-quantities of electrical power. National com- 
missions were created in both Canada and this country. The St. 
Lawrence Commission of the United States, under the chairman- 
ship of Secretary Hoover, comprises Charles L. Allen, William C. 
Breed, Charles P. Craig, James F. Davidson, Stephen B. Davis, 
James P. Goodrich, James R. Howard, and James P. Noonan. 
This commission has held several meetings during the year. A joint 
engineering board, under an appropriation by the last Congress of 
$275,000, also an appropriation by Canada, is actively at work on 
the engineering aspects and will report early next year. Concurrent 
with this, the Department of Commerce has in process a critical 
economic study of the effects and benefits of this great project. 
The results of these studies, with the reports of the engineers, will 
be reviewed by the commission, and its final recommendations pre- 
pared for the consideration of the country. 


Arising out of these studies, Congress has also appropriated a 


sum of money for the study of an alternative route from the Great 
Lakes across New York state. 


Irrespective of the route selected, there is urgent need of both 
Canada and ourselves for the regulation of the levels of the lakes 
by works at the foot of Lake Erie, thereby providing greater depths 
for navigation, the lowered levels of which (in the main due to 
climatic conditions) have imposed great wastes upon lake shipping. 


A recommendations for new legislation, Secretary Hoover 
said: 


Proposed Legislation 


As noted in my annual report a year ago, the navigation laws 
are badly in need of revision. Under acts of Congress providing 
for recommendations in this respect, a large amount of work has 
been done, and it had been hoped that a complete plan of revision, 
bringing into harmony and clarity the various provisions, would be 
ready for submission at the last session. The completion of this 
work has, however, been delayed. It is of the greatest importance 
to the shipping public, to the officials whose duty it is to enforce 
navigation laws, and to those actually engaged in the industry that 
the codification of these laws be no longer delayed. 


The transfer from the Treasury Department to the Department 
of Commerce of the staff of officers engaged in measuring tonnage 
of vessels has been approved by both departments and is essential 
to the uniform application of our admeasurement laws and regula- 
tions, so as to prevent discrimination against American vessels and 
to bring our admeasurement system up to the standard of other mari- 
time nations. This work should be performed by men selected 
because of their technical knowledge of ship architecure and ad- 


measurement and with the training to solve the mathematical prob- 
lems often involved. 


It is imperative to the welfare of our merchant marine that legis- 
lation be enacted establishing load lines, substantially similar to 
that of the European maritime powers. In the absence of such a 
law our cargo-carrying steamers are allowed to clear from many 


7 ports solely as an act of courtesy and not as a matter of 
right. 


URGES ILLINOIS WATERWAY 


The Chicago Shippers Conference Association voted to co- 
operate as much as possible toward effecting the completion of 
the Lakes to the Gulf waterway, with the Mississippi Valley 
Association following a brief talk on the waterway and the 
Mississippi Valley Association by Lachlan Macleah, secretary of 
that organization, at a meeting of the Shippers Conference at the 
La Salle Hotel, December 2. 

Mr. Macleah said the Mississippi Valley Association was 
formed as a central body to work toward the development of 
the waterways after the continued failure of a number of 
separate organizations to get anywhere in the matter of secur- 
ing appropriations for waterway development from Congress. 
He said that for a time, while the organization was new, it 
made little progress and tried to deal with a number of problems, 
but that, for the last few years, it had devoted its attention 
to transportation by waterways alone and had succeeded in 
getting appropriation for waterway development increased from 
$13,000,000 to $57,000,000. 


He told the members of the Shippers Conference that the 


THE TRAFFIC WORLD 






Vol. XXXVI, No, 23 


Illinois River was the key to the Lakes to the Gulf project, ang 
that, within the Mississippi Valley Association, an Illinois Rive, 
division had been formed and endorsed by the Chicago Association 
of Commerce, the Illinois Manufacturers’ Association, the Illinois 
Chamber of Commerce, and the Illinois State Bankers’ Assogja. 
tion. He said it was the hope of the association that the 
endorsement of the Chicago Shippers Conference could bg 
gained. 

He pointed out that the interest of Chicago was twofold 
in the project. The matter of transportation and that of sanita. 
tion were both important, he said, from Chicago’s point of viey, 
In the matter of transportation, he said, it was Chicago ship. 
pers’ desire to get into the southwest territory and to the 
Pacific coast. Pittsburgh was reaching these territories, he 
said, through development of the Ohio river, a project to be 
completed in four years. When the Illinois waterway was 
completed, he said, Chicago shippers would have an advantage 
over Pittsburgh not only in distance, a matter of about 90 
miles, but also in transportation conditions, because in the 
Illinois waterway there would only be five locks to be ep. 
countered while in the Ohio between Pittsburgh and Cairo, there 
were 53. 

He said one of the things to which Chicago should give 
its attention was the matter of waterway terminals, for it would 
be very necessary to have them properly developed for handling 
traffic. It was essential, he said, that these should be low-cost 
terminals and should be strategically located. There should 
be terminals, he said, for interchange of traffic between lake 
and rail lines and terminals for package freight. 

He said that what the Mississippi Valley Association favored 
was a coordinated transportation system of water lines and 
railroads. He said the view that waterways would supplant 
the rail carriers was, of course, untenable, but that the water 
lines could and should supplement the railroads. 


COMMENDS IMPROVED SERVICE 


That railroad service today was better than any ever before 
was the statement of Robert C. Ross, chairman of the Mid West 
Regional Advisory Board, speaking at a banquet in honor of 
the State Commissioners of Agriculture and the National Asso- 
ciation of Marketing Officials at Chicago, November 30. He said 
improved railroad service was due to three factors—the im- 
provement in morale of those engaged in railroad work, due 
to the disappearance of the government ownership bogy and a 
determination to demonstrate that the policy of private opera- 
tion and ownership is best; the investments made by the car- 
riers in new equipment, made possible by the ability of the 
carriers to attract new capital as a result of more favorable 
legislation, such as the Esch-Cummins law; the greater and 
more satisfactory cooperation between shippers and the rail- 
roads. 

As a manifestation of this improved cooperation, he cited 
the organization of regional advisory boards. He explained 
their function and operation and told of the results obtained 
through settling problems by cooperation through the boards. 
On the subject of freight rates, he said that anything that could 
be done to assist the roads in increasing their efficiency, in 
getting more out of the transportation machine, and in leveling 
the peaks and valleys of transportation, would inevitably result 
in reducing the price of railroad service. He said that, while 
it was impossible to expect absolute agreement between ship- 
pers and roads as to rates, the idea was gaining ground that an 
over-the-table settlement between these two parties would be 
more satisfactory, more practical, and more speedy than a set- 
tlement arrived at through legal proceedings. He said he was 
not criticizing the Commission; there was, he said, no more 
competent body in the country, but it was humanly impossible 


for it to adjudicate the tremendous volume of rate cases that 
continually assail it. 


ASSOCIATION OF RAILWAY EXECUTIVES 


The Trafic World New York Bureau 

The executive committee of the Association of Railway Ex- 
ecutives held a meeting at the Yale Club Wednesday, at which 
time various matters of interest to the railroads concerning 
possible legislation that may come before the next session of 
Congress were considered. 

The committee discussed various phases of proposals rel- 
ative to railroad consolidation which are expected to be taken 
up by Congress. It confirmed the action previously taken to 
the effect that, if consolidation of railroads is to be achieved, it 
should be on the basis of voluntary action and also along busi- 
ness lines. Compulsory consolidation was considered by the 
committee to be unwise and, in its opinion, any legislative action 
looking toward compulsory consolidation would be an obstacle 
to bringing the railroads together into a few large systems, 48 
contemplated in the transportation act of 1920. 

The committee did not consider the demand reported to 
have been made or to be made on the carriers by certain groups 


of employes for increased wages, since nothing on this subject 
has been brought to its attention. 
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| Current Topics | 


« ° | 
| in Washington | 





Pennsylvania Seems Aggrieved.—Amazing things appear to 
be said and suggested in the soft coal regions of Pennsylvania 
because the Commission, in No. 15006, the so-called anthracite 
investigation, has ordered rates on soft coal from the more 
southern fields for the benefit of New England and the middle 
Atlantic states. The Somerset Herald, for instance, has sug- 
gested that the Pennsyslvania soft coal industry have its sen- 
ators and representatives in Congress go in a body to acquaint 
the President with the facts about the establishment of the 
rates that are alleged to discriminate against the Pennsylvania 
industry “and let him take what action he chooses, to the end 
that a billion dollar investment in a Republican state may not 
be jeopardized for the benefit of southern Democratic coal fields.” 
In addition to that suggestion, the same newspaper, published 
in the heart of the Somerset coal district, asserted that, for 
twenty years, the Commission had been discriminating against 
Pennsylvania. Therefore, it said, the situation had gotton 
beyond the point where it was a business proposition and entered 
the realm of things political. It called attention to the fact that, 
in the thirty-eight years of the life of the Commission, no Penn- 
sylvanian had been a member of it, because, it suggested, Penn- 
sylvania was a strong Republican state and presidential appoint- 
ments, for political reasons, for the most part, went to weak 
or doubtful states. The allegation of discrimination for twenty 
years was based on the assertion that, twenty years ago, Penn- 
sylvania produced approximately 125,000,000 tons of coal, while 
the more southern fields, at that time, were producing about 
40,000,000. Now, it was pointed out, Pennsylvania was producing 
about the same amount, while the southern fields were yielding 
about 147,000,000 tons. Speaking of the hearing, November 12, 
on the question as to whether more rates should be ordered, 
the advocate of an appeal to Coolidge said: “Commissioner 
Campbell, from the state of Washington, a territory that pro- 
duces no coal and nothing much else except lumber and salmon, 
presided at the hearing, and it was very evident, from his 
manner of conducting the case, that, prior to the hearings, the 
interstate commerce commissioners had made up their minds 
to railroad the proposed rates through whether needed or not.” 
Another allegatiton was that, “on the twenty-second day of 
July, out of a clear sky and with no apparent reason, the 
Interstate Commerce Commission instructed all railroads to 
publish rates on domestic sizes of bituminous coal from the 
southern West Virginia fields to all middle and north Atlantic 
states. That order was made six weeks before the anthracite 
strike happened.” The political idea amused those who read 
the Somerset article, the suggestion being made that when the 
Pennsylvania delegation, composed largely of Republicans, 
marched to the White House, it might be met by Republican 
senators and representatives from New England states, the 
middle Atlantic states, from West Virginia and Kentucky, far 
outnumbering the Republicans from Pennsylvania. For good 
measure, the Republicans from Washington, Commissioner 
Campbell’s state, which does produce coal, it has been suggested, 
might be added, to the end that Pennsylvania might be con- 
vinced that it would not be good politics to raise the political 
question in this matter. Another suggestion was that Penn- 
sylvania was not fully awake to the seriousness of the matter 
at the time the hearings in the so-called anthracite investigation 
were held, because it did not show any marked interest in the 
matter. Attorney-Examiner W. A. Disque held one of those hear- 
ings in Pittsburgh. It was so poorly attended that he closed 
the case. The Commission, however, revived it and the oper- 
ators from the more southern fields came in and testified as to 
what they could do toward supplying New England and the north- 
eastern part of the country generally, if they obtained joint 
rates that would be lower than the combinations, via Potomac 
Yards and Hagerstown. The order of July 22, instead of coming 
out of the blue sky, as indicated, came out of the mass of tes- 
timony taken long before that day. The Pennsylvanians may 
not have known about those hearings, but a hearing was held 
in Pittsburgh so they might be heard, if they desired. At the 
last hearing and argument in the matter, Pennsylvania did pro- 


test against the making of the rates ordered into effect on 
December 31. 





Commission Part of Department.—There is a fear among 
Some of those interested in the Commission that a statute 
empowering the President to consolidate, abolish, and transfer 
governmental bureaus and agencies, such as will be proposed by 
Representative Davey, of Ohio, would endanger the present 
independence of the Commission. That is to say, they fear the 
President is not well enough versed in the reasons for keeping 
the Commission as it is, to resist the pressure that would be 
brought to have it attached to some executive department. 
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Secretary Hoover has long been regarded as yearning for real 
power. At present, the head of the Department of Commerce 
has little. He is the head of the Bureau of Standards, the name 
of which is misleading. It makes no standards, not even for 
all the things the government buys. It is an investigating and 
advisory body, cooperating with technical organizations in the 
establishment of standards that the technical institutes prescribe 
for their members or their industries. Mr. Hoover frequently 
has shown such an interest in transportation, it is believed, that, 
if the President had authority to consolidate, there would be 
great pressure to have him in charge of the Commission. Time 
was when the Commission reported to the Secretary of the 
Interior. That was before the legislation of 1906. Why it 
should have reported to any executive officer is not obvious. 
Its chief function is quasi-judicial. Making it inferior, in an 
official sense, to a cabinet officer, it is suggested, either would 
put the power to decide controversies between parties in the 
hands of one man, or the assignment to a cabinet officer would 
be a mere mockery. In either case there would be no benefit for 
anybody. The probabilities, it is believed, if the Commission 
were made to report to a cabinet officer, are that the high 
character of that body would deteriorate rapidly. That is to 
say, men of outstanding qualifications and character would not 
seek or accept appointment to membership. However, it is 
believed, both railroads and shippers, in the event a strong 
effort is made to pass such a bill, will see to it that an 
exception is made as to the Commission. Such an exception, 
as soon as proposed, would be the signal for exceptions in favor 
of other bodies. The Commission seldom lobbies for or against 
legislation. That is not true of other government agencies. 
Therefore, while railroads and shippers might make a fight for 
an exception being made of the Commission, their efforts would 
be an excuse for organized lobbies in the interest of other 
agencies, and many exceptions to such a statute would make it 
of doubtful value, if not ridiculous. 





Port Differential Fight in South.—The traditional fight be- 
tween Galveston and Houston over the question of the differ- 
ential as between those places has, apparently, been succeeded, 
after a few years of quiet, by the fight between Galveston on the 
one side and New Orleans on the other, with Mobile, seemingly, 
about ready to mix in on the side of New Orleans, not because that 
port particularly loves New Orleans, but because whatever tends 
to keep freight from west of the Mississippi moving toward New 
Orleans, presumably, will tend to keep it from moving toward 
Mobile. New Orleans and the railroads serving that port, judging 
from the fight for the suspension of tariffs filed in reputed com- 
pliance with the Commission’s order in No. 12798, the port 
differential case, brought by Galveston, are determined to force 
a further consideration of the issues in that case. The New 
Orleans lines, of course, are in the attitude of asking for the 
suspension of rates to which they are parties. That, however, 
often happens when there is a conflict of interest between the 
originating and the delivering carrier. It means no more than 
that the originating line has used the power of attorney given 
by the delivering line in a case where their interests diverge, 
knowing that some time it will be the delivering line and the 
present delivering line will be the originating line, and the 
attitude toward proposed rates will be the reverse of what 
it is in the protest and request for suspension as to the tariffs, 
which, if not suspended, will become operative December 10. 





Aitchison Might Do More.—It is admitted by those who have 
thought on the subject that, in the year he has been chairman, 
Commissioner Aitchison has done considerable to shorten, the 
report on cases proposed by the Commission’s examiners. The 
same could be said of Commissioner Meyer’s work in behalf of 
the shortened procedure, which avoids the expensive hearing and 
voice argument. However, every now and then a report by the 
Commission comes along with long recitals that seemingly mean 
nothing. They tell the reader that the complainant contended 
so and so, or the defendants argued so and so, and there the 
report of that character stops. The Commission makes no 
comment on the opposing contentions. The reader is at large 
liberty to guess, surmise, or infer that the Commission thought 
the argument, contention or fact pertinent, irrevelant, or of no 
value. A report in point is that made by division No. 3 on 
No. 16063, Becker, Moore and Company, Inc., vs. New York 
Central. It contains several recitals of what the parties argued 
but in only one paragraph is there a decision on the point under 
discussion. The defendants contended, says the paragraph, that 
the petitions of intervention should not be considered for the 
reason that they unduly broadened the issues in that reparation 
was sought in the intervening petitions but not in the complaint. 
“This contention is not sustained,’ said the Commission, using 
the weak form of verb instead of the stronger “we reject that 
contention.” Immediately following “this contention is not 
sustained,” investigation of alleged unreasonable rates (28 I. C. C. 
332) is cited, but, unless the reader looks up the reference, he 
is left in doubt as to whether that case contains direct reasoning 
on that point or is merely generally helpful. In another par- 
agraph, the report cites two cases in which the Commission 
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seemed to be at odds with itself, but there is no word of com- 
ment on the conflict, telling why one case is followed and why 
not the other. There is considerable language in the report, but, 
according to those who do not like reports of that sort, not 
much enlightenment. 





Milwaukee Inquiry Without Thrills.—Old timers able to re- 
call the Commission’s inquiry into the affairs of the Harriman 
system and, later, into the facts that seemed to show why the 
New Haven went on the rocks, so far as its security holders 
were concerned, were hardly prepared for the peaceful mill 
pond look of the inquiry into the troubles of the Milwaukee 
on the first days of that case. It may have been due to the 
lack of facts; also to the disappearance from Commission prac- 
tice of the fearful, scowling, criminal lawyer method of con- 
ducting a case on the part of the attorney asking questions. At 
any rate, there were no thrills on those first days. It may be 
possible that O. W. Dynes, attorney for the Milwaukee, a prac- 
titioner of much experience in Commission work, showed good 
strategy in putting forward President Byram early, instead of 
holding him back for heavy cannonading of the position built 
up by witnesses giving unfavorable comments on what had been 
done. Mr. Byram is one of the railroad executives who seem 
to be able to answer questions without much help from assist- 
ants. When Mr. Hickey asked him questions requiring arith- 
metical computations, accountants frequently came to his elbow 
to point out the figures on which Mr. Hickey seemed to have 
founded his questions. In that way speed was made because 
Mr. Byram was able to assent to what Mr. Hickey said or 
disagree with him in less time than would have been necessary 
had the witness waded through the exhibits to collect the 
figures for himself. Broadly speaking, however, Mr. Byram was 
able to answer questions without relying on a large staff of 
keen-eyed young men. In the first two days the outstanding 
feature of the inquiry were the answers given by Mr. Byram 
indicating that, as chief executive, he was still of the opinion 
that acquisition of the Terre Haute and the Gary roads was good 
business, notwithstanding the fact that, at the time of the 
acquisition, the Milwaukee was in financial trouble, as evidenced 
by the fact that it sold securities at a large discount, whether 
larger or smaller than discounts other roads had to stand did 
not appear at the time. A. E. H. 


RAILROAD LEGISLATION 


The Trafic World Washington Bureau 


Senator Gooding, of Idaho, will renew his efforts for passage 
of his long-and-short-haul amendment to the fourth section of 
the interstate commerce act when Congress convenes next week 
The senator probably will introduce a bill on the subject early 
in the session and will seek action thereon by the Senate inter- 
state commerce committee. 

Senator Cummins was working this week on revision of his 
railroad consolidation bill, but had not reached decision as to 
the final form of the measure. The bill may include a provision 
giving effect to the senator’s view favoring distribution of excess 
earnings under section 15a directly to roads in need of financial 
aid, pending consolidation of the railroads into a limited number 
of systems. The bill will retain provisions relating to a fixed 
period for voluntary action by the railroads in effecting consoli- 
dations and for compelling consolidations thereafter. Provisions 
along these lines were embodied in the senator’s bill which was 
pending at the last session of Congress. 

It is expected that a flood of bills relating to the railroads 
will be introduced shortly after Congress convenes December 7. 
Many of the bills will be identical with measures that were pend- 
ing when Congress adjourned last March, as members follow the 


practice of reintroducing bills on which no action was taken in 
previous sessions. 


THE ALASKA RAILROAD 


The deficit of the Alaska Railroad for the fiscal year of 1925 
amounted to $1,246,674.52, a decrease of $489,901.89 over the 
previous year, according to the annual report of the general 
manager to the Secretary of the Interior. A summary of the 
report follows: 


Total tons of commercial freight handled by the railroad in 
1925 was 53,865, a loss of 5,667 tons, or 9.7 per cent, due to de- 
creased shipments of ore. Rail freight revenues during the fiscal 
year amounted to $412,194, representing a decrease of $20,980, or 
4.8 per cent. The total number of railroad passengers carried in 
1925 was 48,300, a loss of 1,165, or 2.4 per cent. 

The decline in the operating receipts, the report points out, 
was more than offset by reduced maintenance costs and in eco- 
nomics effected in the general expenses of the road. The total pay 
roll in 1924 amounted to $2,498,430.91. In 1925 it was $2,051,026,75, 
a reduction of $447,403.16, or 17.6 per cent. The average number 
of employes in 1924 was 1,056, as compared with 981 in 1925. 

The general manager in his report again called attention to 
the necessity of completing the railroad, the estimate of the cost 
being $11,878,781. Expenditure of this amount over a period of 
years would provide such additional facilities and equipments as 
would be necessary for efficient and economical operation of the 
line. Decreased cost of operation and maintenance would also 
result, bringing a reduction in annual appropriations. The situa- 
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tion as it now exists with reference to maintenance and operatio 
is one of economic waste, due to the necessary hasty construction 
of the line. The work performed in repairing the line ang Dut, 
ting it in shape after the frost has come out of the ground in the 
spring is not lasting and the same work has to be again Aan 
formed the following spring. This condition can only be relieveq 
by placing the railroad in such physical condition that the dama 
sustained during the winter will be reduced. Be 
The most important factors are the replacement of bridges 
supported on wooden piling with bridges supported on permanent 
masonry; the replacing of trestles, where necessary, with bridges 
or culverts and the filling of trestles not necessary; the Placing 
of sufficient ballast under the ties to eliminate the damage to the 
track now suffered by frost heaves during the winter months, due 
to insufficient ballast; the widening of cuts and fills to decrease 
the cost of necessary maintenance work incident to narrow cuts 
and fills and to decrease the expense of removing slides and re. 
placing the sluffing of the banks and fills; the rip-rapping of 
banks and the raising of the grade above normal high water ty 
eliminate the constant temporary repairing due to floods. 
Discussing the future of the Alaska Railroad, the report states 
that while no rapid development in the territory can be looked 
for in the next few years, there are indications of a gradual in- 
crease in traffic for the railroad, but there is no prospect that the 
operation of the railroad can be continued for some years to come 


without substantial appropriations being made to meet the deficit 
in operation incurred. 


With reference to the revival of talk of scrapping the Alaska 
Railroad, Secretary Work, in his annual report, said that whether 
the railroad should ever have been built was now beside the 
question. Said he: 


We have it, and to abandon it despite the loss in its mainte- 
nance would amount to a reversion of the American policy of 
progress. This railroad was completed only in June of 1923. Its 
construction was hurried and some of its structures are flimsy 
and temporary in character, menaced by glacial rivers, and its 
tracks are underlaid by ice at some depth the year round. All of 


which makes the upkeep expensive and out of proportion to 
earnings. 


When the construction of the Alaska Railroad was originally 
proposed the claim was made that with adequate transportation 
facilities mines in the interior of Alaska would be opened and 
flourish. In 1915 these minerals were valued at $32,790,000. By 
1924 they had decreased to $17,457,000. Production of coal in 
Alaska in competition with the states has not been feasible, 
Neither has the cost of producing other minerals been sufficiently 
profitable to attract capital, although the government has pro- 
vided the means of shipping them out. 


Conversion of the right-of-way of this railroad to a truck 
highway; construction of a branch railroad from Portage Creek 
to Portage Bay; abandonment of the line from Anchorage to 
Seward entirely, or the use of that division only in summer, 
largely for tourists, have all been suggested. There is little local 
commercial use for a railroad between Anchorage and Seward, as 
both are seaports. It might be maintained in summer, it is sug- 


gested, as a pleasure road, and the freight carried to Anchorage 
by water. 


Automobiles require hard-surfaced roads. These could hardly 
be built in Alaska for less than $50,000 a mile for surfacing and 
widening of railroad right-of-way. There are no such roads at 
present constructed in Alaska and the effect of extremely cold 
weather on them is unknown. The alternate freezing and thaw- 
ing of the surface in Alaska would be disastrous to truck roads, 
whether hard-surfaced or not. Gravel-surfaced roads are now 


impracticable in Alaska for heavy trucks except in periods when 
the roads are frozen. 


Automobile traffic would encounter similar obstructions from 
slides in winter as do the railroads; their removal would be more 
expensive than similar clearings from the railroad. right-of-way. 


AUTOMATIC TRAIN CONTROL 


The Traffic World Washington Bureau 

The Commission, by division No. 1, composed of Commis- 
sioners McChord, Esch and McManamy, began hearings on the 
complaint of the Sprague Safety Control & Signal Company 
against the New York Central, on December 2. The complaint 
alleged violations of the first section of the interstate commerce 
act requiring a carrier to establish reasonable car service rules 
and regulations and section 10 of the Clayton act forbidding 
what is generally called inside dealing, that is, dealing between 
men interested in both carrier and seller to it, except under con- 
ditions of public bidding where, in one year, the amount of the 
transaction is more than a specified sum, as established by the 
Commission. 

At the beginning of the hearing, C. C. Paulding, in charge of 
the case for the New York Central, called attention to his motion 
to dismiss the complaint in so far as it alleged a violation of the 
first section because the car service therein mentioned was not 
the car service contemplated in the so-called automatic train 
control part of the law. He submitted a further motion to dis- 
miss as to section 26, the so-called automatic train control sec- 
tion, on the ground that the facts as stated in the complaint and 
the bill of particulars did not constitute violations. Commis- 
sioner McChord, when Mr. Paulding inquired if the Commission 
desired arguments on the motions, said that arguments on them 
were not necessary and that they could be held in abeyance to 
the end of the hearing. 

The testimony was of a technical character until A. H. Har- 
ris, vice-president in charge of finance and corporate relations of 
the New York Central,'testified that he was not connected with 
the firm of lawyers using his name and had not been since 1911, 
although he gave his permission to continue his name in the 
name of the firm when he retired from it. That firm’s alleged 
connection with the signal company from which the New York 
Central bought apparatus is expected to figure in the case. 
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Decisions of Interstate Commerce Commission 


AFFIRMS NEWSPRINT CASE 


The Commission, on further consideration in No. 15199, 
Washington Publishers’ Association et al. vs. Baltimore & Ohio 
et al, opinion No. 10790, 102 I. C. C. 662-4, has affirmed its 
original report, 98 I. C. C. 339. In that decision it found rates 
on newsprint paper, carloads, from points in New England, New 
York, Canada and from Philadelphia to Baltimore not unreason- 
able, and rates on the same commodity from the same points to 
Washington unreasonable. The report also covers No. 15229, 
Evening Star Newspaper Company vs. Canadian Pacific et al.; 
and a sub-number of the title case, Baltimore American et al. 
ys. Baltimore & Ohio et al. 

The original report found the rates to Washington unreason- 
able to the extent they exceeded the rates to Baltimore by more 
than three cents from Philadelphia and two cents from other 
points of origin. The complainants, on further consideration 
contended the Commission had fallen into error by unduly em- 
phasizing the rate from Niagara Falls, to Baltimore, and in 
treating the complaints as an attack upon class rates in eastern 
territory. 

In its report the Commission pointed out that the complain- 
ants had treated the Niagara Falls rate to New York and Balti- 
more as the foundation upon which had been built rates from 
northern New York mills and as if it had been reflected in the 
making of rates from New England and from Canada, The Com- 
mission quoted them as saying it was erroneously constructed 
upon an excessive class rate. 

The complainants also contended that the spread of rates 
to Washington over those to Baltimore should not have been 
more than one cent, because the application of distance scales 
prescribed by the Commission in other cases would cause a 
spread not greater than that. The Commission said that that 
point would have merit if rates on newsprint in this territory 
were based closely on distance, but that as they were not, the 
spread, it said, did not appear to produce higher than maximum 
reasonable rates to Washington. 


SOME GRAIN CHANGES ALLOWED 


In a report on I. and S. No. 2475, Grain and Grain Products 
from Western States to Louisiana and I. and S. No. 2510, Grain 
and Grain Products from Western States to Louisiana (2), mime- 
ographed, written by Chairman Aitchison, the Commission found 
justified reductions in some instances and not in others. The 
proposal was to reduce rates on grain and products, seed and 
seed products, from points in Colorado, Wyoming, Kansas, Ar- 
kansas, Oklahoma and Missouri to destinations in Louisiana 
west of the Mississippi river. The reductions were not to apply 
to points west of the river contiguous to New Orleans or to that 
city. They proposed to restrict the routing in connection with 
the proposed reduced rates from points on the Rock Island, Mis- 
souri-Kansas-Texas, Kansas City, Clinton & Springfield, and St. 
Louis-San Francisco, or, when in connection with the Southern 
Pacific lines, so they would not apply over routes through Texas. 

Texas flour and grain interests protested on the ground they 
would be adversely affected. Through error, the report said, the 
tariffs proposed reductions from all points in Oklahoma on the 
Frisco. The report said that that road did not desire to reduce 
rates from points on its lines in Oklahoma west of Tulsa or 
southwest of Sapulpa, and that it would file amended schedules. 
The Missouri Pacific and the St. Louis-San Francisco, the report 
said, defended the proposed reductions. The Missouri Pacific 
said the revision would correct maladjustments, remove fourth 
section departures and restore long established relationships, 
which had been disrupted as the direct or indirect result of 
Commission orders. The report said that the effect of the pro- 
posed rates would be to restore the basis in effect from the 
origin territory prior to April 1, 1922; remove many fourth sec- 
tion departures and harmonize a maladjustment of rates in the 
destination territory. It said the reduction in local rates from 
Kansas City would remove many violations of the aggregate of 
intermediates part of the fourth section. In disposing of the 
case the Commission said: 


Protestants ask that we condemn the suspended rates solely be- 
cause it is said they would be unduly prejudicial to milling points 
in Texas and unduly preferential of milling points in Kansas, Okla- 
homa, and other states, in violation of Section 3 of the interstate 
commerce act. The only restrictions appearing in connection with 
these rates in so far as Texas is concerned, are those published 
from points of origin on the M.-K.-T., Frisco, Rock Island, and Kan- 
sas City, Clinton & Springfield Railway, and to destinations on the 
Lake Charles & Northern, Louisiana & Western Railroad, and Morg- 
an’s Louisiana & Texas Railroad & Steamship Company. The Kansas 
City, Clinton & Springfield does not operate through Texas, and 
the rates to the three named destination lines have no material bear- 
ng on the general situation complained of. The evidence was di- 
oints in Kansas and Okla- 


rected mainly to the proposed rates from 
Island, the Texas grain 


homa on the Frisco, M.-K.-T., and Roc 





supply being received largely from such points. These three respond- 
ents operate routes through Texas which are, in many instances, as 
short or shorter than the routes operated by them through Arkansas 
over which they propose to apply the reduced rates. This is not war- 
ranted by transportation conditions, and the resulting disadvantage 
to the Texas mills would therefore be unlawful in violation of sec- 
tion 3. The Missouri Pacific, Chicago, Burlington & Quincy, Union 
Pacific and lines similarly situated do not operate routes through 
Texas. The record does not warrant us in condemning the pro- 
posed rates from points on those lines, particularly since such rates 
will remove numerous fourth-section departures in the present struc- 
ture and in addition will effect a more consistent adjustment than 
that now in force in the destination territory. This record does not 
show that the suspended rates are unreasonably low. 

We find that the proposed schedules, except those publishing 
rates from points on the Missouri-Kansas-Texas Railroad, Chicago, 
Rock Island & Pacific Railway, and St. Louis-San Francisco Rail- 
way, have been justified. We further find that those publishing 
ne from points on the three lines just named have not been justi- 

ed. 


GREEN COFFEE TO TEXAS 


Rates on green coffee, carloads, from New York to Denison, 
Fort Worth, Dallas and Austin, Tex., and from New Orleans, 
Galveston and Houston, Tex., to Austin and San Antonio, have 
been condemned as unreasonable and reparation awarded, in No. 
14807, Alexander Grocery Co. et al. vs. Beaumont, Sour Lake 
& Western et al., mimeographed. 

The report was written by Commissioner Campbell. Com- 
missioner Woodlock did not participate in the case. Chairman 
Aitchison dissented in part, Commissioner Lewis concurring in 
the dissent and Commissioner Hall dissented because, as he said, 
a different measure for computing reparation was used in favor 
of complainants in a reopened case argued in connection with 
this, than was used in measuring the reparation for complain- 
ants in cases not reopened. The reargued case was No. 13559, 
National Coffee Co. et al. vs. Gulf, Colorado & Santa Fe et al., 
92 I. C. C. 14. The findings in the original report were modified 
in this case to fit the port differentials prescribed in Galveston 
Commercial Association vs. Galveston, Harrisburg & San An- 
tonio, 100 I. C. C. 110. 

The issue was as to the reasonableness of rates from Feb- 
ruary 23, 1921, to January 23, 1923, and the present rates. Com- 
plainants, Mr. Campbell said, were satisfied with the present 
rates from New Orleans. Therefore they were not considered, 
only the past rates from that port being involved after the 
complainants expressed their satisfaction with the present ones. 

In the original report in No. 13559, the Commission found 
the rates from New York to Denison, Fort Worth and Dallas 
unreasonable to the extent they exceeded 64 and 86.5 cents, re- 
spectively, prior to and subsequent to August 26, 1920. That 
case was reopened at the request of the defendants. 

Defendants in the title case, the report said, challenged the 
jurisdiction of the Commission over the shipments from Gal- 
veston and Houston to the interior Texas points, on the ground 
that it was intrastate. In disposing of that point, the Commis- 
sion said: 


Green coffee is not produced in the United States. Generally 
speaking, the foreign producers sell their products to importers located 
at the ports of entry, and these importers distribute the coffee to 
roasters located at the ports and interior points. Upon arrival at 
the ports the coffee is stored in warehouses to await reshipment 
beyond. The temporary storage at the ports does not divest this 
traffic of its foreign character acquired at the time it begins its 
journey from the foreign port. The movement to the Gulf ports is 
only a step in its transportation to the interior destinations. 


In disposing of the case the Commission said: 


We find that the assailed rates were unreasonable to the extent 
that they exceeded the following: From New Orleans to Austin and 
San Antonio, 66 cents prior to July 1, 1922, and 59.5 cents on and 
subsequent to that date; from Galveston and Houston to Austin 
and San Antonio, 56 cents prior to July 1, 1922, and 50.5 cents on 
and subsequent to that date; and from New York to Denison, Fort 
Worth, Dallas, and Austin, 61.5 and 83 cents prior and subsequent 
to August 26, 1920, and 74.5 cents on and since July 1, 1922. We further 
find that in all other respects the assailed rates were not and are 
not unreasonable. 

We further find that complainants in No. 14807, except the 
Alexander Grocery Company, and complainants in No. 13559, made 
shipments at the rates herein found to have been unreasonable and 
paid and bore the charges thereon, were damaged thereby in the 
amount that the charges so paid exceeded those which would have 
accrued at the rates herein found to have been reasonable, and are 
entitled to reparation, with interest. Complainants should comply 
with Rule V of the Rules of Practice. If defendants in No. 14809 do 
not object to proof in the form of an affidavit, the Alexander Grocery 
Company may join in the statement under Rule V and submit there- 
with appropriate proof in the form of an affidavit that it made ship- 
ments under the rates herein found to have been unreasonable and 
paid or bore the freight charges thereon. 


In his dissent Mr. Aitchison said he dissented in the original 
report on the reargued case because he thought the rates should 
have been, from New York, to Texas points, 75 cents before 
and $1 after August 26, 1920. In that view Mr. Hall as well as 
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Mr. Lewis concurred. In his dissent Mr. Hall said the new 
future differential prescribed in the port differential case should 
not be used asthe basis for reparation, but that in no event 
should it be used in making reparation for some and not for 
others whose cases were not reopened. 


NO OVERCHARGE FOUND 


The Commission, by division No. 4, has dismissed *No. 
16800, Marion Machine, Foundry & Supply Co. vs. Director-Gen- 
eral, St. Louis-San Francisco et al., finding shipments of bull 
wheel arms, cants, and pins, from Tulsa, Okla., to Bluffdale, 
Tex., made in the spring of 1919, had not been overcharged. 
The complaint alleged unreasonableness, unjust discrimination, 
undue prejudice and illegality. The Commission said it was 
limited to the question of illegality, that being the issue raised 
by an overcharge claim filed February 26, 1921. The complain- 
ant contended that the articles shipped were not named in the 
Western Classification in effect at the time and that they should 
have been rated, by analogy, the same as vehicle material. The 
Commission, however, said the articles named were listed under 
oil well outfits and supplies and rated fourth class, in less than 
carloads, and class A in carloads, minimum 36,000 pounds, and 
that, in the absence of commodity rates, the class rates applied. 


FAILURE TO DIVERT 


The Commission, by division No. 4, in No. 16706, Newsome 
Feed & Grain Co. vs. Cleveland, Cincinnati, Chicago & St. Louis 
et al., mimeographed, has found the failure of the Norfolk & 
' Western, one of the defendants, to effect diversion of a carload 
of ground peanut hulls, shipped from Suffolk, Va., to Granite 
ity, Ill., reconsigned, the report said, to Steubenville, O., re- 
julted in unreasonable charges. It awarded reparation and 
authorized the waiving of undercharges. The complainant con- 
tended that diversion could have been effected, had due diligence 
been used, at Roanoke, Portsmouth, Cincinnati or Indianapolis 
and the through rate protected. The Commission said the Nor- 
folk & Western was not unwilling to satisfy the complaint, but 
doubted its right, as a matter of law, to pay reparation, and also 
that it was doubtful as to the proper measure of reparation 
should it decide that it was authorized to make reparation. 
The Commission said the railroad’s explanation of its failure to 
make diversion was unsatisfactory. It awarded reparation to 
the basis of a rate of 22.5 cents plus a diversion charge of $2.70. 


SOME INCREASES ALLOWED 


The Commission, by division No. 3, in I. and S. No. 2465, 
grain and grain products from Colorado to Wisconsin, mimeo- 
graphed, has found justified proposed increased rates on grain, 
grain products and alfalfa meal, from Colorado common points 
and points grouped therewith to destinations in Wisconsin and 
Michigan, in part. It ordered the suspended schedules canceled 
without prejudice to the filing of new ones in consonance with 
its findings. 

The schedules proposed both increases and reductions, prin- 
cipally increases, to points in Wisconsin, and a few in Michigan, 
north of the Milwaukee-Prairie du Chien line of the Milwaukee 
road. Although some increases amounted to as much as eight 
cents, the Commission said the increases generally were six 
cents. The Commission said there appeared to be fourth sec- 
tion departures which the changes would remove. 

In disposing of the case the Commission said it found that 
the proposed rates had been justified except where they would 
exceed the present rates from Utah common points the combina- 
tions of the local to and the proportionals beyond Omaha, or the 
rates to farther distant destinations in violation of the long-and- 
short-haul provisions of the fourth section. 


RATTAN FURNITURE RATES 


The Commission, by division No. 4, has dismissed No. 16181, 
Bailey Company vs. Illinois Central et al., mimeographed, finding 
the rates charged on imported rattan furniture, in bundles, 
shipped from Seattle, Wash., to Cleveland, O., in June and No- 
vember, 1922, not illegally assessed. The report also covers a 
sub-number, Same vs. Chicago & North Western et al. The alle- 
gation was that the rates collected were illegally assessed. Rates 
of $7.20 and $8 per 100 pounds were collected. The complainant 
contended, the report said, that under a special rule in the 
Countiss tariffs, I. C. C. Nos. 1098 and 1111, providing for one 
rate on one consignment to one consignee, regardless of the 
number of cars used, rates of $5.165 and $4.65 should have been 
imposed. The Commission did not agree with the construction 


placed by the complainant on the alternative application and one 
consignment rules. 


RICE INCREASE JUSTIFIED 
In a report on I. and S. No. 2488, Rice, Carloads, from New 
Orleans to Bowling Green, Ky., the Commission, by division No. 
3, found the carriers had justified an increase in the rate on 
clean rice, in carloads, from New Orleans to Bowling Green, from 
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35.5 cents to 47 cents, the latter being the same as the rate ty 
Louisville, 114 miles more distant. 

New Orleans rice interests obtained suspension of the scheg. 
ules which canceled the lower rate, and, by means of the inter. 
mediate application rule, brought into operation the higher com. 
modity rate in effect at Louisville. The protesting interests gaiq 
that the rate at Bowling Green should be graded up from Nash. 
ville. It suggested it would be unreasonable to apply, at Bowl. 
ing Green, the rate imposed on traffic going to Louisville, 114 
miles beyond. It suggested 42.5 cents as a reasonable grading 
of the rates of 39.5 cents at Nashville and 47 cents at Louisville, 

Fourth section application No. 1952 was assigned for hearing 
in connection with this case. Relief was denied, in fourth see. 
tion order No. 9240, to maintain a higher rate at Nashville than 
at Bowling Green, the establishment of the higher rate at Bowl- 
ing Green removing the necessity for the relief requested. 


SAND CASE DISMISSED 


The Commission, by division No. 4, has dismissed No. 16643, 
Perry T. Fess vs. Chicago, Harvard and Geneva Lake et al, 
mimeographed, finding the rates applicable on sand and gravel, 
from South Beloit, Ill., and on cement, from Buffington, Ind., to 
Darien, Wis., reconsigned to Vaughn Siding, Wis., not unreason- 
able or otherwise unlawful. It directed the refund of overcharges. 


ZINC DROSS RATES 


An order of dismissal has been made in No. 16700, Falcon 
Zinc Company vs. Missouri Pacific et al., mimeographed, the 
Commission, by division No. 4, finding the rates on zinc skim- 
mings, zinc sal ammoniac, zinc dross, and zinc ashes, from Illi- 
nois, Missouri, Ohio and Wisconsin points to Van Buren, Ark., 
not unreasonable. It said no damage had been shown to have 
resulted from discrimination or prejudice. The allegation was 
that the rates were unreasonable, unjustly discriminatory and 
unduly prejudicial as compared with contemporaneous rates to 
Oklahoma points. The present rates to Van Buren, the Commis- 
sion said, were the same as to the Oklahoma points except that 
the rate to Bartlesville, Okla., was slightly lower. 


OVERCHARGE REPARATION 


A finding of overcharge and an award of reparation have 
been made in No. 15908, Prairie Oil & Gas Co. vs. Midland Val- 
ley, Director-General, et al., mimeographed, as to a carload of 
tank steel shipped from Petroleum, Okla., to Gorman, Tex., 
thence reconsigned to Ranger, Tex., in May, 1919. The Com- 
mission, by division No. 4, found the through rate of 62.5 cents 
from Petroleum to Ranger was applicable. A combination of 
locals was imposed on the contention that the car had been 
placed for unloading at Gorman, Tex. The complainant con- 
tended that the records of the carrier agent at Gorman did not 
show that the car had been placed for unloading. The agent 
made a notation on the bill that the through rate applied on the 
shipment. The Commission said that, in the absence of a copy 
of the record showing that the car was actually placed for un- 


loading at Gorman, the weight of the evidence was that it was 
not so placed. 


EXPORT OIL REPARATION 


The Commission, by division No. 4, in No. 16401, Trans- 
continentai Oil Co. vs. Pennsylvania et al., mimeographed, has 
found the charges collected on eight carloads of petroleum 
lubricating oil, in barrels, shipped from Coraopolis, Pa., to New 
York, for export, in March and April, 1921, unreasonable to the 
extent they exceeded charges that would have accrued at a rate 
of 34.5 cents. A combination of 48 cents, based on Homestead 
Transfer, Pa., was imposed. Contemporaneously, the Commis- 
sion said, there was a combination of 46.5 based on McKees 
Rocks, Pa. Therefore it said there were overcharges. There is 
now a joint through rate of 31 cents, published in 1923. That 
rate, increased by 10 per cent to make it correspond to the level 
in effect prior to July 1, 1922, gives 34.5 cents, the basis to 
which reparation was ordered. 


MEAT RATES ORDERED DOWN 


A big reduction in rates on fresh and cured meats to the 
east, to be made in part, not later than February 10, and in the 
remainder not more than 120 days iater than that, has been 
ordered in No. 14771, John Morrell & Co. et al. vs. New York 
Central et al., mimeographed, and the six cases joined with it 
for hearing and disposition. 

The present and two new rates, it is believed, will give an 
indication of what is to be done to the elaborate structure. The 
present rate on fresh meats, 87 cents from Chicago to New York, 
is to be cut to 79 cents; the present rate on packing house 
products from Missouri River slaughter houses, 92 cents to 
New York, is to be reduced to 87 cents. Rates to and from 
other points are to be made in relation thereto. The rates 
mentioned have been ordered into effect not later than the 
day mentioned. 


The Commission found the present rates unreasonable for 
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the future, declining to decide as to their reasonableness in the 
past. For that failure the majority is made the subject of a 
concurring opinion by Commissioner Campbell devoted wholly 
to that point. He said he could find no authority in law for 
failure or refusal to pass upon the level of rates in the past 
when such rates were brought in issue by the complainants 
and by practically all interveners. In that expression of dis- 
satisfaction there was no formal concurrence but Commissioner 
Eastman, also in a concurring report, on another point, called 
attention to the failure to pass upon the reasonableness of the 
rates in the past when such rates were in issue. Commissioner 
McChord joined in that expression on that point as well as on 
another point made by Mr. Eastman. 

The Commission failed to make any finding on the relation- 
ship of the rates on the live animal and its products and upon 
that point Commissioners Hall and Eastman criticized their 
colleagues, acceding to the report that was made because Mr. 
Eastman deemed it a step in the right direction. The complaints, 
as he understood the situation, he said, grew out of the keen 
competition between interior Iowa packers and the packers 
located in eastern trunk line and New England territories. The 
lowa packers, he pointed out, thought that the rates on the 
products to eastern destinations were too high in relation to the 
rates on livestock from the west to the east. The eastern 
packers thought the fact the other way about, he said. 


“This matter of the spread between the rates on livestock 
and on the corresponding rates on fresh and cured meats seems 
to be the really vital issue in the case, although the reasonable- 
ness per se of various of the latter rates has been attacked 
incidentally,” said Mr. Eastman. “Nevertheless, it is this vital 
issue that we leave in a large measure undetermined.” 


Commissioner Lewis, also concurring, said the decision 
would not materially improve the situation of the interior Iowa 
packers. On the contrary, he said, the reductions in the fresh 
meat rates east of Chicago were greater than those from Missis- 
sippi River points upon which the Iowa rates were based. He 
said he was inclined to the view that the reductions in cents 
per 100 pounds from the Mississippi should be more nearly the 
same as from Chicago, which would have the effect of ben- 
efiting Iowa and Mississippi River packers, who, under this 
decision he thought, received little or no benefit. However, 
he said, he gave his assent to the decision in the thought that 
future revision of livestock rates might improve the situation 
of the Iowa and Mississippi River packers as well as that of 
the livestock producers. 


Commissioner Hall, concurring, said: 


I am not persuaded that the rates on fresh meats from 
Chicago to eastern destinations will be unreasonable to the extent 
fixed for the future or that such rates from other percentage 
points, including Mississippi River crossings, will be unreasonable 
to the extent that they exceed established percentages of the 
new Chicago-New York rate. The reasonableness of fresh-meat 
rates to the East from points West of that river, including in- 
terior Iowa points and Missouri River crossings, is an issue which 
was raised and is left undecided. The same is true as to the issue 
of undue prejudice in such rates as between interior Iowa and 
the Missouri River. The finding that rates from points west of 
the Mississippi River will be reasonable if made by combination 
on Chicago of an unknown factor in and a known factor out is a 
finding void for uncertainty. No’man can tell what that rate 
will be and yet it is further found that this unknown rate will 
remove any undue prejudice. The basis for the finding made as 
to Cedar Rapids does not appear in the report. I am not per- 
suaded that rate relationship between live animals and the various 
products of animals can be based on fact. A mixed carload of 
fresh meats, all moving at the same rate, may contain beef, pork, 
mutton, veal, and lamb out from animals which, when living, 
moved at different rates. Still less can glue, fertilizer, bristles, 
hair, hides, pelts, wool, leather, ham, bacon, lard, soups, and 
neat’s-foot oil—to name but a few of the hundreds of articles 
which move in commerce and once formed part of the live animal 
—be assigned rates which bear any necessary or appropriate 
relationship to rates on the live animal. Many of them are more 
closely related from a transportation standpoint to commodities 
not of animal origin. Instead of saying here, as we said in the 
Sinclair case that fixed relationships are desirable, but .we are 
not in a position to fix them, we may better get back to the solid 
ground on which we stood in Investigation of Alleged Unreason- 
able Rates on Meats, 22 I. C. C. 160. There we were asked to so 
adjust rates on livestock, fresh meats, and packing-house products 
that the combined in and out transportation charges at the dif- 
ferent localities would be equal, and our answer was: 

Each one of these rival packing houses is entitled to a 
reasonable rate upon the live animal from various points of pro- 
duction, and those rates should be fairly related one to another. 
Each packing house is also entitled to a reasonable rate upon its 
product to various markets of consumption, and these rates, again, 
should be fairly adjusted with reference to one another. Any 
locality which remains at a disadvantage after this has been 
done must sustain that burden, which is due to its location with 
respect to this business. 

Except in these particulars, and some others which need 
not be mentioned, I concur in the report. I am authorized to say 
that Commissioner Woodlock joins in this expression. 


Carload rates, only, were put into issue. The five complaints 
covered by the report, other than the title case, were No. 14771 
(Sub. No. 1), Swift & Company et al. vs. New York Central 
Railroad Company et al.; No. 14771 (Sub. No. 2), Wilson & 
Company, Incorporated, et al. vs. Same; No. 14981, Armour & 
Company et al. vs. Atchison, Topeka & Santa Fe Railway Com- 
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pany et al.; No. 14981 (Sub No. 1), Cincinnati Abattoir Com- 
pany vs. Baltimore & Ohio Railroad Company et al.; No. 15041, 
Independent Slaughterers’ Traffic Association vs. New York 
Central Railroad Company et al.; and portions of Fourth Sec- 
tion Application No. 2073. 


The Commission said that the six complaints presented five 
general questions, as follows: 


1. Whether the rates on fresh and cured meats and by- 
products from Chicago, Ill., and other central territory packing 
points, including Mississippi River packing points, St. Louis, Mo., 
to Dubuque, Iowa, inclusive, to trunk-line and New England terri- 
tories are unjust and unreasonable; 

2. Whether the through rates on fresh and cured meats 
and by-products from points west of the Mississippi River to des- 
tinations in trunk-line and New England territories are unjust 
and unreasonable; 

3. Whether the relationships between the rates on live edible 
animals and the rates on fresh and cured meats and by-products, 
from the Mississippi River crossings and points west thereof, and 
from Chicago and other points in central territory, to destinations 
in trunk-line and New England territories are unduly prejudicial; 

4. Whether the rates on fresh and cured meats from Mis- 


‘souri River packing points to destinations in trunk-line and New 


England territories are unduly prejudicial to the Missouri River 
cities and unduly preferential of interior Iowa packing points; 

5. Whether fourth-class rates under the official classification 
on cured meats, loose, are unreasonable or unduly prejudicial to 
a that they exceed fifth-class rates on cured meats, 
packed. 

A detailed statement of the issues presented by these com- 
plaints, which issues are, directly or indirectly, related to or 
dependent upon these five primary -questions, together with a 
table of present rates, will be found in the appendixes. As 
appears from Appendix 1, reparation is asked by practically all 
complainants and interveners, but because of the scope of the 
issues and the extended hearings no evidence with respect to 
particular claims for reparation was received. 


In disposing of the case the Commission said: Upon all 
the facts of record we find: 


Conclusion No. 1. That the rates assailed on cured meats, 
packed, and green salted hides, in carloads, from Chicago and 
other. central territory packing points, including Mississippi 
River points, St. Louis to Dubuque, inclusive, to destinations in 
trunk-line and New England territories are not unreasonable or 
unduly prejudicial in relation to the contemporaneous rates on 
hogs and sheep in double deck cars or on cattle from and to the 
same points. 

Conclusion No. 2. (A) That the base rate of 87 cents on 
fresh meats, in carloads, from Chicago to New York and des- 
tinations in the New York rate group for the future will be 
unreasonable to the extent that it exceeds 79 cents per 100 pounds; 
and that said rate of 79 cents for the future will not be unduly 
prejudicial in relation to the present rate on livestock; (B) that 
the rates on fresh meats, in carloads, from other packing-house 
points in central territory, namely, Cleveland, 71 per cent; Evans- 
ville, 105 per cent; Terre Haute, 100 per cent; Indianapolis, 93 
per cent; Cincinnati, 87 per cent; Milwaukee, 100 per cent; St. 
Louis, 117 per cent; Davenport and other upper Mississippi River 
points, 117 per cent, to New York and destinations in the New 
York rate group for the future will be unreasonable to the extent 
that they exceed rates resulting from application of the respective 
customary percentages to the base rate of 79 cents from Chicago 
to New York; and that for the future rates so constructed will 
not be unduly prejudicial in relation to the present rates on 
livestock; and (C) that the rates on fresh meats, in carloads, from 
all the points of origin named in (A) and (B) to other destina- 
tions in trunk-line and New England territories for the future 
will be unreasonable to the extent that they exceed rates resulting 
from application of the rates above prescribed to New York, plus 
or minus the customary respective differentials; and that rates 
so constructed will not be unduly prejudicial in relation to the 
present rates on livestock. 

Conclusion No. 3. That the rates assailed on cured meats and 
green-salted hides, in carloads, from points west of the Missis- 
sippi River to destinations in trunk-line and New England terri- 
tories were not and are not unreasonable, except that for the 
future: (A) the rate from Cedar Rapids to New York and des- 
tinations in the New York rate group will be unreasonable to the 
extent that it exceeds 69 cents, (B) the rates from Missouri River 
points, Kansas City to Sioux City, inclusive, to New York and 
destinations in the New York rate group will be unreasonable 
to the extent that they exceed 87 cents; and (C) rates from Cedar 
Rapids and from Missouri River points, Kansas City to Sioux City, 
inclusive, to other destinations in trunk-line and New England ter- 
ritories will be unreasonable to the extent that they exceed rates 
constructed by the use of the rates prescribed to New York plus 
or minus the customary differentials. 

That this unreasonableness exists only with respect to the 
factors east of the Mississippi River or Chicago, and that for the 
future said rates from points west of the Mississippi River will 
not be unduly prejudicial in relation to the existing rates on hogs 
and sheep in double-deck cars and on cattle from and to the same 
points. To change the rates on packing-house products from 
Missouri River points without like changes from packing points 
west thereof, such as Wichita, Fort Worth, Oklahoma City, and 
Denver, will disturb the relationship between these western 
packing points and those on the Missouri River. On this record 
there is no warrant for such disturbance of relationship, and 
readjustment of the rates from the western packing points named 
should be so made as to maintain the present relationship in cents 
per 100 pounds to the rates here prescribed on packing-house 
products from Missouri River points here prescribed. 

Conclusion No. 4. That the rates on fresh meats, in carloads, 
from points west of the Mississippi River to destinations in trunk- 
line and New England territories for the future will be unreason- 
able to the extent that they exceed the lowest combination of the 
contemporaneous factors west of the Mississippi River or Chicago 
plus the rates herein found reasonable east thereof. The rates 
on fresh meats from Denver appear to be relatively higher, dis- 
tance considered, than from many of the other packing points, 
and nothing herein contained should be construed as _ specific 
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approval of the relationship between the rates from Denver and 
those from the other packing points, but on the present record no 
attempt will be made to differentiate Denver. 

Conclusion No, 5. That the rates assailed on fresh meats, 
cured meats, and green-salted hides, in carloads, from South St. 
Paul, Minn., to Chicago, applicable on shipments destined to 
points in trunk-line and New England territories, were not and 
are not unreasonable. 

Conclusion No. 6. That the rating in official classification of 
fourth class and the rates on dried, dry-salted, smoked, and 
pickled meats, loose, in carloads, from Chicago, Indianapolis, Kast 
St. Louis, St. Louis, Davenport, interior Iowa cities, Kansas City, 
St. Joseph, South Omaha, Sioux City, Nebraska City, Neb., South 
St. Paul, Faribault, Austin, Albert Lea, Wichita, Oklahoma City, 
Fort Worth and Denver to all destinations in trunk-line territory 
east of the Buffalo-Pittsburgh line and to all destinations in New 
England territory for the future will be, unjust and unreasonable 
to the extent that the rating exceeds fifth class on like traffic in 
packages, and to the extent that the rates from and to the terri- 
tories named above exceed the contemporaneous rates on cured 
meats and packing-house products, packed. 

The rates hereinabove prescribed will remove the alleged 
undue prejudice in the relationship of rates on fresh and cured 
meats from Missouri River points versus interior Iowa points. 

Some of the existing through rates, and some of those which 
will result from the above conclusions, from points west of the 
Mississippi River, are full combinations of local rates upon Mis- 
sissippi River crossings or Chicago or closely approximate full 
combinations. In most cases recently before us where rates on 
traffic moving in large volume have been found to be upon full 
combinations of locals we have required the establishment of 
through rates less than the combinations. Southern Class Rate 
Investigation, 100 I. C. C. 513, 661, and cases there cited. In 
those cases the through rates were found to be unreasonable or 
unduly prejudicial. That is not generally true with respect to 
the rates here under consideration. It appears that many of the 
western factors are relatively much lower than the eastern 
factors, distances and transportation conditions considered, and 
that proportional rates lower than the locals on both fresh 
meats and cured meats might appropriately be established east 
of the Mississippi River and Chicago, but the establishment of 
such rates is not practicable under the issues and on the record 
before us. Nothing herein should be construed as approving the 
relationships between the eastern and western factors which will 
result from the findings here made, or as approving full combina- 
tions of locals as a permanent and satisfactory basis for the 
traffic here under consideration. 

Appropriate orders will be entered only with respect to the 
findings on fresh meats from Chicago and other packing points in 
central territory, not including those on the Mississippi River, 
to New York and other eastern destinations, and also covering the 
unreasonableness of the rating on dried, dry-salted, smoked, and 
pickled meats, loose. In view of the complexity of the rate ad- 
justment under consideration no orders will be entered at this 
time covering the other findings herein, but defendants will be 
expected to comply therewith within 120 days from the service 
of this report, failing which consideration will be given to the 
entry of specific orders covering such findings. 


The definite “appropriate” orders establishing rates are 
as follows: 


That said defendants, according as they participate in the 
transportation, be, and they are hereby, notified and required to 
establish, on or before February 10, 1926, upon notice to this 
commission and to the general public by not less than 30 days’ 
filling and posting in the manner prescribed in section 6 of the 
interstate commerce act, and thereafter to maintain and apply to 
the transportation of fresh meats, in carloads, from Chicago, II1., 
to New York, N. Y., a base rate which shall not exceed 79 cents; 
from Cleveland and Cincinnati, Ohio, Evansville, Terre Haute and 
Indianapolis, Ind., and Milwaukee, Wis., to New York, N. Y., rates 
which shall not exceed the rates resulting from application of 
the customary respective percentages to the base rate of 79 
cents from Chicago to New York; and from all of the points of 
origin above named; (A) to the eastern ports in trunk-line and 
New England territories rates which shall not exceed rates result- 
ing from application of the rates above prescribed to New York, 
plus or minus the customary port differentials and (B) to other 
points in trunk-line and New England territories rates which shall 
not exceed the rates resulting from application of the rates above 
prescribed to New York under the respective percentages thereof. 

That said defendants, according as they participate in the 
transportation, be, and they are hereby, notified and required to 
establish, on or before February 10, 1926, upon notice to this 
Commission and to the general public by not less than 30 days’ 
filing and posting in the manner prescribed in section 6 of the 
interstate commerce act, and thereafter to maintain and apply 
on dried, dry-salted, smoked, and pickled meats, loose, in car- 
loads, from Indianapolis, Ind., Chicago and East St. Louis, IIl., 
Faribault, Austin, Albert Lea, and South St. Paul, Minn., Daven- 
port, Ottumwa, Cedar Rapids, Mason City, Waterloo, Des Moines 
and Sioux City, Ia., South Omaha and Nebraska City, Neb., Kan- 
sas City, Mo.-Kan., St. Louis and St. Joseph, Mo., Wichita, Kan., 
Oklahoma City, Okla., Fort Worth, Tex., and Denver, Colo., to all 
points in trunk line territory east of the Buffalo-Pittsburgh line 
and to all points in New England territory, a rating which shall 
not exceed fifth class, and rates on such traffic not to exceed the 
rates on cured meats, and packinghouse products, packed, in car- 
loads, contemporaneously maintained from and to the same points. 


ORDERS MORE COAL RATES 


The Traffic World Washington Bureau 


Additional rates on prepared sizes of soft coal, both high 
and low volatile, and anthracite from Virginia, to New England 
and middle Atlantic states, to be published not later than Decem- 
ber 31, but limited to April 30, have been ordered in the supple- 
mental proceeding in No. 15006, the so-called anthracite investi- 
gation. They have been ordered on the conclusion that there is 
an emergency and upon the assumption that the resumption of 
anthracite mining will not take place in the near future. In 
fact, Commissioner Campbell, author of the supplemental report, 
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said the likelihood of early resumption of mining of anthracit, 
coal appeared to be remote. He said that the shipment of ap. 
thracite coal continued but that little was now available to ¢op. 
sumers other than that stored in consumers’ bins. 

The supplemental proceedings in this case, he said, were 
had on the urgent representations of many consumers, wholesale 
and retail coal dealers and coal operators. Mr. Campbell saiq 
the further hearing was confined to a consideration of whether 
an emergency existed, and, if so, what joint rates and through 
routes were necessary and desirable in the public interest. 

In the course of his report Mr. Campbell repeated the cop. 
tention of Pennsylvania operators that there was no emergency 
and that they could supply whatever additional fuel was needed; 
also the fears of the Pennsylvania and the Baltimore & Ohio of 
a serious coal car shortage if joint all-rail rates were required 
on run-of-mine coal from the southern fields to northern and 
eastern destinations. He said the car- supply of the Chesapeake 
& Ohio had already become strained. Those representations 
seemed to have impressed the Commission. No run-of-mine 
rates were prescribed, the opinion being expressed that suff- 
cient supply of that sort of coal could be obtained in the usual 
way. As to an emergency, the Commission said: 


We find (1) that because of imminent shortage of fuel for house- 
hold use in New England and some portions of the middle Atlantic 
states an emergency, such as in contemplated by paragraph (4) of 
section 15 of the interstate commerce act, has arisen which requires 
immediate action, and (2) that it is in the public interest that as 
far as possible the serious consequences of such an emergency, such 
as the severe suffering on part of the public which would result 
from a shortage of household fuel, should be avoided and that it can 
be avoided to a large extent by the prompt establishment of joint 
all-rail rates and through routes on prepared sizes of bituminous 
coal from mines in Virginia, southern West Virginia, and eastern 
Kentucky to all destinations in New England and to points in the 
middle Atlantic States hereinafter designated. 


The report discusses the contentions of the parties as to 
the bases of rates and then says: 


We further find that rates on prepared sizes (egg, lump, and nut) 
of low-volatile and high-volatile bituminous coal, in carloads, con- 
structed on the following bases are necessary and desirable in the 
public interest and will result in reasonable rates. 

1. From all mines in the New River, Pocahontas and Tug River 
districts and in Clinch Valley district No. 1, referred to in the original 
report as Norfolk & Western Railway Company group No. 3, to all 
points in the New England states and in the State of New Jersey, 
rates which shall not exceed by more than $1.10 the contemporaneous 
rates on prepared sizes of bituminous coal maintained by the Pennsyl- 
vania Railroad from the Clearfield district to the same destinations; 
provided, that this finding shall not be construed to apply on low- 
volatile bituminous coal to New England destinations to which 
specific rates were prescribed in our order herein of July 22, 1925; 
and provided further, that where the resulting rate to any point in 
New England is lower than the specific rates prescribed in our 
order of July 22, 1925, to any intermediate point over the same 


route the latter rate may be observed as maximum at such more 
distant point. 


2. From all mines in Clinch Valley district No. 2, embraced in 
Norfolk & Western Railway Company group No. 4, to all destinations 
on the Baltimore & Ohio, Pennsylvania, and Long Island railroads 
included in our order of July 22, 1925, and to all points in the New 
England states and in the State of New Jersey, rates which shall 
not exceed the contemporaneous rates from the Pocahontas and Tug 
River districts to the same destinations. 

3. From all mines in the Kanawha, Coal River, Logan, Kenova, 
and Thacker districts to the territory of destination described in the 
preceding paragraph 2, rates which shall not exceed the con- 
temporaneous rates from the New River, Pocahontas and Tug River 
districts to the same destinations by more than 25 cents. 


4. From all mines on the Big Sandy division of the Chesapeake 
& Ohio Railway in Kentucky to the territory of destination described 
in the preceding paragraph 2, rates which shall not exceed the 
contemporaneous rates from the New River, Pocahontas, and Tug 
River districts to the same destinations by more than 40 cents. 


We further find that the rates on prepared sizes of semi-anthra- 
cite coal, in carloads, from McCoy and Merrimac, Va., on the Virginian 
Railway and from stations Pulaski to Vicker, Va., inclusive, on the 
Norfolk & Western Railway to the territory of destination described 
in the preceding paragraph 2 are, and for the future will be, unjust 
and unreasonable to the extent that they exceed, or may exceed, the 
contemporaneous rates on prepared sizes of bituminous coal, in 
carloads, from the Pocahontas district to the same. destinations. 


Rates on the foregoing bases shall apply in connection with a 
minimum weight of marked capacity of car, except that when car is 
loaded to its full visible (cubical) capacity actual weight at point 
of origin shall govern. 

If any of the respondent carriers prefer to make the joint rates on 
the basis prescribed applicable over through all-rail routes other 
than, and in lieu of, or in addition to the routes prescribed, they 
may apply to us for modification of the order in that respect. 

Rates established in conformity with the foregoing findings shall 
be published to expire on April 30, 1926, and these findings are 


without prejudice to subsequent consideration of requests for perma- 
nent rates, 


The Commission, in supplemental order No. 9, in No. 15006, 
the so-called anthracite investigation, has revised a paragraph 
on page 378 of its report, 101 I. C. C. 363, pertaining to rates 
to Wilmington, Del., so as to read as follows: 


Our conclusion is that the present rates on anthracite coal from 
mines in the Schuylkill region, as named in Pennsylvania Railroad 
Company tariffs I. C. C. No. AA-1902 and Reading Company tariff 
I. C. C. No. A-857, to Wilmington now are and for the future will 
be excessive, unjust, and unreasonable in and to the extent that 
those rates exceed the following rates per ton of 2,240 pounds here 
prescribed as maximum rates for the future—prepared sizes $2.77, 
pea size $2.39, and smaller sizes $2.34. 
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Proposed Reports 


“ 


CANTALOUPE RATES 


Examiner G. J. Hall has recommended the dismissal of No. 
16761, Hulsey-Bessent Company vs. Seaboard et al., on a finding 
that the rate was unjust, unreasonable and in excess of the 
taloupes, from Rocky Ford, Colo., to Jacksonville, Fla., in 1928, - 
was not unreasonable or otherwise unlawful. The complaint was 
that the rate on cantaloupes, imposed on one carload of can- 
aggregate of intermediates. Reparation and rates for the future 
were asked. No evidence, Hall said, was introduced in behalf 
of rates for the future. The car was routed via Kansas City, 
East St. Louis and Montgomery. The joint rate was $1.75. At 
the same time a combination of $1.29 via Memphis was in effect. 
The defendants, Hall said, admitted the rate was unreasonable 
to the extent it exceeded the Memphis combination, but he did 
not think much of that admission. He said that when compared 
with other rates it was not unreasonable. In conclusion, he said: 


The allegation of unreasonableness is based on the ground that 
the joint rate exceeded the aggregate of the intermediate rates by 
way of Memphis. The shipments were not routed through, that point 
nor is there any showing that they so moved. Moreover, as hereto- 
fore stated, the combination on Memphis was not applicable over the 
route of movement. The rate charged, therefore, did not exceed the 
aggregate of the intermediates, and was not in violation of that pro- 
vision of section 4 of the interstate commerce act. McLeod vs. T. & 
P. Ry. Co., 89 E. C. C. 3656. 

Complainant makes no showing that the through rate charged 
was higher than the lowest aggregate of intermediates over the route 
over which the shipment moved. The commission has frequently held 
that no presumption of unreasonableness attaches to a joint through 
rate applicable over a particular route because a lower combination 
applies over another route. Refiners Oil Co. vs. P. R. R. Co., 102 
I. Cc. C. 249, 251. It has also held that rates can not be condemned 
upon admission of unreasonableness of the character made in this 
case, nor can reparation be authorized unless it is shown that the act 
_ — violated. Western Sugar Refinery vs. S. P. Co., 101 I. C. C. 
113, ‘ 


The commission should find that the rate assailed was not un- 
reasonable or otherwise unlawful. The complaint should be dismissed. 


PETROLEUM CASE DISMISSED 


Dismissal of No. 13568, Western Petroleum Refiners’ Asso- 
ciation vs. Missouri Pacific et al., has been recommended by 
Examiner R. L. Shanafelt on a finding that rates on fuel and 
gas oils, from points in Kansas, Oklahoma, and Texas, to desti- 
nations east of the Illinois-Indiana state line and north of the 
— - Potomac rivers are not unreasonable or otherwise un- 
awful. 

The complaint alleged the rates were unjust, unreasonable, 
unjustly discriminatory and unduly prejudicial by reason of the 
failure of the railroads to maintain joint rates and in comparison 
with rates on refined oils from and to the same points, with 
rates on fuel and gas oils from the states mentioned to other 
territories, and with rates on coal and coke between points in 
the territory east of the Indiana-Illinois line. 

The complaining association asserted that the combination 
basis of making rates used in the making of rates in issue in this 
case, was obsolete and should be replaced by joint rates applying 
to oils moving on the same estimated weights both east and 
west of the Mississippi river, in order to obviate the difficulties 
encountered in determining the applicable through rates by rea- 
son of the many combinations to be considered and the differ- 
ences in the estimated weights to and from the basing points. 

Examiner Shanafelt said that it appeared reasonable to as- 
sume that the decision in Indiana State Chamber of Commerce 
vs. Atchison, Topeka & Santa Fe, 96 I. C. C. 485, had substan- 
tially satisfied the cause of complaint in this case, notwithstand- 
ing that that decision did not accord the precise measure of re- 
lief here sought. In disposing of the case the examiner said: 








The Indiana case was decided some time after the close of the 
testimony and the filing of briefs in the instant case. In that case 
the rates on petroleum and its products, in carloads, from points in 
Kansas, Missouri, Oklahoma, Arkansas, Louisiana and Texas to 
destinations in Indiana were assailed as unjust, unreasonable, un- 
justly discriminatory, and unduly prejudicial in comparison with rates 
on those commodities from the same territory of origin to destinations 
in Illinois and certain other states north and west thereof to which 
rates were fixed in Midcontinent Oil Rates, 36 I. C. C. 109. Joint 
rates to Indiana, the same for substantially equal distances as those 
to the territory west of the Illinois-Indiana State line, were asked. 
Although persuaded by the record that the separate factors of the 
rates were reasonable for local application, reasonable maximum 
rates lower than the combination of those factors were prescribed 
on through traffic from Tulsa and grouped points in Oklahoma of 
42 cents on gasoline and other so-called refined oils, and 35.5 cents on 
fuel oil and other products taking the same rates, to points in Indiana 
on and west of the line of the Pennsylvania extending through Crown 
Point and Logansport, Ind., to Anderson, Ind., and the line of the Big 
Four thence to Louisville, and 45.5 cents and 39 cents, respectively, 
to points in Indiana east of the territory so described. It should be 
stated, however, that the Indiana case was held open, pending 

Isposition of the cases concerning the rates to Chicago, for such 
further action at that time as might seem appropriate. 

It appears reasonable to assume that the decision in the Indiana 
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case has substantially satisfied the cause of complaint in this case in 
so far as it is directed against rates to Indiana, notwithstanding that 
decision does not accord the precise measure of relief here sought. 
In the Indiana case the commission observed that: ‘‘The rates to 
Indiana are a part of the adjustment to central territory, and changes 
therein will undoubtedly have an effect upon other rates to that 
territory,” Obviously, the record in this case does not disclose what 
that effect has been, but it may be observed that the difference in 
the rates to points, immediately west and east of the Illinois-Indiana 
State line is there stated to have been from 5.5 to 10.5 cents, which 
became 6 cents under that decision; that the difference between the 
rates prescribed to Indiana points east and west of the Pennsylvania 
and the Big Four is 3.5 cents; and that the difference between the 
rate prescribed to eastern Indiana points and the rates here assailed 
to points in western Ohio immediately east of the Indiana-Ohio State 
line is 6 or 7 cents. However, the instant record affords no basis for 
findings affecting any of the rates assailed. 

In the presentation of its evidence complainant seems to have 
proceeded for the most part on the principle that mid-continent 
refiners must, of commercial necessity, reach this eastern industrial 
territory of large consumption, but this is not a controlling con- 
sideration in passing upon the measure of the rates. Evidence as to 
the general level of the rates, earnings, and other transportation 
elements is necessary to support findings such as those sought. In 
these respects the record is deficient. For example, rates from Texas 
are but briefly mentioned. Complainant’s chief rate witness admitted 
that he had given no consideration to that part of the complaint 
relating to New England territory, and his testimony with respect 
to the rate adjustment to eastern trunk line territory is meager and 
indefinite. Rates, assailed and sought, are shown to particular points 
in central territory said to be representative, but the record contains 
30 averages of such rates, or distances and earnings, from the 
grouped origin territory to the present or proposed enlarged groups 
in the destination territory, which the commission has consistently 
said is necessary in determining the reasonableness and propriety of 
group adjustments. In fact, complainant does not show the distance 
from any point or group of points in the origin territory to any 
point or group of points in the destination territory, and such through 
distances as are shown in this report to particular destinations are 
computed from exhibits introduced by defendants and interveners, on 
which the distances are shown only incidentally or in connection with 
other evidence not related to the question of group averages. The 
evidence introduced to support the complaint against the adjustment 
of rates on coal and coke consists of general statistics of productions, 
consumption, and prices of coal and coke compared with petroleum 
oil and its products which, together with other statistics introduced 
by one of the intervening coal interests, show that in these respects 
there has been in recent years an ever increasing advantage in favor 
of the oil industry. Complainant exhibited no rates on coal and 
coke, and in argument upon brief the issue is not mentioned. 

The commission should find that the rates assailed are not 


unreasonable or otherwise unlawful. The complaint should be 
dismissed. 


ROSIN RATES TO CANADA 


A basis for reasonable through rates on rosin, from points 
in the southern part of the United States, to Hamilton, Ont., 
has been indicated by Examiner Alfred S. Knowlton, in No. 16957, 
Procter and Gamble Company vs. Alabama & Vicksburg et al., 
and fourth section application No. 1548. He merely indicated 
what he thought would be a reasonable basis because he said 
the requiring of through rates was not within the jurisdiction 
of the Commission. He said the failure of the defendants to 
provide transit arrangements on rosin at Ivorydale, O., should 
be found not unreasonable or discriminatory. 

Knowlton said the complainant charged that the rates on 
rosin, in carloads, since February 1, 1923, to Ivorydale (Cincin- 
nati) O., there transited and reshipped to Hamilton, Ont., had 
been and were unreasonable, and that the failure of the carriers 
to project the through rates and provide transit arrangements 
on rosin at Ivorydale had been and was unjust, unreasonable 
and discriminatory in violation of the first three sections of 
the act, and in disregard of the fourth section, long-and-short- 
haul part of it. At the hearing, Knowlton said, no fourth sec- 
tion departures were pointed out and that the carriers said they 
were unaware of any. 

The examiner, after discussing several cases involving juris- 
diction over rates into or out of Canada, said it was clear the 
Commission had no authority to order, directly, through or joint 
rates from points in the United States to points in Canada where 
the present rate bases were combinations on the border. In 
disposing of the case Knowlton said: 


nt 


* 


The record indicates that reasonable, through rates to Ham- 
ilton, from origin points in Alabama, Florida, Georgia, Mississippi 
and Louisiana, would be the Buffalo rates plus 2 cents per 100 
pounds, but it is beyond the Commission’s jurisdiction to order 
such a rate into effect. No shipments are shown to have been 
made upon which through rates in excess of the above have been 
charged, and reparation must be denied. The record further in- 
dicates that prejudice may exist in that through rates are main- 
tained from Gulf ports and intermediate points to Hamilton, but 
are not maintained from south Atlantic ports and other points. 
In some instances the same carrier serves both classes of origin 
points. The Commission could order undue prejudice removed, if 
it existed, and it mtght be removed by either withdrawing from 
the through rates to Hamilton which are on a basis prescribed 
by the Commission, or by publishing the same rate from other 
origin points. To order this latter is beyond their jurisdiction, 
and the former not only might bring a result desired by no one 
but would be apt to fail of its purpose entirely because no order 
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could be issued against those carriers not maintaining rates on 
the two bases and serving both origin territories. The Commis- 
sion should find that no undue prejudice is shown to exist. The 
Commission should further find that the failure to accord transit 
privileges at Ivorydale on the basis of through rates was and is 
not unreasonable or unlawful. The complaint should be dismissed. 


PROPOSED IRON AND STEEL SCALE 


A finding of unreasonableness and undue prejudice and a 
scale to bring about rates that would be in compliance with the 
law have been proposed by Examiner W. M. Cheseldine, in No. 
15490, Allan Wood Iron and Steel Company et al. vs. Pennsyl- 
vania et al., from Ivy Rock, Conshohocken, Pencoyd, Coatesville 
and Phoenixville, Pa., to New York and points taking the same 
rates. The existing rates were alleged to be unjust, unreason- 
able, unjustly discriminatory, unduly prejudicial and unlawful 
in violation of the first, second, third, thirteenth and fifteenth 
sections of the act. The Commission was asked to prescribe 
maximum rates from the points mentioned and minimum rates 
on like commodities from Bethlehem, Pa., to New York and re- 
lated points, and from Sparrow’s Point, Md., to Philadelphia and 
New York and points taking the same rates. 

The Bethlehem Steel Company, with plants at Bethlehem, 
Steelton, Sparrow’s Point and other places in eastern territory, 
intervened to resist the complainants’ prayer for minimum rates 
from its shipping points, which are not, in all instances, served 
by the carriers that serve the mills at the complaining points. 
The rates in this case, the examiner said, were before the Com- 
mission in Allan Wood Iron and Steel Company vs. P. R. R. Com- 
pany, 83 I. C. C. 502, decided October 26, 1928. Cheseldine referred 
to that litigation as the previous case, treating the two as 
parts of the same effort. The Commission dismissed the previ- 
ous case, finding the rates not unreasonable, unjustly discrim- 
inatory or unduly prejudicial, as shown by the record in that 
case. The basis of that complaint, he said, was that a lower 
rate was maintained from Bethlehem to New York than from 
complainants’ shipping points. He said that as the Bethlehem 
rates were controlled by the Lehigh Valley, not a party to that 
case, the issue of undue preference and prejudice could not be 
sustained. He said the defendants filed a petition to have the 
Lehigh Valley included but that that petition was denied. The 
complainants, except the Midvale Steel & Ordnance Company, 
which the examiner said, had been taken over by the Bethlehem 
company, filed a petition for reconsideration and further hearing 
and also for consolidation with this case, which had not been 
heard. The defendants objected and the petition was denied. 
The present case, Cheseldine said, was substantially as the previ- 
ous case except that it brought in additional parties and invoked 
the minimum and maximum rate powers of the Commission. 

Defending its rate from Bethlehem, the Lehigh Valley, ac- 
cording to the examiner, said its rate from Bethlehem to New 
York was not only reasonable per se but also as compared with 
the rates from and to other points in the same territory. It in- 
sisted that Bethlehem was never in the socalled Philadelphia 
rate group; that there was no relationship between the groups 
and that the fact that they once took the same rate meant 
nothing. It pointed out that its haul from Bethlehem group 
was only 82 per cent of the average haul from the Philadelphia 
group, and that taking into consideration the differences in dis- 
tance the present rate of 14.5 cents was exactly in line with the 
contemporaneous rates from the Philadelphia group to New 


York. He pointed out the wide extent of the Philadelphia group 
and then said: 


The broad grouping of the points of origin is no doubt partly 
responsible for the conditions complained of. In rate groups the 
size of the so-called Philadelphia district it may well be that a 
rate which is entirely reasonable when applied to the average haul 
from points within the groups is unreasonable when considered as 
applied to a haul from the nearer points in the group, from which 
the distance is materially less. Instances of this sort invariably occur 
in rate adjustments made on a competitive basis. While a group 
relationship can not properly be considered by taking the distance 
from the nearest point in the group, it is evident that the so-called 
Philadelphia group is too broad for the comparatively short hauls 
here involved, and that the important mills near the eastern border 
do not receive the natural benefits of their location. This is, of course, 
inevitable, to some extent, in any grouping of competitive points, 
but the situation can be minimized by restricting the groupings. 

The length of the haul is naturally one of the most important 
factors in rate making. It is generally the basic test of reasonable- 
ness, and about the only factor on which the carriers and shippers 
are generally in accord. While the pfesent rates from certain of 
the farther distant points in the group may not be unreasonable 


they are clearly too high for application from such points as Pencoyd, 
Ivy Rock and Conshohocken. 


The rates on all manufactured iron and steel articles rated fifth 
class, in carloads, in official classification, which includes structural 
iron, from Pittsburgh and group points to points of destination in 
central territory, were before the commission in Jones & Laughlin 
Steel Corp. vs. B. & O. R. R. Co., 96 I. C. C. 682, decided April 15, 
1925, and a schedule of rates was prescribed ranging from 6 cents 
for 5 miles to 42 cents for’ 640 miles. For 88 miles the distance 
from Pencoyd and Bethlehem to New York, a rate of 14 cents was 
prescribed, and for 105 miles, the average distance fdom complainants’ 
plants to New York, and also the distance from Baltimore to Phila- 
delphia, a rate of 15.5 cents. For 117 miles, thé distance from Steel- 
ton to Philadelphia, a rate of 16 cents was prescribed, and for 183 
miles, the distance from Steelton to New York, 19.5 cents. For 195 
miles, the distance from Sparrow’s Point to New York, a rate of 
20 cents was prescribed. 


If there be any difference in the general transportation condi- 
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tions in the territory covered by the finding in that case ang the 
general territory with which we are here dealing, it would seem to 
favor the latter, and the conditions in the territory covered by the 
complaint are said to be the most favorable of all eastern territory. 
It would therefore seem that the scales prescribed in the Jones % 
Laughlin Case, supra, would be reasonable for application as mayj. 
mum rates in the territory under consideration. Any reduction of 
revenue due to necessary reductions in the rates should be com. 
pensated for by added traffic. 

No violation of sections 2, 13 or 15 are shown. The record dis. 
closes no necessity for the exercise of the minimum rate power of 
the commission. Nor are defendants guilty of any undue preference 
of Bethlehem and producers at that point. The Lehigh Valley, which 
makes and controls the rate from that point, is not a party to the 
rates from complainants’ mill points. If is wholly within its rights 
in establishing such rafes as it deems expedient so long as they are 
not unjustly discriminatory, unduly preferential, or so low as to 
burden other traffic. 

There is no justification for the spreads between the rates from 
complainants’ plants and the plants of their competitors at Steelton 
Harrisburg and Sparrow’s Point to New York, and the present rates 
from and to those points are unduly prejudicial to complainants ang 
their traffic and unduly preferential of shippers at Steelton, Harris. 
burg and Sparrow’s Point to the extent that the spreads exceed those 
shown in the following table of rates suggested as reasonable, for 
the respective distances. 


The scales prescribed should clear the situation and satisfy the 
complaint. 

The commission should find that the rates assailed are and for 
the future will be, unjust and unreasonable, and unduly prejudicial 
to complainants and their traffic, to the extent that they exceed, or 
may exceed, the rates in cents per 100 pounds, maintained for similar 
hauls from Steelton, Pa., and Sparrow’s Point, Md., to points in this 
general territory, subject to the application of rates set forth in 
the following table as a maximum for the distances stated, which 
are found to be just and reasonable maximum rates for a 


pplication 
in the future from complainants’ mill points to New York, BA 
Rate per Rate per 
100 Ibs. ’ 100 Ibs, 
Distance (Cents) Distance (Cents) 
5 miles and under...... woe 110 miles and over 100...... 15.5 
10 miles and over 5...... 7 120 miles and over 110...... 16 
15 miles and over 10...... 7.5 130 miles and over 120...... 16.5 
20 miles and over 15...... 8 140 miles and over 130...... 17 
25 miles and over 20...... 8.5 150 miles and over 140...... 17.5 
30 miles and over 25...... 9 160 miles and over 150...... 18 
35 miles and over 30...... 9.5 170 miles and over 160...... 18.5 
40 miles and over 35...... 10 180 miles and over 170...... 19 
45 miles and over 40...... 10.5 . 190 miles and over 180...... 19.5 
50 miles and over 45...... 11 200 miles and over 190...... 20 
55 miles and over 50...... 11.5 210 miles and over 200...... 20.5 
60 miles and over 55...... 12 220 miles and over 210...... 21 
65 miles and over- 66...... 12.5 230 miles and over 220...... 21.5 
70 miles and over ichach anata 13 240 miles and over 230...... 22 
75 miles and over 70...... 13 250 miles and over 240...... 22.5 
80 miles and over 75...... 13.5 260 miles and over 250...... 23 
85 miles and over 80...... 14 270 miles and over 260...... 23.5 
90 miles and over 85...... 14 280 miles and over 270...... 24 
95 miles and over 90...... 14.5 290 miles and over 280...... 24.5 
100 miles and over 95...... 15 300 miles and over 290...... 25 


In computing distances under the foregoing scale the shortest 
routes by existing connections for the interchange of carload traffic 
shall be used, embracing as a maximum the lines of not more than 
three line-haul carriers. Lines under common ownership or con- 
trol should be considered as a single line, except that where a por- 
tion of the same railroad is used more than once it may be counted 
as a separate line each time it is used. 


In view of the relationship existing between many of the shipping 
points in question, it is not intended that the scales prescribed should 
be strictly applied, but if shippers and carriers desire grouping of 
certain points may be continued, in order to maintain relationships, 
applying the rate prescribed for the average of the short line dis- 
tances from the various points in the group. 


ABANDONMENT OF LINES 


Examiner R. M. Brown in a proposed report in Finance 
Docket No. 4928, Abandonment of branch line by Chicago & 
North Western, has recommended that the Commission authorize 
the Chicago & North Western to abandon the narrow gauge 
branch line from Fennimore to Woodman, a distance of 16.4 
miles, in Grant county, Wis. Objection was made to the grant- 
ing of the application. The examiner said the line traversed a 
sparsely settled, rugged area, and that it was clearly shown in 
the record that the branch had been operated at a loss for many 
years and that the traffic thereon was insufficient to warrant 
further operation. 

The Wyoming & Missouri River Railway Company has ap- 
plied to the Commission for authority to abandon its line from 
Aladdin, Wyo., to Belle Fourche, S. D., a distance of approximate- 
ly 17 miles. The company said the line had been operated at a 


loss and that there were no prospects for improvement of its 
condition. 


FINAL VALUATION REPORTS 


In Valuation Docket No. 197, Franklin & Pittsylvania Rail- 
road Company, opinion B-112, 103 I. C. C. 424-33, the Commission 
has found the final value, for rate-making purposes, of the 
owned and used property of the carrier to be $328,308, and of 
used but not owned property, $76,000, as of June 30, 1916. The 
carrier owns and operates a railroad extending from Rocky 
Mount, Va., to Gretna, Va., a distance of approximately 30 miles. 
No protest was filed against the tentative valuation. 

In Valuation Docket No. 293, Indiana Northern Railway 
Company, opinion B-114, 103 I. C. C. 446-52, the Commission has 
found the final value, for rate-making purposes, of the owned 
and used property to be $29,310, and of used but not owned prop- 
erty, $25,940, as of June 30, 1916. The carrier owns and operates 
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a railroad entirely within the city of South Bend, Ind. No pro- 
test was filed against the tentative valuation. 

In Valuation Docket No. 374, Federal Valley Railroad Com- 
pany, opinion B-113, 103 I. C. C. 434-45, the Commission has found 
the final value, for rate-making purposes, of the owned and used 
property to be $392,240, as of December 31, 1922. The carrier 
owns and operates a railroad extending from Palos to Lathrop, 
Ohio, a distance of approximately 16 miles. No protest was 
filed against the tentative valuation. 

In valuation Docket No. 92, Gideon and North Island Rail- 
road Company, opinion B-110, 103 I. C. C. 406-13, the Commis- 
sion has found the final value of the property of the carrier, 
owned and used, to be $108,600, and of used but not owned, 
$22,306, as of June 30, 1917. No protest was filed against the 
tentative valuation. The carrier owns and operates a line from 
Malden to the New Madrid-Pemiscot county line in Missouri, a 
distance of approximately 15 miles. 

The Commission, in valuation docket No. 287, Fairchild & 
North Eastern Railway Co., opinion No. B-115, 103 I. C. C. 453-64, 
has found the final value, for rate-making purposes, of the prop- 
erty of that carrier, owned and used for common carrier pur- 
poses, to be $884,746, as of June 30, 1916. The company owns 
and operates a railroad extending from Cleghorn, Wis., to Owen, 
Wis., a distance of a little more than 65 miles. No protest was 
filed against the tentative valuation. 

In valuation docket No. 229, opinion No. B-117, 103 I. C. C. 
475-83, the Commission found the final value of the property of 
the Bay Point & Clayton Railroad Company, for rate-making 
purposes, owned and used for common-carrier purposes, 
to be $136,000, as of June 30, 1916, and of the property 
used but not owned, $2,000. The carrier owns and operates a 
railroad extending from Bay Point to Matheson, Cal., a distance 
of 8.27 miles. The carrier filed no protest. The Atchison, To- 
peka & Santa Fe filed a protest against the valuation of the 
property owned by it and leased to the Bay Point & Clayton. 
Later the protest was withdrawn, but the Santa Fe said that 
in doing so it did not waive the matters of principle therein. 

The Commission, in valuation docket No. 185, opinion No. 
B-111, 103 I. C. C. 414-28, has found the final value, for rate- 
making purposes, of the property of the Southern Illinois & 
Missouri Bridge Company, owned and used for common-carrier 
purposes, to be $3,182,660, as of June 30, 1915. The carrier owns 
and maintains a double-track railroad extending from Bridge 
Junction, near Thebes, Ill., to Illmo, Mo., a distance of 4.642 
miles, including a double-track bridge across the Mississippi and 
approaches thereto. A protest was filed by the carrier and an 
intervention by the Western Union Telegraph Company, but the 
latter, the report said, presented no testimony. A discrepancy 
was pointed out. The Commission said it would be removed 
when it adjusted to later dates, in accordance with the require- 
ments of the valuation act, the final value herein reported. 


TENTATIVE VALUATION REPORTS 


Atlanta & Saint Andrews Bay Railway Company, as of 
June 30, 1917, total owned property, $1,026,150; total used 
property, $1,059,650. : 

Georgia, Florida & Alabama Railway Company, as of June 
30, 1917, wholly owned and used property, $2,775,000. 

Charleston & Western Carolina Railway Company, as of 
June 30, 1915, total owned, $9,988,625; total used, $10,091,256. 


D. & H. VALUATION 


In furtherance of its effort to make the Commission comply 
with what it conceives to be the law on valuation, the Delaware 
& Hudson, by H. T. Newcomb and Walter C. Noyes, has filed a 
138-page brief setting forth the infirmities, as they see them, of 
the Commission’s so-called tentative valuation, chief of which 
seems to be that the Commission has not submitted anything in 
support of what it declares to be the tentative valuation. The 
railroad company takes the position that the Commission has 
not complied with the law even in the beginning of the long and 
seemingly involved process where the value of a railroad, for 
rate-making purposes, is to be ascertained. 

The present phase of the case is that brought about by the 
refusal of the railroad company to submit any data at the hear- 
ing September 15, 1925, because, as it has contended all along it 
was entitled, under the law, to a tentative valuation that was 
lawful and upon which it could base a protest. The railroad 
points out that the Commission has not done what the statute 
Says it shall do in the matter of reporting upon the different 
sorts of property of the carrier, or make a report as to how 
much property there is in each of the several states in which 
a carrier may operate. ‘Five propositions of law are submitted 
to the Commission. They are: That there is no record in these 
Proceedings which could support any order establishing any 
final valuation; that the law places upon the Commission an 
obligation to safeguard the statutory process of valuation; that 
the statutory requirement is that in the progress of the valua- 
tion a lawful tentative valuation shall be served without which 
the process cannot continue; that no lawful tentative valuation 
has been made or served; and, finally, that the Commission 
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should vacate its orders and proceed to establish tentative 
valuations on each of the properties constituting the Delaware & 
Hudson. 


SUSPENDED TARIFFS 


In I. and S. No. 2549, the Commission has suspended from 
December 1 until March 31 schedules as published in supple- 
ment No. 9 to Atchison, Topeka & Santa Fe I. C. C. No. 10037. 
The suspended schedules propose to limit the application of 
transit provisions on mixed or blended poultry and pigeon feed 
to feeds of which not more than 20 per cent by weight consist 
of non-transit articles. The present provisions permit the use 
of 40 per cent of such non-transit articles. 

In I. and S. No. 2550, the Commission has suspended from 
December 1 until March 31 schedules as published in supple- 
ments Nos. 27 and 28 to Boyd’s I. C. C. No. A-1476. The sus- 
pended schedules propose to restrict the use of the rule pro- 
viding for the application, to unnamed stations on the Yazoo 
& Mississippi Valley of the rate to the next more distant sta- 
tion when such unnamed station is located between two stations 
to which rates are named. The proposed change would only 
affect traffic from Colorado common points and points taking 
the same rates to destinations in Louisiana and Mississippi. 

In I. and S. No. 2551, the Commission has suspended from 
December 1 until March 31 schedules as published in the Colo- 
rado & Southern Railway I. C. C. No. 1435. The suspended 
schedules propose to revise the rates on bituminous coal, car- 
loads, from mines in Colorado and New Mexico on the Colorado 
& Southern Railway and connections to certain stations in 
Oklahoma and Texas on the Missouri-Kansas-Texas R. R., which 
would result generally in increases. The following statement 
of rates from Walsenburg, Colo., is illustrative: 


(Rates in cents per Ton, 2,000 pounds.) 


Lump and Nut Coals Slack Coal 
To— Present Proposed Present Proposed 
Burkpurmett, TOR... <6 0s e-cnccccve 487 525 474 460 
Pe AN oh ote ba adiiinn acerca 486 525 486 525 
DUS, Gs. 6050608 6c vees'e ves 522 560 522 560 


In I. and S. No. 2552, the Commission has suspended from 
December 1, and later dates, until March 31, schedules as pub- 
lished in Chicago and Alton, I. C. C. No. A-1819; supplement No. 
16 to Chicago Great Western, I. C. C. No. 5141; supplement No. 
14 to Chicago and North Western, I. C. C. No. 9410; supplement 
No. 14 to The Minneapolis & St. Louis, I. C. C. No. B-497, and 
supplement No. 27 to Boyd’s I. C. C. No. A-1507. The suspended 
schedules proposed to increase proportional class rates from St. 
Louis, Mo., Cairo, Centralia, Mt. Carmel and Springfield, Ill, and 
related points to St. Paul, Minneapolis and Minnesota Transfer, 
Minn., on traffic destined to points in North Dakota. The fol- 
lowing is illustrative: 


To Minneapolis, St. Paul and Minnesota Transfer, Minn., from 
St. Louis, Mo. 


——Classes—— 
Zz 2 3 4 5 
II ds a oaeeihiwdianaecawmwmarabens 96 79% 64 45% 3214 
EE. 6850S a di ons 113 96 79 56% 39% 


In I. and S. No. 2553, the Commission has suspended from 
December 1 and 15 until March 31, schedules as published in the 
following tariffs: Supplements Nos. 2 and 3 to Baltimore and 
Ohio, I. C. C. No. 20436; supplements Nos. 2 and 3 to New York 
Central, I. C. C.—L. S. No. 1294; supplements Nos. 1 and 2 to 
New York, Chicago and St. Louis, I. C. C. No. NKP 4640. The 
suspended schedules propose to reduce the rates on cement, car- 
loads, from Painesville, O., to destinations in Pennsylvania east 
of Pittsburgh. The following is illustrative: 


—From Painesville—— 


To— Present Proposed 
i (i. |). 2.2 ania wowace tae oes eage-reaen 13 12 
De FP ca iighos Bie ced ee Ses cebicceweeveees 13 12 


SS, CE. oe BREA er So REAR OER Obs 6 eae 16 15% 5 


In I. and S. No. 2548, the Commission has suspended from 
November 27 and 28 until March 27, certain schedules as pub- 
lished in supplement No. 32 to Great Northern Ry. Co.,—G. N. 
Ry.—I. C. C. No. A-5712; supplement No. 6 to Great Northern 
Ry. Co—G. N. Ry. Co—I. C. C. No. A-5782; supplement No. 4 
to Great Northern Ry. Co.—G. N. Ry.—I. C. C. No. A-5898; sup- 
plement No. 8 to Northern Pacific Ry. Co—(N. P. Ry.)— I. C. C. 
No. 7918 and Chicago, Milwaukee & St. Paul Ry. Co—C. M. & 
St. P. Ry.—I. C. C. No. B-5258. The suspended schedules pro- 
pose to establish transit charges on grain and grain products at 
interior points in Montana, North Dakota, South Dakota and 
Minnesota in connection with traffic destined to Chicago and 
other points, and to increase present transit charges at certain 
other interior points on like traffic. The proposed charges would 
result in increasing present charges in amounts ranging from 
1% to 214 cents per 100 pounds. 


COMMISSION ORDERS 


The West Virginia Pulp & Paper Company has been per- 
mitted to intervene in No. 17502, New York & Pennsylvania 
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Company vs. Delaware & Hudson et al., and No. 17503, New 
York & Pennsylvania Company vs. Delaware & Hudson et al. 

The Great Western Portland Cement Company has been per- 
mitted to intervene in Finance No. 5088, in the matter of the 
application of the Missouri Pacific Railroad Company under 
paragraphs (18) to (21), inclusive, of section 1 of the interstate 
commerce act for a certificate of public convenience and neces- 
sity authorizing it to construct and operate a branch line of 
railroad from a point on its line near Kincaid, Kan., for a dis- 
tance of 2.8 miles in a southerly direction to a point near Mil- 
dred, Kan. 

The Commission has denied the petition of the Chicago and 
Eastern Illinois Railway Company, filed July 22, 1925, for sus- 
pension of the effective date of the order entered in No. 13413, 
In the matter of Automatic Train Control Devices, on January 
14, 1924. The Chicago and Eastern Illinois may install an auto- 
matic train stop or train control device on that portion of its 
line between Danville, Ill., and Terre Haute, Ind., in lieu of the 
installation required by said order of January 14, 1924. 

Arbuckle Brothers and Warner Sugar Refining Company 
have been permitted to intervene in No. 17427, the American 
Sugar Refining Company vs. Atlantic Coast Line et al. 

The Joyce-Watkins Company has been permitted to inter- 
vene in No. 17518, Republic Creosoting Company vs. Alabama 
Great Southern et al. 

The Laclede Steel Company has been permitted to intervene 
in No. 14404, Atlas Metal Works et al. vs. Akron, Canton & 
Youngstown et al. 

The Western Union Telegraph Company has been permitted 
to intervene in Valuation No. 655, in re valuation of the Tus- 
kegee Railroad Company. 

The Commission has permitted the Western Union Tele- 
graph Company to intervene in Valuation No. 653, Pierre & Fort 
Pierre Railway Company. 

The Chamber of Commerce of El Dorado, Ark., has been 
permitted to intervene in No. 17433, Little Rock Chamber of 
Commerce et al. vs. Arkansas & Louisiana, Missouri et al. 

The Frick-Reid Supply Company, The National Supply Com- 
pany and The National Supply Company of Texas have been 
permitted to intervene in No. 17507, Humble Oil & Refining Com- 
pany vs. Beaumont, Sour Lake & Western et al. 

The Turner Creamery Company has been permitted to inter- 
vene in No. 17451, Beatrice Creamery Company vs. Chicago, 
Milwaukee & St. Paul et al. 

The Commission has denied the petition of Agent E. B. Boyd, 
dated November 2, for a postponement of the effective date of 
Fourth Section Order No. 9207, with respect to class and com- 
modity rates between Colorado common points and points in 
Alabama and Louisiana. 

In No. 12798, Galveston Commercial Association vs. Galves- 
ton, Harrisburg & San Antonio et al., the Commission has mod- 
ified its order so as to permit schedules of rates on grain and 
grain products from points on the Kansas, Oklahoma & Gulf 
to Gulf ports to be filed in compliance with said order on five 
days’ notice instead of thirty days’ notice. 


PETITIONS FOR REHEARING, ETC. 


The J. F. Bloom & Co., complainant in No. 12556, J. F. Bloom 
& Co. vs. Director-General, as agent, et al., has petitioned the 
Commission for further hearing in the above-entitled proceeding. 

The Commission has been petitioned by Robert K. Airth, 
one of the complainants in No. 16070, V. Eriksen and F. H. Lund- 
blade et al. vs. Ann Arbor Railroad Company et al., for further 
hearing in the above-entitled proceeding. 


The Pennsylvania Railroad Company has petitioned the 
Commission for leave to intervene and for rehearing in No. 


12726, Hagerstown Chamber of Commerce vs. Western Maryland 
Railway Company et al. 


The defendants in No. 15501, Southland Cotton Oil Com- 
pany et al. vs. Alabama & Vicksburg et al., have filed a supple- 
mental petition with the Commission for reopening and con- 
solidation of the above-entitled proceeding with Docket 17261. 

The Texas Farm Bureau Cotton Association has petitioned 
the Commission for leave to intervene and for reopening of No. 
13991, Weatherford, Crump & Co. vs. Abilene & Southern et al., 
and No. 14940, Application of Rates on Cotton to Gulf Ports for 
the purpose of making further investigation and granting fur- 
ther hearing and argument in the above-entitled proceedings. 

The Commission has been petitioned by the Carnegie Steel 
Company for reconsideration and for an opportunity to argue 
the matter at issue orally before the full Commission in No. 
15239, Carnegie Steel Company vs. Pennsylvania et al. 

The defendants in No. 15696, Clark Brothers Bolt Company 
vs. New York Central et al., have petitioned the Commission 
for rehearing or reargument. 

The defendants in No. 15858 (and Sub. Nos. 1 and 2), Mis- 
sissippi Railroad Commission et al. vs. Alabama & Vicksburg 
et al.; No. 15618, Jackson Traffic Bureau, for Case Teel Com- 
pany et al. vs. Alabama & Vicksburg et al.; No. 16447, Meridian 
Traffic Bureau et al. vs. Alabama & Vicksburg et al., and Por- 
tions of Fourth Section Application No. 373, have petitioned the 


THE TRAFFIC WORLD 





Vol. XXXVI, No, 23 


Commission for reargument, reconsideration, and postponement 

of effective date of order in the above-entitled proceedings, 
The complainants in No. 15817, and Sub-Nos. 1 to 5, Hoopes. 

ton Grain and Coal Company et al. vs. Chicago & Eastern Jj. 


nois et al., have petitioned the Commission for reargument ang 
rehearing. 


ADDITIONAL RATES ORDERED 


The Commission, by means of an order issued in No. 11396. 
Mason Valley Mines Company vs. Western Pacific et al.; No, 
14325, Same vs. Same; and No. 14022, rates and divisions of 
rates of the Indian Valley on ore and concentrates, has author. 
ized the railroads involved in that case to complete the pubii. 
cation of rates ordered in those cases, not later than December 
16, in accordance with sixth section applications filed by F. w. 
Gomph and the Western Pacific. The order, except the forma] 
recitals, is as follows: 


It is ordered, That said defendants and respondents be, and they 
are hereby, authorized to make effective on or before December 16, 
1925, upon notice to this Commission and to the general public by 
not less than five days’ filing and posting in the manner prescribed 
in section 6 of the interstate commerce act, such of the rates pro- 


posed in the said applications as are herein specifically designated, 
viz. : 


Sixth Section Application No. 3351 of Agent F. W. Gomph—aAll 
rates proposed in exhibit A attached thereto. 


Sixth Section Application No. 37 of the Western Pacific Rail- 
road Company—lIn exhibit A attached thereto the rates shown in 
proposed items Nos. 240-B and 250-B, and the Group-B rates shown 
in proposed item No. 460-B, together with such other rates the con- 
temporaneous publication of which may be necessary to prevent the 
rates published in connection with the above-numbered items from 
creating departures from the long-and-short-haul provisions of sec- 
tion 4 of the interstate commerce act. 


RATE ON GREEN COFFEE 


The Commission has refused to suspend the proposed 80 
cent commodity rate on green coffee, from New Orleans to 
Pacific Coast points as requested by the San Francisco Chamber 
of Commerce and Swayne & Hoyt, Inc., the last mentioned being 
the managing operator of the Shipping Board’s Panama-Argen- 
tine-Brazil steamship line. The rate becomes effective December 
1. The ship line operator invoked section 500, claiming that 
diversion of green coffee tonnage would be caused by the pro- 


posed rate and that, without such tonnage, it would be seriously 
damaged. 


BARGE CANAL AND RAILROADS 


The Traffic World Néw York Bureau 


The influence of the New York Barge Canal in keeping down 
railroad rates and thus benefiting shippers was referred to 
by witnesses before the New York State Barge Canal Commis- 
sion in New York this week as an indirect saving that offsets 
operating losses and refutes the charge that the waterway is 
a “white elephant.” 


Senator Gibbs, chairman of the commission, called attention 
to the testimony of J. E. Wilson, traffic manager of the Larkin 
Company, of Buffalo, at a previous hearing, to the effect that 
tne waterway saved approximately $50,000,000 a year in freight 
charges to the people of the state. He said this was due to 
the fact that the canal keeps railroad rates at a more reasonable 
level, establishing a basis 15 per cent lower within the com- 
petitive area than elsewhere. This had been determined, he 
said, by a minute study of the rate structure. 


The general policy of the Shipping Board with regard to 
granting loans for the construction of new ships was outlined 
at the hearing by G. K. Nicholson, of the legal department of 
the board. Replying to questions on the loan of $400,000 to the 
Minnesota Atlantic Transit Company for the vessels Twin Cities 
and Twin Ports, which, it was understood, were to be operated 
between New York and the Great Lakes via the Barge Canal 
but which were shifted to the Buffalo-Montreal grain trade about 
September 15, Mr. Nicholson said it was not certain that the 
board would object if it were shown that the transfer was for 
good reasons. 


Mr. Nicholson said there was nothing in the merchant marine 
act prohibiting the granting of loans from the construction loan 
fund for building vessels to be operated on inland waterways, 
though the primary purpose of the fund was to aid in the de- 
velopment of American flag vessels in the overseas trade. Mem- 
bers of the committee developed the fact that vessels operated 
in the lake and canal-:service might be used to release larger 
vessels from the coastwise lines in an emergency for transports 
or other uses. 


Previous testimony from President McDougall, of the Min- 
nesota-Atlantic Transit Company, was that it had been consid- 
ered advisable to transfer the Twin Cities and the Twin Ports 
to the Buffalo-Montreal route because of the higher rates, the 
shorter run, and the lack of adequate depth of water in the 
Barge Canal for profitable operation of a package freight service. 
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RATE STRUCTURE INVESTIGATION 


(By a staff correspondent at St. Paul) 


The beautiful house chamber of the Minnesota state capitol 
awoke from a between session sleep, November 30, when Ex- 
aminer Keeler, at ten o’clock on the morning of that day, called 
to order the St. Paul sessions of the hearings in Docket 17000, 
the Commission’s rate structure investigation under the Hoch- 
Smith resolution, and Ex Parte 87, the petition of the western 
carriers for an increase in freight rates. Frank Milhollan, of 
the North Dakota commission, and Frank O’Brien, of the Kansas 
commission, sat with the examiner. 


Commissioner Ivan Bowen, of the Minnesota commission, 
first took the floor in order to present a petition, signed by the 
commissions of Minnesota, Iowa, North Dakota and Wisconsin, 
and concurred in by the South Dakota commission, asking that, in 
lieu of granting the request of the carriers in Ex Parte 87, the 
Commission institute an investigation with a view to readjust- 
ing the entire division structure of the country so as to yield 
to the northwestern carriers what was called a fair share of the 
through rates to which they were parties. The three significant 
paragraphs of this petition were as follows: 


In the divisions of joint rates, fares and charges between the 
railroads in the northwestern region of the western district and 
the eastern district the railroads in the eastern district are now 
and have during many years past been exacting a larger pro- 
portion of the revenue on interchange traffic than is reasonable 
and equitable; and such unreasonable and inequitable division 
of the joint rates, fares and charges do not give due consideration 
to the amount of revenue required to pay the respective oper- 
ating expenses, taxes and a fair return on the railway property 
of such railroads in the northwestern region of the western dis- 
trict held for and used in the service of transportation, as required 
by the act to regulate commerce, as amended. 

By reason of the unjust, unreasonable and inequitable divi- 
sion of joint rates, fares and charges between the carriers in the 
northwestern region of the western district and the railroads in 
the eastern district, such carriers in the eastern district are un- 
duly preferred to the prejudice of the carriers in the northwestern 
region of the western district; and such unjust, unreasonable 
and inequitable division of rates, fares and charges results and 
will continue to result to the prejudice of the shippers and car- 
riers located in the northwestern region and to the undue pref- 
erence of the shippers and the carriers located in the eastern dis- 
trict. 

Wherefore, your petitioners pray that your Commission pro- 
ceed immediately in connection with the consideration of Docket 
87 to an investigation of the division of joint rates, fares and 
charges exacted of the carriers in the northwestern region of the 
western district and determine and prescribe just, reasonable and 
equitable divisions thereof which shall give due consideration 
to the amount of revenue required to pay the respective oper- 
ating expenses, taxes and a fair return on the railway property 
of the railroads of such northwestern region of the western dis- 
trict held for and used in the service of transportation as required 
by the act to regulate commerce, as amended, and by the direc- 
tion of the Congress of the United States, to the end that the 
undue prejudice now existing against the carriers and _ shippers 
in the northwestern region of the western district shall be re- 
moved and that the undue preference of the carriers and shippers 
in the eastern district may be eliminated. . 


‘ Mr. Bowen made a short statement in support of the peti- 
tion. He contended that the law did not give the Commission 
permission, under section 15, to increase rates in order to net 
the carriers a fair return. He said it only gave it permission 
to “institute, investigate and adjust” rates and rate relation- 
ships. In view of subsequent legislation—the Hoch-Smith reso- 
lution in particular—he said, the Commission was powerless to 
grant the carriers what they asked, even if it were so inclined. 

He then quoted from the testimony of the carriers in Docket 
11756, in which the western roads asked to be exempted from 
the order of the Commission providing for increased divisions 
for the New England roads. 

“If, as I have shown,” he said, “it is evident that help for 
the carriers must come from other sources than from a rate 
increase, it follows that it must come through a readjustment 
of divisions.” 

He also went into the Panama Canal question, a matter 
which he placed by the side of the alleged inequitable divisions 
adjustment, as a cause for complaint by the western lines. 
However, he suggested no constructive action to be taken by 
the Commission to help that situation. 

_ He said he cited it merely to show that, bad as was the 
Situation caused by the canal, it would become worse if the 
western carriers raised rates, because such a move would force 
still more tonnage through the canal. 


The state of Minnesota, he concluded, would not introduce 
testimony, either in support of the petition or on the other issues 
of the cases involved, until the Kansas City hearing. 


, R. N. Van Doren, the chairman of the railroads’ legal com- 
mittee, moved that the petition be rejected and that the state- 
ment of the Minnesota commissioner be striken from the record 
as not bearing on the defined issues in the cases and as being 
purely argumentative. Mr. Bowen replied that he could have 
proved his statement both material to the issues and factual in 
content if the railroads had afforded him the courtesy of reply- 
ing to communications addressed to them asking for informa- 
tion. Mr. Van Doren said all such requests had been turned 
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over to his committee and the carriers would furnish such in- 
formation if it was readily obtainable. 

J. F. Reed, chairman of the Northwest Regional Advisory 
Board, owner and operator of two farms in Lac Qui Parle county, 
Minnesota, and director and officer in several other organiza- 
tions, was the first witness placed on the stand by Fred S. Jack- 
son, attorney for the Minnesota Farm Bureau Federation. He 
read a long statement, in which he quoted from Washington, 
Roosevelt and Lincoln, in proof of his assertion that agriculture 
was the only realy “basic industry.” He contended that the 
Hoch-Smith resolution was a perfectly proper piece of legislation. 

“It is one of the chief duties of any government to preserve 
itself,” he said. “The government of this country depends on 
agriculture, and it is, therefore, its duty to see that the farmer 
is prosperous. That was undoubtedly the view taken when Con- 
gress passed the Hoch-Smith resolution.” 

Mr. Van Doren objected repeatedly to the statement on the 
grounds that it was argument and not testimony. He also ob- 
jected to a number of paragraphs in an exhibit, introduced by 
Mr. Reed, because of the fact that no authorities were cited for 
the figures shown. Mr. Jackson promised to amend the exhibit 
to show those authorities and, under that condition, the exam- 
iner accepted it. 

The railroad attorneys found other grounds for objecting to 
the exhibit, the 162d entered so far in the case. These objec- 
jections were based chiefly on general statements made therein, 
such as the one in which it was alleged that “shippers state that 
if an increase in rates on livestock is granted, trucking opera- 
tions” on livestock into the South St. Paul market will be ex- 
tended to include a radius of 75 miles. 

On cross-examination the point was raised, in opposition to 
the witness’ allegation that “bank foreclosures (by which, he 
explained, he meant bank failures) reflect somewhat the agri- 
cultural conditions.” Mr. Reed denied that most of the failures 
were due to the inflated values of the farms at the time money 
was loaned on them, and also denied that most of the failures 
were among the many new state banks, with minimum capital- 
ization, that had sprung up in rural Minnesota in the past ten 
years. “I know of banks fifty years old that have gone to the 
wall in the last two years,” he said. 


Most of the afternoon session was given over to the exami- 
nation and cross-examination of T. E. Cashman, Mr. Jackson’s 
second witness. He proved rather difficult to handle, for he had 
ideas of his own and seemed bound to get them into the record. 
He said he had varied interests, in addition to farming, such as 
the raising of pure-bred Hereford cattle, the running of a green- 
house, the directing of a bank, the serving as a member of the 
state board of education, and, finally, sitting in the state senate. 
He began his testimony with a statement, which was, like that 
presented by the previous witness, largely a statement of opin- 
ions. Some interest was taken in his assertion that the carriers’ 
proposals for flat increases on agricultural products would, in 
fact, result in an increase of between 5% and 14 per cent, while 
on flour the increase would amount to between 12% and 21% per 
cent. This percentage, he pointed out, would reduce progres- 
sively as the freight was shipped farther from the producing 
point, which led to the assumption that “this petition is really 
an attempt on the part of the carriers to move the milling points 
into the east.” 


He admitted that the present alleged agricultural depression 
was not wholly due to freight rates. He said it was due to a 
combination of legislation and administration. In the former, he 
listed the Adamson act, the immigration restriction law, the 
tariff law, and the transportation act. Among the worst of the 
administrative blunders was what he called the “ill-advised and 
almost criminal conduct of the federal reserve board” in increas- 
ing the interest rates on loans already granted, and the fact that 
the Railroad Labor Board had permitted the railroad employes 
to “run the railroads.” 

So far as freight rates affected agriculture, he said, the fault 
lay wholly at the door of “shortsighted and inefficient railroad 
managers,” and he added that he conceived it to be “very poor 
grace for these managers to make the farmers the goat for their 
own mismanagement.’ 

If the managers had had vision, he said, the buss problem 
need never have arisen. Even now, he added, if these men 
would only cut down their fares, they could recover much of the 
lost traffic, because people would rather ride in “palace cars” 
than in bumpy buses without toilet facilities and other comforts. 

On cross-examination, Mr. Van Doren concentrated his atten- 
tion on the witness’ competency to testify as to the prices paid 
for farm products in 1913 as compared to 1925. The witness 
said $9 was a fair average price for hogs in the earlier year, 
adding that he based his assumption on the fact that he sold his 
own that year at that price “because I had not then learned any 
better than to sell them in October when the prices are lowest.” 
He was evidently surprised when Mr. Van Doren read from a 
government report to the effect that the price in that month, at 
South St. Paul, was, in fact, only a little over $7. Although the 
witness had maintained that pork prices in the two years were 
about on a parity, he admitted that in the same month in 1924 
the price was $8.80, and in 1925, $11.40. 
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The witness was then questioned as to statements he had 
made regarding the carriers spending “millions of dollars for 
improvements, practically all of which came out of their earn- 
ings.” He repeated this assertion on cross-examination and said 
his information came from a railroad official whose name he was 
not at liberty to divulge. His statements as to the fact that the 
railroads were more prosperous than any other industry also 
were put under fire. He said his impression was based on his 
experience as a banker in Owatonna, Minn. And, he added, the 
railroads must be prosperous because it had cost him one car- 
load of corn to ship it and another carload to Chicago. 

Two of the witnesses of the previous day were recalled to 
the stand for brief questioning, on the morning of the second 
day of the Saint Paul hearing, December 1. Mr. Cashman was 
questioned as to his statement that the receivership of the 
Cc. M. & St. P. was concrete proof of the incompetency of 
railroad management. He admitted that he had not known that 
the improvements made by that road had increased its traffic 
density more than twelve per cent, but said that, even if that 
were the fact, he saw in it no reason to change his view that 
good managers would not have mortgaged an otherwise paying 
property to the hilt in search for more business. He also 
repeated, on further cross-examination, his statement that it 
cost, on last year’s basis, over $50 to raise a $28 calf. At the 
request of railroad counsel he itemized the figures represented 
by the former sum, the net result being $50.17. He then 
admitted that the prices received for butterfat, which had 
suffered severe fluctuations in the last two years, were the result 
of supply and demand. He said that, in 1924, much propaganda 
had been spread urging the farmers to buy cows and he wasn’t 
“sure but that some of it had come from the railroads.” As a 
result many scrub animals, incluaing some cripples, had been 
shipped back to the farms from the stock yards. Although 
the yield from these was not up to the average, the aggregate 
was enough to drive the price of butterfat down. This awoke 
the farmer to his mistake and he sent not only all of those cows, 
but numbers of others and sounder ones, back to the stockyards. 
The resulting decrease in production had raised the price to 
its present abnormal level, he said. 


Mr. Cashman had stated, on the previous day, that “the 
only chance a farmer has to make money today is the chance 
of disaster and pestilence in other localities making a shortage 
of the particular commodities upon which he happened to be 
concentrating.” Referring to that statement, Mr. Van Doren 
asked whether this was not “a dangerous doctrine for a state 
senator to preach. 

“Maybe,” replied the witness, “but it is the truth.” 


Mr. Reed was then recalled to clarify his statement to the 
effect that the carriers had been, to date, more prosperous in 
1925 than ever before in their history. He explained that he 
referred to the carriers as a whole and not particularly to the 
western carriers which, he admitted, had not done quite so well 
as they did in 1916. Pressed for an answer, by Mr. Dorety, of 
the Great Northern, as to whether the farmers generally would 
prefer a let-down in service or a small increase in rates, he 
said good service was the first factor, but that he did not 
concede it could not be furnished without a rate raise. 


The remainder of Mr. Jackson’s witnesses were typical so- 
called “dirt farmers.” They insisted that the plight of the 
farmer in Minnesota and the northwest was desperate. Some 
of them adopted interesting ways of conveying this conviction. 
Hermann Schmeckel, from southern Minnesota, said the stories 
about farm prosperity were like “the stories about Santa Claus 
told to the children. They sound nice but they just ain’t so.” 
He said he had spent 44 years on the farm, and that in all that 
time he had never made money. He added, however, on cross- 
examination that he was a substantial stockholder and a director 


of the local bank and that he owned and operated two 
automobiles. 


J. E. Coughlin, who, in addition to running his farm near 
Faribault, said he was manager of the co-operative elevator 
and co-operative coal company at that town, said the carriers’ 
proposal with regard to coal rates would cost his association 
$878.78 on the basis of coal purchased last year. Much of this, 
he said, was sold under contract to the Faribault schools and 
the farmers who held stock in the coal handling concern would, 
if the raise went into effect, have to handle it at a loss. With 
regard to grain, he said, his elevator had been approached by 
a trucking concern with an offer to haul the grain into Minne- 
apolis, about 70 miles, which would probably be accepted if 
there was any increase in the rail rates. 

A good deal of comedy relief was afforded by John F. Gustaf- 
son, of Windom, a typical Scandinavian with oratorical tend- 
encies. He frequently was checked when his flights became, 
in the Examiner’s opinion, too argumentative. He asserted that 
his township was the “best general farming township in the 
world.” He said it was worked by a mixed population, “Swedes, 
Scotch, German and just enough Irish to make it interesting.” 

In his community, he said, the freeholdings had fallen from 
70 per cent of the acreage in 1910 to 20 per cent in 1925. He 
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said this was due to the fact that many of the farms had gone 
over to non-resident owners by the foreclosure route and that 
their former owners often remained as tenants. He illustrateg 
the situation by citing the cost of shelling cora, which had Tisen 
from 1% to 2% cents a bushel between 1910 and 1925 and of 
husking which had gone up from 3 to 8 cents in the game 
period. Meanwhile, he added, the selling price of corn hag 
remained practically stationery at 50 cents. 

“This is a matter of principal with the farmers,” he sai, 
“not of dollars and cents. The farmers think they are being 
discriminated against and they do not want their small earnings 
shrunk to add to the dividends of railroad owners that are 
already well taken care of. 

“When I was at President Coolidge’s agriculture confer. 
ence,” he added, “I said: ‘Mr. President, there has been too 
much legislation to help the farmer. Try letting him alone for 
a change.’ And I think the same thing about the railroads. 
Both they and us must be allowed to work out our own 
salvation.” 

“But you don’t think the railroads should work out their 
salvation by means of a rate raise?” asked Mr. Benton. 

“No,” answered the witness. 

On cross-examination, by Mr. Dorety, he said much of the 
dissatisfaction on the part of the farmer was due to the fact 
that most of them thought the railroads were working under 
a governmental guaranty. That, he said, was what he meant 
by saying that he thought the farmer was discriminated against, 
for they worked under no such guaranty. 

The word “guaranty” brought on a lengthy discussion about 
the meaning of section 15a, which was cut short by the Exam- 
iner. Then the witness was asked whether he thought, like his 
fellow-farmers, that the government really guaranteed the rail- 
roads anything. 

“How can you expect me to say,” he answered, “when all 
you wise fellers can’t agree on the question.” 

Shortly before leaving the stand, the witness provoked a 
storm of protest when he quoted President Coolidge as having 
said, in a conference with farmers, that agricultural freight 
rates were too high. On agreement by council, all reference 
to the remark was stricken from the record. 

Like Mr. Reed, Mr. Gustafson was asked as to the relative 
importance of service and rates. He countered by saying that 
the farmers were getting excellent service, because they had 
organized the regional advisory boards which had eliminated the 
dangers of car shortages. Finally he declined to answer directly 
the query as to whether the farmers would sooner suffer a 
deterioration in service or a one cent per bushel rate raise, by 
saying that he would have to consult the farmers. 

S. D. Bickford, farm loan operator, testified briefly as to 
the increase in farm indebtedness in recent years. He said 
the increase was about 50 per cent since 1919. On cross-exam- 
ination, he admitted that many of the farms on which he carried 
loans had been purchased in 1919 and 1920 “mostly by farmers 
who came up from Iowa.” 


Mr. Jackson closed the case for the northwestern farmers 
at the afternoon session. James Clark, of Stillwater, secretary 
of the Wright County Live Stock Shippers’ Association, said 400 
truckloads of live stock had gone to South St. Paul from his 
shipping point this fall, whereas, in other years, the movement 
was negligible. He admitted, however, that the growth of the 
popularity of the automobile truck and the building of hard 
roads in recent years might have had something to do with the 
origination of this movement. He said he did not know how 
the cost of hauling the stock 60 miles by truck compared with 
the freight rate for the same distance. 


W. L. Stockton, president of the Montana Farm Bureau Fed- 
eration, spoke of the increase in abandoned farms in his state. 
He said he had 3,000 acres of good land on the Missouri River 
that he would be glad to have some one cultivate on the basis 
of his receiving four-fifths and the owner one-fifth of the crop. 
He said many thousands of acres were lying idle because no one 
would even become tenants of the farms at a rental equal only 
to the taxes. He stressed the Montana exodus by saying that, 
in the northern tier of counties in that state, many school districts 
did not have a single child to take care of last winter. On cross- 
examination he told about the many inexperienced farmers 
who had come to Montana, between 1910 and 1920, at the 
solicitation of colonization companies. Many of these, he said, 
were taking part in the present trek back east. He cited one 
case where a deep-sea diver came out expecting to take a 
fortune out of the soil in a few years, only to find farming too 
dry a business in Montana. 


O. B. Shay and Myles BE. Clark testified as to the financial 
condition of the apple growers in Washington, Oregon, Idaho and 
Montana. Their rate of return on their investment in orchards 
and orchard lands, over a period of years, they said, was some- 
thing under three per cent. 

E. A. Hodkinson, of New York, appeared for the American 
Linseed Oil Co., and asked that, if the Commission should see 
fit to grant the carriers’ prayer for increase, it should exempt 





80ne 
_ that 
Tate 
Tisen 
nd of 
Same 
had 


Said, 
Jeing 
lings 
- are 


nfer. 
too 
> for 
ads, 
Own 


heir 


December 5, 1925 


from its order all rates on which an increase of 5 per cent 
or more had been made since August 26, 1920. So far as flax- 
seed was concerned, he said, he hoped the Commission would 
put it on a basis with other grains in any order it might make. 
He said that, to increase grain rates 1 cent a bushel and flax- 
seed rates 5 per cent would disturb certain competitive situa- 
tions where corn oil and linseed oil, and glutten feed and 
flaxseed meal came into competition. 


To Dismiss Class Rate Petition 


At the close of the Tuesday session, Mr. Benton offered, 
in behalf of the state commissions party to the case, a motion 
asking that’ the petition of the western carriers to include in 
Ex Parte 87 a general investigation of western class rates be 
not received. Over the protest of the railroad attorneys, Exam- 
iner Keeler permitted Mr. Benton to begin reading the motion 
into the record. As it developed into a document of considerable 
length, however, he reversed his decision and instructed that 
it be sent to the Commission in the regular order. 

Mr. Benton’s motion was based largely on the theory that 
the carriers’ petition unduly broadened the issues and that it 
was put into the case after the time set for carrier testimony 
had elapsed. The important parts of it were as follows: 


The supplemental petition does not, as carriers were admonished 
it should, contain the proposals of the carriers as to class rates 
“in definite form’ so that the same can be considered and discussed, 
and so that the effect of the same, if approved and made effective, 
upon revenues of the carriers can be estimated. 

It constitutes an attempt upon the part of the carriers to change 
their proposals by additions thereto in the course of a hearing, after 
they had been supposedly fully heard, and after hearings in sections 
of the country most distant from Washington have been held and 
concluded, whereby the public in those distant sections would be 
precluded from opportunity to be heard upon carriers’ proposals in 
their final form. ; 

The carriers further propose the supplemental petition that the 
issues presented by their first proposals shall be submitted and 
determined without regard of the increased revenues that would be 
produced by the adoption of their amended and enlarged proposals 
through changes in class rates, and without information available 
to parties and to the commission as to what the changes in class rates 
will be, or what additional revenues will be thereby produced. 

The supplemental petition and the statement of alleged fact 
therein contained supply reason why said Ex Parte 87 should be 
dismissed, and all necessary rate adjustments should be made in No. 
17000, in conformity with the requirements of the Hoch-Smith reso- 
lution, but no reason why the issues presented by carriers’ first pro- 
posals should be changed in the midst of a hearing thereon by the 
interjection of the suggestion of undisclosed changes in the class 
rates structure which the carriers intend hereafter to propose. 

Any changes in the class rate structure which may be agreed 
upon between carriers and shippers, or which carriers may desire 
to make effective without such agreement, should be initiated in the 
manner provided by law, and subject the right of the public to ask 
for investigation and suspension; and if investigation of the class rate 
structure of carriers, aside from the investigation now in progress in 
No. 17000, is to be made by order of the Commission, for the purpose 
of revising such structure, the record in such investigation proceeding 
should be made after the order of investigation and not before, 
so that parties to be affected thereby may have all rights with respect 
to the development of the record which are incident to a due process 
of law hearing, such as is required by the interstate commerce act 
in rate cases. 

Wherefore, the undersigned parties move that carriers’ so-called 
supplemental petition aforesaid be not received as a part of the 
record in said Ex Parte 87. 


St. Paul Hearing Ended 


Something less than three days were required to receive 
all of the testimony offered at St. Paul, the sessions there being 
brought to a close early in the afternoon of Wednesday, De- 
cember 2. Only two interests were heard on that day, and the 
evidence presented by each bore specifically on the industries 
they represented and not on the larger aspects of the questions 
involved in the combined cases. 

A. P. Pratt, of Minneapolis, traffic manager for the Northern 
States Power Company, put into the record elaborate figures 
regarding the production of lignite in North Dakota, and the 
relative value of that mineral as a fuel as contrasted with 
bituminous coal. He said the potentialities of lignite produc- 
tion were scarcely understood, not to mention tested, and 
averred that only one-eighth of the present production moved 
in interstate commerce. His company, he said, operated three 
electric generating plants at Minot, Fargo, and Grand Forks, 
N. D., but only the plant at Minot, nearest the points of pro- 
duction, used lignite under its boilers. At Grand Forks, he 
added, lignite was used for some time, but the change was 
made back to bituminous because, among other things, the rate 
adjustment on the cheaper fuel was not right. 


Lignite, he said, was not as efficient as bituminous coal for 
the making of steam. One ton of the latter could do as much 
in that line as 2.4 tons of the former. In spite of that fact, 
however, he insisted that no raise in the rates on lignite be 
made, regardless of the Commission’s decision in Ex Parte 87, 
because it might become necessary to switch over to the use 
of that fuel if bituminous prices became higher or if, because 
of strikes or other unforeseen causes, it became impossible to 
secure the latter. Placing Grand Forks and Fargo on a lignite- 
burning basis, he said, would increase the consumption of that 
fuel over 81,000 tons per year. 

Two witnesses testified on behalf of the cheese interests. 
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H. G. Davis, president of the Davis Brothers Cheese Company, 
of Plymouth, Wis., and president also of the American Cheese 
Dealers’ Association, told at length about the methods used in 
the manufacture of cheese. He said the cheese was made at 
certain concentration points whence the farmer had taken his 
milk. From these points it was shipped into the factories, where 
it was graded, paraffined and boxed. Little or none of the haul 
between the concentration points and the factories went to the 
railroads at present, he said, the farmers finding it more con- 
venient, and in some cases cheaper, to haul the newly made 
cheese by auto trucks to the factories. He also pointed out 
that Plymouth, the cheese market that sets the price for the 
entire country, was about seventeen miles from Sheboygan, the 
furthest west point in the so-called 100 per cent territory, and 
that much of the cheese was being hauled from Plymouth to 
Sheboygan by truck to take advantage of that rate break. He 
added that, if any increase was made in the rates, all of the 
cheese would move between these points over the concrete 
roads instead of the railroads. : 

On cross-examination, he explained that the cheese prices 
were not actually set at Plymouth, but that the prices received 
at auction there on the cheese board were generally followed 
by independent dealers throughout the country. 

He detailed the troubles his business was experiencing due 
to the sharper competition experienced by other milk buyers— 
ice cream manufacturers, condensed milk canners and powdered 
milk makers—in recent years. These, he said, had forced the 
price of raw milk up to such a point that the cheese prices were 
feeling the effect. He also said that the spread of smaller cold- 
storage plants throughout the south had increased the consump- 
tion of meat and decreased that of cheese in that territory. 

“But the fact that there is competition in the buying of 
raw milk means that the farmers are getting better prices for 
it, doesn’t it?” asked Mr. Van Doren. 


“It does,” replied the witness. He insisted, however, that, 
in addition to his plea for an exemption of cheese from any rate 
raise that might be granted under Ex Parte 87, his testimony 
should be taken as proving cheese to be a farm product and, 
therefore, amenable to any concessions that might be accorded 
in keeping with the Hoch-Smith resolution. 

J. W. Goodman, of the F. M. Elkinton Company, Milwaukee, 
took the stand in order to place in the record a number of ex- 
hibits showing the condition of the cheese industry. These 
included figures on production, rate compilations, and maps 
showing the location of various cheese producing points in Wis- 
consin. He insisted on the point raised by the previous witness, 
that cheese was “as much entitled to preferential rate treatment 
as wheat, live stock, or any other agricultural product.” 


FINANCE APPLICATIONS 


The Kansas City Southern has applied for authority to ac- 
quire control of the Texarkana & Ft. Smith Railway Company 
by lease from August 1, 1925, to August 1, 1950. The applicant 
owns all the capital stock, except qualifying shares, of the Tex- 
arkana company, and has been operating that company for many 
years. The Kansas City Southern, however, has not had a lease 
of the property of the Texarkana company, and this application 
is designed to give that degree of control by the parent com- 
pany over the subsidiary that inheres in a lease of the physical 
property to the interest which also owns the stock. Coincident 
with the filing of the application for authority to acquire by 
means of a lease by the parent company, the subsidiary applied 
for authority to issue and sell $10,000,000 of bonds under a new 
first mortgage, which is to take the place of the existing mort- 
gage. The parent company has asked for authority to assume 
obligation for the payment of the principal and interest of the 
bonds. The new mortgage is to be for $15,000,000, but the issue 
to be presently made is for $10,000,000. 


The new bonds are to be used for paying off $5,591,000 of 
outstanding bonds issued under the mortgage dated April 1, 
1893, so that the new bonds will constitute the first and prior 
lien on the property of the Texarkana company. The remainder 
of the proceeds of the proposed bond issue is to be used for 
additions, betterments and extensions of the road. The bonds, 
bearing 6 per cent interest, are to be sold at not less than 94 
per cent of par. 

The Jacksonville & Havana Railroad Company has asked 
for authority to issue first mortgage bonds for $300,000 and a 
like amount of 6 per cent preferred stock, and common stock 
amounting to $25,000, making a total capital issue of $625,000. 
The proceeds are to be used for the purchase of that part of 
the Chicago, Peoria & St. Louis known as the Jacksonville 
branch, extending from Jacksonville to Havana, Ill., a distance 
of 41.8 miles, together with side tracks and turnouts long enough 
to bring the total to 50.6 miles of track. Preliminary negotia- 
tions for the sale of these securities, the applicant said, have 
been based upon the idea of the applicant receiving not less 
than 85 per cent net on both stock and bonds. The securities 
have been offered to patrons of the line and it was asserted in 
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the application that approximately two-thirds of the amount had 
been subscribed 

The Chicago, Springfield & St. Louis Railway Company has 
asked for authority to issue $1,025,000 of securities, the proceeds 
of which are to be used to buy that part of the Chicago, Peoria 
& St. Louis between Springfield and Lock Haven, Ill., toa re- 
habilitate the road and provide working capital. The securities 
proposed to be issued are $500,000 of first mortgage bonds, a like 
amount of 6 per cent preferred stock, and $25,000 of common 
stock. 

The Seaboard Air Line has applied for authority to assume 
obligation and liability in respect of $2,820,000 of equipment 
trust certificates, 444 per cent dividend, the proceeds to be used 
for the purchase of new equipment, costing $3,133,970, the cer- 
tificates to be disposed of at not less than 96.51 per cent of par. 
They have been sold to Freeman & Co. of New York City, sub- 
ject to the approval of the Commission. The equipment to be 
bought consists of 30 mikado locomotives at $48,000 each, 4 
mikados at $62,000 each, 10 mountain locomotives at $42,800 
each, 6 mountain locomotives at $56,000 each, 12 dining cars at 
$41,986 each, 2 all-steel combination baggage and mail cars at 
$23,950 each, 2 all-steel combination baggage and mail cars at 
$23,344 each, and 30 caboose cars at $2,785 each. 

The Illinois Central has applied to the Commission for au- 
thority to issue $9,240,000 of Illinois Central equipment trust 
certificates at a dividend rate of 4.5 per cent per annum, the 
proceeds to be used in acquiring equipment, the cost of which 
will be approximately $11,556,500. The certificates are to be 
sold at not less than*97 per cent and accrued dividends, making 
the net cost to the railroad about 4.99 per cent, to Kuhn, Loeb & 
Co., New York City. The equipment to be acquired consists of 
1,000 40-ton composite automobile cars, 200 50-ton steel under- 
frame flat cars, 200 40-ton steel underframe double deck stock 
cars, 130 steel suburban motor cars, and 85 steel suburban trailer 
cars. 

The Chicago & North Western has asked for authority to 
call upon the trustee under its general gold bond mortgage of 
1987 to authenticate and deliver to it bonds thereunder, for the 
purpose of reimbursing its treasury for funds expended there- 
from in paying and retiring existing bonds in the amount of 
$1,375,000 reserved for in the mortgage, and for the purpose 
of reimbursing its treasury for money spent in improvements, 
additions and betterments in 1925 in the amount of $1,000,000. 

The Detroit & Ironton Railroad Company has applied to the 
Commission for authority to issue and sell $2,265,000 of five per 
cent first mortgage bonds and $707,200 of its capital stock. The 
applicant said it had now practically completed construction of 
its double main line of railroad between Flat Rock and Spring- 
wells, Mich. The proceeds from the sale of the securities will 
be used to complete payment for the construction work. The 
applicant said the securities would be sold at par for cash. 

The Seaboard Air Line Railway Company has applied for 
authority to acquire by lease or trackage agreement the railroad 
and other property of the Tampa Northern Railroad Company. 
The Seaboard owns the capital stock of the Tampa Northern. 
The Seaboard also has asked for authority to acquire control by 
lease and by acquisition of capital stock of the railroad and other 
properties of the Brooksville & Inverness Railway in Florida. 

The Fairport, Painesville and Eastern has applied for au- 
thority to issue a promissory note for $275,000 to provide it with 


funds for additions and betterments and the acquisition of a 
locomotive. 


VIRGINIAN LEASE CASE 


Th Traffic World Washington Bureau 

Cross examination on the testimony submitted in favor of 
the application by the Norfolk & Western for authority to ac- 
quire the Virginian by purchase of stock and the lease of the 
property of the Virginian under a 999 year lease, was conducted 
this week by the protestants, the state of Virginia, the city of 
Norfolk and communities along the line of the Virginian. The 
testimony in behalf of the plans of the Norfolk & Western was 
taken in October. The protestants asked for time to consider 
it and cross examine later. 

The first witness subjected to cross examination was N. D. 
Maher, former president of the Norfolk & Western and still a 
director who negotiated the lease. H. J. Wagner, traffic com- 
missioner of Norfolk, asked for explanations of his testimony. 
Mr. Wagner endeavored to develop that the lease was for the 
advantage of the stockholders of the Norfolk & Western rather 
than the communities served by the Virginian, and that the 
lease would be detrimental to the interests of the Hampton 
Roads ports in that it would give the Norfolk & Western a 
monopoly of rdil transportation to the west. In this connection 
Mr. Wagner emphasized the stock interest of the Pennsylvania 
in the Norfolk & Western claiming that it virtually amounted to 
control. Mr. Maher made the point that the Chesapeake & Ohio 
would remain as an all-rail line from Hampton Roads to the west 
for purposes of competition and denied that the Pennsylvania 
owned or controlled the Norfolk & Western but admitted what 
has been termed an affiliation by Samuel Rea, former president 
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of the Pennsylvania who, it was pointed out, was still a director 
of both roads. 

The Chesapeake & Ohio, one of the protestants, through its 
counsel, W. S. Bronson, minutely cross examined W. J. Jenks 
operating vice-president of the Norfolk & Western on the details 
of the economies which the applicants had estimated would be 
effected by unified operation. Mr. Bronson called for detaileq 
exhibits on various points including details as to individuals to 
be displaced at various points, the work they did, and why it 
would be possible for them to be displaced. His effort seemed 
to be to show the economies were not real or that they depended 
entirely upon the displacement of workers on the Virginian and 
the doing of their work in Norfolk & Western shops. 

President A. C. Needles, knew little about the lease transac. 
tion. Mr. Wagner asked if the Norfolk & Western contemplated 
a reduction in rates if the lease were approved. Mr. Needles 
said not voluntarily. Mr. Wagner several times wanted to know 
where the public would obtain any benefit unless rates were 
reduced. 

B. W. Herrman, vice-president in charge of traffic, was ex. 
amined as to the competition between the Norfolk & Western 
and the Virginian. 

In the course of the cross examination of Mr. Maher, C. B. 
Garnett, special counsel for the city of Norfolk and other Vir. 
ginia interests raised the question as to the difference between a 
lease for 999 years and a consolidation such as would not be 
legal until the Commission had adopted a final plan of consolida- 
tion. H. C. Davis, the examiner in charge, sustained an objec. 
tion on the ground that that was a question of law, not of fact 


to be argued at the time for argument, if those interested cared 
to raise it. 


UNCONTESTED FINANCE CASES 


The Commission has authorized the Georgia, Florida & Ala- 
bama to assume obligation and liability in respect of $750,000 of 
equipment trust certificates. They are to be sold at not less 
than 95 per cent of par and accrued dividends, the proceeds to 
be used in the procurement of equipment. 

The Santa Fe has been authorized to assume obligation and 
liability in respect of $10,318,750 of transcontinental short-line 
——— bonds of the Eastern Railway Company of New 

exico. 

The New Orleans, Texas & Mexico Railway Company has 
been authorized to issue $1,700,000 of first mortgage bonds, se- 
ries A or series B, the series A bonds to be sold at not less 
than 98 per cent of par and accrued interest and the series B 
bonds to be sold at not less than 93 per cent of par and accrued 
interest. Pending the sale, the bonds may be pledged from time 


to time until December 31, 1927, as collateral security for short 
term notes. 


LOCATION OF CARS 


The percentage of home cars on home roads, Class I, as of 
November 1, was 59.9, according to the semi-monthly bulletin of 
the car service division of the American Railway Association. 
By classes of equipment the percentages were as follows: Box, 
48.4; refrigerator, 57.2; coal and coke, 67; stock, 84.5; flat, 76.6; 
others, 93.7. By districts the percentages for all classes of 
equipment were as follows: Eastern, 47.5; Allegheny, 67.1; Po- 
cahontas, 51.7; Southern, 57.38; Western, 66.5. 

The semi-monthly bulletins of percentages of freight cars 
on line to ownership. Class I roads, as of November 1, showed 
the following: Eastern district, 93.8 as against 92 a year ago; 
Allegheny, 102 as against 104.1 a year ago; Pocahontas, 71.5 as 
against 81.5 a year ago; Southern, 108.5 as against 94.2 a year 
ago; Western, 99.8 as against 104.3 a year ago; all districts, 98.6 


as against 98.8 a year ago; Canadian roads, 92.7 as against 91.4 
a year ago. 


OPERATING STATISTICS 


Operating statistics of Class I railroads, switching and 
terminal companies not included, compiled by the Bureau of 
Statistics of the Commission, show the following for September 
and for the nine months ended with September: 


Loaded car-miles—1,542,746,000 for September and 1,445,469,000 for 
September, 1924; 12,358,203,000 for nine months ended with September 
and 11,672,874,000 for same period of 1924. 

Empty car-miles—812,362,000 for September and 733,062,000 for 
September, 1924; 6,771,612,000 for nine months ended with September 
and 6,228,671,000 for same period of 1924. 

Net ton-miles—41,322,000,000 for September and 39,064,000,000 for 
September, 1924; 333,532,000,000 for nine months ended with September 
and 313,437,000,000 for same period of 1924. 

Per cent unserviceable of total locomotives—16.8 for September 
and 18.3 for September, 1924; 18.1 for nine months ended with Sep- 
tember and 18.9 for same period of 1924. 

Per cent unserviceable of total cars on line—7.8 for September and 
8.7 for September, 1924; 8 for nine months ended with September and 
7.7 for same period of 1924. 

Car-miles per car-day—30.7 for September and 28.8 for September, 
1924; 27.6 for nine months ended with September and 26.3 for same 
period of 1924. 

Net tons per loaded car—26.8 for September and 27 for September, 


1924; 27 for nine months ended with September and 26.9 for same 
period of 1924. 
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WAREHOUSEMEN’S CONVENTION 
The Traffic World Washington Bureau 


Various transportation problems which confront the ware- 
houseman were considered at the thirty-fifth annual meeting of 
the American Warehousemen’s Association at the Willard Hotel 

i eek. 
rr W. J. Buchanan, of the Lee Terminal & Warehouse Corpora- 
tion of Tampa, Fla., chairman of the committee on traffic and 
transportation of the merchandise division, referred to the 
traffic situation in Florida in his report. 

“Whether the unusual development in Florida lasts for 
one year or ten, we have learned a lesson in transportation 
that we, as a nation, cannot afford to ignore,” said he. “We 
have learned a great deal of the economic loss due to inadequate 
transportation facilities. We have found the excessive cost to 
poth carrier and shipper of highly congested terminals. We 
have learned the value of truck line service on short-haul 
traffic, and have had a clear demonstration of the importance 
of coordinating all transportation agencies—rail, water, truck and 
public warehouse. 

“The traffic problem of Florida can easily become the 

nation’s problem at any time the demands of traffic are in 
excess of the maximum capacity of the transportation system. 
This lesson comes at an opportune time for at no time in the 
history of transportation have there been as many proposals 
affecting commerce as are now under consideration. These 
proposals are most far reaching in effect and should be con- 
sidered with highest regard for the welfare of the transportation 
system.” 
4 Mr. Buchanan said chief among the proposals was the plan 
for consolidation of railroads “which presents itself’ more and 
more insistently as a solution of the problem of effecting rate 
adjustments in accordance with the provisions of the transporta- 
tion act, and offers assurance of economy in operation that can 
be reflected in reasonable transportation charges.” 


Hoch-Smith Resolution 


Mr. Buchanan outlined the provisions of the Hoch-Smith 
resolution relating to the general investigation of the rate 
structure. Continuing, he said: 


This is a big order under which the Commission might be 
expected to scrutinize every individual rate. We have quoted the 
exact language of the resolution in order to direct your attention 
to the fact that nothing new has been suggested and that no 
new duty is imposed on the Commission. They are merely 
directed to seek out and remove violations of the first, second and 
third sections of the act to regulate commerce. 


Later, in resolution, the Commission is directed to consider 
the general and comparative levels in market value of the various 
classes and kinds of commodities but no suggestion is offered 
regarding the property of considering the cost of various classes 
or kinds of service. 


In the belief that any rate, which does not have a proper 
relation to the cost of service for which the rate is charged, might 
be considered unjust and unreasonable and operate as a burden 
on other traffic, this committee addressed a petition to the Com- 
mission suggesting that the investigation be extended to include 
a study of cost and requesting that the American Warehousemen’s 
Association be given an opportunity to explain to the Commission 
the functions of the warehousing industry. 


Question as to Revenue, Etc. 


After referring to various pending rate cases, including 
Ex Parte 87, Mr. Buchanan said: 


All of these various proceedings involve increases in rates 
based on a plea of carriers’ need for additional revenue as 
determined by the relation of net revenues to an amount to 5% 
per cent of the valuation determined for rate making purposes. 

The fact that car loadings as reported by the carriers so far 
this year indicate greater volume than any previous year and 
that average daily movement of cars show substantial improve- 
ment seems to justify some speculation as to whether revenues are 
too low or expenses too high. 

This brings up again the contention of this association that 
cost of service should be determined by the carriers and offered 
in support of requests for general increases. 

Reference was made in our last report to the effort made by 
Eastern carriers to discontinue the practice of unloading and 
Se carload freight without charge at Chicago and other 
points. 

The Commission has now approved tariffs of the carriers 
under which a charge of 50 cents per ton is made for unloading 
through warehouse and 30 cents per ton unloading from team 
track. This tariff became effective November 1, 1925. 

While this charge does not adequately represent the cost of 
service performed by the carrier it is a step in the right direction. 

The attention of this committee was directed to a special 
charge made by the carriers on cars consigned to shippers order 
when the order bill of lading is not surrendered within twenty- 
four hours after notice of arrival is given. 

It was understood that this charge was established as a 
result of an agreement with the National Industrial Traffic 
League. We, accordingly, presented the subject to a member of 
the demurrage committee of. both the League and Chicago Ship- 
pers’ Conference Committee. We suggested that an extension of 
time limit that would make it possible for a consignee to secure 
his bill of lading from the bank before the penalty became effec- 
tive might remove any objection to the rule. Up to this time no 
report has been received. 

During the year a letter was referred to this committee re- 


garding liability of warehousemen for uncollected charges on 
shipments forwarded for customer’s account. 

The letter did not give sufficient information to enable us 
to make a satisfactory reply and our request for additional infor- 
mation remains unanswered. 

The letter, however, served to direct our attention to the 
importance of adopting a uniform method of billing that would 
safeguard the warehouseman to as great an extent as possible. 

During the year the membership of this association in the 
National Industrial Traffic League was reinstated. This point of 
contact with transportation matters is very helpful. 

We wish at this time to emphasize the fact that trangporta- 
ion is becoming more and more complex and more intensive study 
of traffic problems with particular reference to the welfare of our 
industry is highly desirable. 

We recommend hearty cooperation with the carriers in their 
efforts to secure better packing and marking. 

We believe that the establishment of reliable truck line serv- 
ice on short haul traffic should be encouraged. 

We wish to emphasize the importance of the development of 
water transportation particularly on inland waterways end urge 
that the association and individual members lend encouragement 
to that development wherever and whenever possible, and to seek 
—— coordination and cooperation between water and rail 
carriers. 


E. S. DePass, traffic manager of the Carnation Milk Com- 
pany, addressed the Merchandise Division on the subject of 
“Traffic Bureau for Merchandise Warehousemen.” In intro- 
ducing the speaker, J. Edgar Lee, president of the Division, of the 
Currier-Lee Warehouse Company, Chicago, said that, sooner or 
later, the Merchandise Division would have a traffic bureau and 
that establishment of such a bureau had been a subject of 
discussion in the executive committee. Mr. DePass said a 
traffic department could make itself exceedingly valuable to the 
membership and outlined the activities of such a department. 
He also said a traffic department could function as a sales 
department, by proper presentation of advantages of warehouse 
services to distributors in language the latter could understand. 
He also believed that, with a traffic department, the division 
would have something tangible to offer to prospective members. 

C. A. Anderson, chairman of the committee on rail trans- 
portation of the household goods division, said, in the committee 
report, that, “as far as we know, the railroads have performed 
faultless service during the past year as nothing critical has 
been reported to us.” The report, in part, follows: 


Transcontinental Rates 


In March we threw our weight in the balance to defend our 
rights to the use of Class B rate in carload shipments of emi- 
grant movebles from Atlantic seaboard points. On March 17 
Supplement No. 47 was issued to Transcontinental Tariff eliminat- 
ing Class B rate ($2.28) and making effective on May 2 a rate 
of $2.47% constructed on Chicago. This was without docket 
notice as required by law thus giving no opportunity for the 
filing of demurs. The result of the combined infiuence of friendly 
interests brought to bear was favorable and Supplement No. 50 
issued April 15 effective June 1 reinstated class B privilege. On 
business which may have moved under the rate illegally increased 
we believe refunds can be established under reparation. 


Preparation of Bills of Lading 


Many losses result for both shipper and carrier in the im- 
proper preparation of bills of lading. Samples of our idea of the 
correct form have been distributed among you and these you will 
observe not only plainly show the name of consignee and destina- 
tion, name and full address of warehouse in whose care the same 
may have been shipped but also packages are listed numerically 
and with individual weights. Care should also be exercised to 
show liability limit with signature and address of shipper and 
endorsement as to whether charges are to be billed prepaid or 
collect under guarantee. 

As you are aware carriers limit their liability on a weight 
basis and you are very materially helping your shipping client 
in listing package weights which, at the same time, concedes 
proper treatment to the carrier as against estimated weights. 
You will also note we suggest a consignee’s memorandum; a 
form which has been in use by the Manhattan Storage & Ware- 
house Co., of New York. The wording of this form speaks for 
itself; the original bill of -lading forfeited to receiving carrier 
leaving consignee no record against which to check delivery into 
his hands nor upon which to build a possible loss or damage claim. 

With order bills of lading we recommend the same treatment 
with the added precaution of seeing that they are properly en- 
dorsed before banking or forwarding to a fellow warehouse- 
maa. * * * 

One of our warehouse members has submitted this question: 

“I find that a great many of the warehousemen in making 
out bills of lading show the customer’s address as care of the 
shipping warehouse as shippers. I do not know whether it is 
preferable to have the customer or the shipping warehouse 
appear as shipper. Do you know which way is best or is it 
immaterial?” 

Our belief is that it is immaterial. The only objection to 
naming the warehouse company as consignor’s address would be 
the possible liability of later claim for additional freight charges 
but as it is a relatively easy matter for the carrier to trace all 
shipments to their actual origin the increase of liability in the 
use of the consignor warehouseman’s address is negligible. * * * 


Routing on Bills of Lading 


We are quoting from the annual report of the chairman of the 
traffic committee of the national association because the subject 
is one for serious thought and the wording of clear description. 

“One of our prominent members has asked the committee to 
again call attention to the failure in many cases to show the full 
routing on bills of lading and especially the name of the deliver- 
ing line at destination. There is nothing more unfair to the 
receiving warehouseman and unsatisfactory to the owner of the 
goods than this form of deliquency, placing as it does upon the 
warehouseman at destination the burden, loss of time, annoyance 
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and expense of having to call upon several different freight offices 
for information on an unrouted shipment. 

“The law not only provides that a shipper shall have the right 
to route his shipments, but it also provides a penalty against the 
carrier who fails to carry out the shipper’s instruction. The old 
adage of ‘Put yourself in his place’ certainly applies here.” 

Specimen of Customer’s Signature fs 

We have a valuable suggestion from W. B. Hibbert, manager 
of the Metropolitan Storage Warehouse Co.; of Cambridge, to 
the effect that when shipping warehouse sends a bill of lading 
to a fellow member a specimen of the customer’s signature be 
supplied. We, of course, assume that this action would be desir- 
able only where the customer of the shipping warehouse was also 
the ultimate receiver of the goods from the consignee warehouse. 
A form for this purpose might well be added to the “Standard 
Warehouse Forms.” 

Shipping Order and Declaration 

Again we want to sound a warning note against the indis- 
criminate and growing tendency upon the part of warehousemen 
in personally authorizing the carriers limit of liability in the 
shipment of household goods. Last year with our report we 
presented a form to become a part of the “Standard Warehouse 
Forms” and while meeting with your acceptance no adoption by 
the association has as yet come to our notice. The owner of 
goods should at all times be called upon to give his or her sig- 
nature to this release in order that the liability limit may rest 
where it actually belongs. 

In New England where your chairman is most familiar with 
shipping conditions several cases have come prominently to notice 
where shipping warehouses personally assuming the responsibility 
of liability limit have been required to settle with consignees for 
damages in excess of those collectible from the carrier. During 
the past year the company I represent has faced three law suits 
which were settled out of court where the liability limit had been 
authorized by shipping warehouse and repudiated by the owner of 
the goods who stated no instructions had been given to act for 
them in release of liability. In our minds this is a most im- 
portant question which should have prompt and unanimous action. 


Trunks and Pianos 

Here we have two very troublesome subjects in connection 
with the freght consignment of household goods: 

Existing Consolidated Classifficattion calls for the crating or 
boxing of trunks in movement L. C. L. but locally in some sections 
strapping is all that is required; then, of course, there is the 
small station where agent has not posted himself on rules and 
trunks get by without either crating, boxing or strapping. 

In New England at least one of the carriers is recognizing 
what is known as the Sygnode System of strapping; this is a cold 
rolled band iron which, by a pumping handle, is drawn tightly 
around the package and then with a special tong is securely 
sealed. However, a trunk so strapped coming L. C. L. to Boston 
as loading station was included in a through car distributing 
from Los Angeles for Santa Barbara and at Los Angeles refused 
for local transshipment to destination. 


our committee intends to follow this matter up with classi- 
fication authorities in order to clear up the present complication. 


As for pianos with but one allowed in each car as a part of 
the minimum thereof: 


This has been made the subject of a joint conference with 
the National Furniture Warehouseman’s Association but without 
result as far as modification of the rule is concerned. 

This rule is manifestly unfair for more than one reason. 
Many a householder owns two pianos—a grand and an upright— 
and should be entitled to a uniform rate on all his household 
goods. Then we might ask what constitutes a car of househodl 
goods allowing but one piano as a part of its minimum. A 
36-foot car carries a minimum of 12,000 lbs., and this minimum 
increases under Rule 34 until in transcontinental movement with 


the 50-foot car we have a minimum of 32,400 lbs., and yet only 
one piano allowed. 


A. L. Green, freight claim division of the American Railway 
Association, addressed the Household Goods Division on the 
subject of “Progress Made in Reducing Claims on Household 
Goods.” Mr. Green said the claim situation was satisfactory and 
that little freight was being stolen in transit in comparison with 
the large volume moved. Theft losses in the first six months 


this year, he said, showed a substantial reduction as compared 
with the same period last year. 


A demonstration of proper crating was given by A. A. Dibble, 
of the freight container department of the American Railway 
Association. Mr. Dibble had with him a number of different 
types of crates. He said he wished to drive home a few points 
on crate construction. He emphasized the necessity of construct- 
ing the crates so that they would be rigid and of the use of 
diagonal and interior bracing to obtain that result. Motion 
pictures showing the results of improper crating and packing, 
and the correct methods, were exhibited. 

“In the space of a few short years there has been introduced 
into the world of business and commerce a factor without which 
one wonders how this great nation of ours could be developed,” 
L. E. Roark, of Peoria, Ill., director of the National Distributors’ 
Association and secretary of the Peoria Manufacturers’ Associa- 
tion, said in an address before the Merchandise Division on 
“Warehousing from the Viewpoint of the Shipper.” 

“This factor has thus far indicated possible development and 
value far in excess of the ordinary enterprise. To it commerce 
and industry owes a great deal, and it promises to bring out 
economic features that will eventually bring it to the top of the 
list as a necessary agency in our general industrial development. 
This factor is the modern commercial warehouse.” 

Mr. Roark said much of the aggressive and actual business 
getting in advertising that appeared in public chronicles was 
made possible by the up-to-date system of warehousing. He said 
the warehouse stood as the general agency of quick distribution. 
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“The new order of business demands that the shipper place 
great confidence in his warehouseman,” said he, “and with ip. 
creasing interest the manufacturer watches the great strides that 
warehouses have made in the development of the locality jp 
which they were located, especially from a delivery standpoint. 

“We have had with us many years, and still have to a consig. 
erable extent, the method of distribution through jobbers, ang 
without any intention of reflecting to the minutest degree on this 
system, I call your attention to the present inclination to elimi. 
nate the jobber in the present-day scheme of distribution anq 
replace him with the warehouse.” 

Mr. Roark said the warehouse was effecting real economies 
in the relations of commerce and industry. 

Officers of the Merchandise Division were re-elected as fol- 
lows: J. Edgar Lee, of Chicago, president; P. L. Gerhardt, of 
New York, vice-president, and W. Lee Cotter, of Mansfield, 0, 
treasurer. 

With one change in one of the forms, the Merchandise Divi- 
sion approved the standard warehouse forms that were devel- 
oped as the result of co-operation with the Department of Con- 
merce. The “Over, Short and Damage Report” form was 
changed by omitting the phrase “How loaded, stored and braced.” 
R. M. Hudson, chief of the division of simplified practice of the 
Department of Commerce, urged the warehousemen to give final 
effect to the movement to simplify warehouse forms by using 
the standard forms. 


Final action on the proposed standard terms and conditions 
for use on the backs of the warehouse forms was to be taken 
before the close of the convention late December 4. Changes in 
the proposed terms and conditions will be noted in the next issue 
of The Traffic World. 


ATTACKS PRESCRIBED RATES 


The Traffic World Washington Bureau 


Alleging the rates prescribed were not reasonable, did not 
remove the undue prejudice, that they were illogical and incon- 
sistent, the complainant in No. 15110, Jones and Laughlin Steel 
Corporation vs. Baltimore & Ohio et al., has asked the Com- 
mission to reopen that case. 


“It is evident that the scale was constructed from the stand- 
point of expediency and as a somewhat temporary basis rather 
than to give full effect to the Commission’s findings,” said the 
petition. “It is further evident that the scale was worked out 
to suit rate situations which were not in issue in the case, and 
have not been tried out. The resulting compromise, petitioner 
respectfully asserts, is an impracticable and unworkable basis 
which does not accomplish relief from the unreasonableness and 
prejudice found by the Commission to exist and does not accom- 


plish the result of suiting rate situations not involved in the 
case.” 


The scale, the petition alleges, is so built that for distances 
of 450 miles and greater, it equals or exceeds the C. F. A. scale 
fifth class. The distance, it asserts, from Pittsburgh to all the 


destination territory involved in the complaint, is 450 miles or 
more. 


The prejudice between Pittsburgh and the western produc- 
ing points shown at the trial, the petition alleged, centered upon 
the fact that whereas Pittsburgh was paying 100 per cent of 
fifth class, Chicago and other western points reached that desti- 
nation territory at rates averaging approximately 60 per cent of 
fifth class. The examiner’s report recommended that both be 
put upon a basis of 80 per cent of fifth class. The scale, the 
petition asserts, makes negligible reductions in the rates from 
Pittsburgh, so that the structure from Pittsburgh under the scale 
carries rates approximately 95 per cent of fifth class. The scale 
rates from Chicago, it asserts, range from 70 to 93 per cent and 
average approximately 83 per cent of fifth class. Experience, the 
petition said, had demonstrated that the scale was not prac- 
ticable or workable. It pointed out that the carriers had been 
given until January 18, 1926, to make their rates, but that the 
complainant had been informed and believed that the carriers 
still were at a loss to make a workable application of the scale. 
To buttress that assertion, the petition recited the facts concern- 
ing a meeting of shippers and carriers held at Chicago, Novem- 
ber 2, in an effort to work out some rates in accordance with 
the decision. It recited that rates were agreed upon from an 
exceedingly narrow strip in the eastern part of Ohio but from 
all other parts of the territory, violent disagreements were 10 
evidence. It said that the widespread objection by shippers and 
the difficulty the carriers found in efforts to apply the scale was 
caused by faults inherent in the scale itself. 


“The necessary effect of this scale is to subsidize short-haul 
movements and penalize long-haul movements,” said the peti 
tion. “This is generally accepted as basically unsound because 
it hinders the free flow of traffic and extension of competition 
and is thereby detrimental to producers and consumers. If the 
carriers’ protests are to be accepted, such a scale is not in their 
interest because they continually assert that short-haul traffic, 
carrying a higher proportion of terminal expense, is relatively 
more costly to them than long-haul traffic.” 
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MILWAUKEE INVESTIGATION 
The Traffic World Washington Bureau 


Hearing in the investigation by the Commission of the Chi- 
cago, Milwaukee & St. Paul was begun November 30 before 
Commissioner Cox. In opening the hearing, Commissioner Cox 
said another hearing would be held at Chicago and, if necessary, 
hearings at other points. He said the Commission desired all 
pertinent information and that rulings as to the scope of the 
testimony would be liberal, and that, if necessary, thé order 
under which the investigation was being conducted might be 
proadened. He said the officials and receivers of the Milwaukee 
had cooperated with the Commission’s investigators in a splen- 
did manner. He said O. W. Dynes, appearing for the railroad 
corporation, would have two days in which to present his case. 

Mr. Dynes’ first witness was W. W. Colpitts, of Coverdale 
& Colpitts, consulting engineers, who testified as to the more 
salient points regarding the condition of the Milwaukee as 
brought out in an elaborate report which he made for the di- 
rectors of the railroad in March, 1925, before the receivership. 
Mr. Colpitts’ investigation was begun in January at the request 
of Mr. Byram in an endeavor to assist the railroad over the crisis 
caused by the approaching maturity of approximately $48,000,000 
of bonds. The witness said he made a preliminary verbal report 
to a special committee of the board of directors about March 3 
and another report to the full board, March 16, two days before the 
receivership, which was published at that time. Mr. Colpitts 
said the report showed the road’s need for large amounts of 
additional capital, particularly for new freight car equipment 
and additional shop facilities. He said it found that the acqui- 
sition of the Chicago, Terre Haute & Southeastern and the 
Chicago, Milwaukee & Gary to have been warranted; that the 
electrification of the line in Montana had wholly justified itself 
by reduction in expenses, and that the Puget Sound extension 
was justified, although the results had proved disappointing be- 
cause of the failure of the traffic of the Northwest to develop 
as had been expected. 

Mr. Colpitts was cross-examined by J. J. Hickey, attorney for 
the Commission. Mr. Hickey asked the average rate paid by the 
Milwaukee on its bonds in the last ten years and when the witness 
said it was slightly under 5 per cent, asked if the Puget Sound 
line had earned as much as 5 per cent on its investment, in any 
year. The witness said he did not have exact percentages be- 
fore him, but pointed to several years in which he said the 
earnings indicated a rate above 5 per cent and as high as 7 
per cent on the investment. Mr. Hickey then developed that 
the Milwaukee had advanced over $13,000,000 to the Milwaukee 
Land Company, which was engaged in promoting timber in- 
dustry in the Northwest, and asked if that money, which the 
Milwaukee had borrowed, should not be considered as part of 
the cost of the Puget Sound project. The witness said the 
timber operations were a necessary part of the project. 

Mr. Hickey, after pointing out that the Milwaukee had failed 
to earn its interest charges for the last five years, asked if a 
policy of retrenchment would not have been better than a policy 
of expansion such as was represented by acquisition of the 
Chicago, Terra Haute & Southeastern ‘and the Chicago, Mil- 
waukee & Gary. The witness said that only a small capital 
outlay was involved in those transactions and pointed out ways 
in which they had benefited the Milwaukee. Mr. Hickey ques- 
tioned the witness as to activities of the Milwaukee in connec- 
tion with the acquisition of the two lines named, the Puget 
Sound extension and electrification of the line in Montana, and 
the wisdom thereof. In general, the witness defended what had 
been done. 

In the course of the hearing question arose as to whether 
the Milwaukee reorganization plan was to be considered a part 
of the investigation. Commissioner Cox said the plan was not 
before the Commission and it was not yet before any court and 
would only come before the Commission when application was 
made for the issuance of securities thereunder. 


Attorney-General Ekern of Wisconsin cross-examined Mr. 
Colpitts, largely with respect to justification, if any, for the 
Puget Sound extension. The attorney-general’s questions indi- 
cated a belief that if the extension had not been built, the Mil- 
waukee would not be in financial difficulty. Mr. Colpitts said 
while he had not made an investigation of that question he be- 
lieved, from his general knowledge, that the extension was justi- 
fied by conditions that existed at the time it was begun. Among 
the conditions mentioned was that while the extension was un- 
der construction the Great Northern and the Northern Pacific 
were swamped with business they could not handle. 

H. E. Byram, president of the Milwaukee, and one of the 
receivers, was the next witness. A summary of his direct testi- 
mony follows: 


With the acquisition of control of the Burlington railroad by the 
Hill interests in 1901, the management of the St. Paul was faced 
with the situation of being confined to the territory east of the Mis- 
souri River or build an extension of its own to the Pacific coast. 
The question has often been raised as to whether the St. Paul would 
be in the financial condition it finds itself in today, if it had not 


incurred the financial burden attendant to the construction of this 
ne. 
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Comparison would indicate that the investment of the St. Paul 
in the Puget Sound extension has proved no more unprofitable than 
the investment made by the Northern Pacific and the North Western 
since 1909. For the St. Paul, the years 1923 to 1924 show a loss in 
return on investment as compared with 1908 to 1909 of 3.80 per cent. 
For the same period, the loss in return on investment of the Northern 
Pacific was 3.84 per cent. For the North Western and Omaha com- 
bined, the loss in return on investment for the period was 3.84 per cent 
as compared with 3.80 in the case of the St. Paul and 3.84 per cent 
for the Northern Pacific. I think there is in the minds of some 
the belief that as a result of the issuance of securities for the pur- 
pose of raising funds for the construction of the Puget Sound line, 
the interest rate of the St. Paul is higher than those of its neighbors. 
A comparison of the per cent that the interest is of investment in 
road and equipment and the average interest range for 1924 of 
the St. Paul, North Western and Omaha, Great Northern and North- 
ern Pacific, does not bear this out. These figures are as follows: 
Average interest rate for the St. Paul, 4.69; North Western and 
Omaha combined, 4.84; Great Northern, 5.36; Northern Pacific, 4.63. 

There is a general impression that the business of the Puget 
Sound extension has largely been drawn from other trans-continental 
lines serving that territory. This is not so. For the year 1924, the 
revenue accruing to the lines west of the Missouri River amounted 
to $24,407,900, of which $15,384,825, or 63 per cent was derived from 
business originating or terminating at non-competitive stations. 
These figures show clearly that at least two-thirds of the business 
originating or terminating on lines west of the Missouri River, is to 
or from points local to the St. Paul and not served by other railroads. 

The abandonment of a line, with the business indicated by the 
above figures, would cause a loss in property values in the territory 
it serves considerably in excess of its cost. If this is so and these 
lines are a public necessity and their abandonment would be destruc- 
tive of large property values and inimical to public interests, then 
the conclusion must be that the enterprise was justified. 

Graphs show for each of the years in the period 1916 to 1924, 
the relationship between revenues and expenses and the spread that 
has taken place since 1916 due to the greater increase in the cost of, 
than the charge for this service. These diagrams have been intro- 
duced for the purpose of showing that the inadequacy of the net 
revenues of the St. Paul is not due to any cause of weakness inherent 
to it, but to conditions which it shares with its neighbors. These 
diagrams will show that the unfavorable showing in respect to the 
net revenues of these northwestern carriers is not due to a lack 
of efficiency in the management and operation of the properties, as 
their increase in unit cost since 1916 has been considerably less than 
in the case of the roads in the eastern and southern districts. 

Regarding the Panama canal competition: Had the tonnage 
which without the canal would have had to move by rail if it moved 
at all, moved by rail and been equally divided between all of the 
trans-continental lines, including the Canadian Pacific, we estimate 
the increase in gross revenues of the St. Paul would be in the 
neighborhood of $15,000,000 per annum. 

Regarding the advantage of leasing the Chicago, Terre Haute and 
Southeastern Railway Co.: The St. Paul has secured for many years 
to come an adequate and uninterrupted supply of good quality coal 
for its own use from a field seventy-five miles nearer Chicago than 
the southern Illinois fields, thereby avoiding the expensive operation 
and delay due to lack of a continuous supply which previously 
existed, and at the same time effecting a saving in freight charges 
amounting to $2,000,000 annually. For the year 1925, the Chicago, 
Terre Haute & Southern Railway will, through additional revenue on 
commercial coal, better divisions on east bound business, and a sav- 
ing in freight charges to foreign lines on company fuel, show a net 
profit to the St. Paul in excess of $3,000,000. , 

Regarding the advantages of acquiring the Chicago, Milwaukee & 
Gary Railway: The St. Paul has secured an outlet for its Company 
coal originating on the Terre Haute and destined to points south and 
west of Milwaukee, thereby avoiding the expense and delay of move- 
ment through the Chicago terminals. The St. Paul enjoys a large 
and increased business at its Rockford station, which amounts at the 


present time to over $500,000 a year more than prior to the acquisi- 
tion of the Gary. 


It has been suggested that there was undue haste in calling 
for a receiver of the property and that had sufficient effort been 
made by the board of directors, a receiver might have been avoided, 
and particularly if the aid of the government had been sought, such 
a@ consequence might have been avoided. 


I am satisfied in my own mind that every possible way of meet- 
ing this maturity and avoiding a receiver was considered by the 
company’s bankers and its board of directors. It seemed clear that 
on account of the fixed charges and large maturities falling due in the 
next few years and the unsatisfactory earnings of the company, the 
board of directors would have failed in its duty if it had attempted 
to carry on under the present capital structure of the company. 

Answering questions put to him by Mr. Hickey, on cross 
examination, Mr. Byram insisted that the Milwaukee did not 
lose by its purchase of the Chicago, Terre Haute & Southeastern 
and the Chicago, Milwaukee & Gary. His contention was that 
the parent company’s treasury, benefited more by their acqui- 
sition than it had to pay out in fixed charges caused by the 
assumption of the obligations of those properties. Prior to 
the acquisition of the first mentioned, he said, the Milwaukee 
was paying tariff rates on 2,600,000 tons of coal it bought from 
mines on other roads. He admitted that an increase in the cost 
of operating the Terre Haute was caused by the diversion of the 
Milwaukee’s coal purchases to that property but he said the 
increased cost was less than the saving to the Milwaukee by 
reason of its not having to pay tariff rates on that 2,600,000 
tons of coal. 

The witness admitted that the Milwaukee sold bonds of the 
Terre Haute that had been given to the Milwaukee in reimburse- 
ment for advances for improvements and betterments for 
$693,000 less than the advances but contended that that would 
not show up as a loss until the bonds had to be paid for at 
par. He said the effect, thus far, was an increase in the rate 
of interest, because the five per cent bonds were sold for 80 
per cent of par, that, of course, indicating that on the realiza- 
tion from the bonds a rate of interest greater than five per cent 
was being paid. 

Mr. Hickey wanted to know whether the witness did not 
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THE CHICAGO AND EASTERN ILLINois 
RAILWAY MAINTAINS AN ORGANIZATION AT ON-Lig 
AND OFF-LINE POINTS TO SERVE THE INTEREST; 
OF THE PUBLIC IN THE MATTER OF :- 

PASSENGER TRAVEL 

SLEEPING CAR RESERVATIONS 

TRAIN SCHEDULES 

RATE QUOTATIONS 

ROUTING OF FREIGHT 

THROUGH PACKAGE CARS 

PASSING REPORTS 

RECONSIGNMENTS AND DIVERSIONS 

TRACING 

EMBARGOES 

RULES AND REGULATIONS 

EXPORT AND IMPORT MATTERS ~FOREIGN TR 

AGRICULTURAL DEVELOPMENT AND MARKETIY 

INDUSTRIAL LOCATIONS AND DEVELOPMENT 

SPECIAL SERVICES 





K\) INDIANAPOLIS, IND. 


LOUISVILLE, KY. 


_ 
Q 


4 
Lb CHICAGO 7 IN ADDITION TO ITS OWN FREIGHT HOUSE AND TEAM TRACK FACILITIES AND INDUSTRIAL 
AA'7 TRACKS, THE C.&E.1.RAILWAY REACHES, THROUGH RECIPROCAL SWITCHING WITH OTHER LINES, ALL 
PRIVATE INDUSTRY TRACKS IN THE CHICAGO SWITCHING DISTRICT, WHICH COVERS AN AREA OF ABOUT 
500 SQUARE MILES. THERE ARE AVAILABLE FOR ITS USE MORE THAN 200 FREIGHT HOUSE AND TEAM 


TRACK RECEIVING AND DELIVERY LOCATIONS WITHIN THE CHICAGO SWITCHING DISTRICT. 


ILL. 


BY THE C.&E.). RAILWAY. 


ST. LOUIS : THE ST.LOUIS-EAST ST. LOUIS SWITCHING DISTRICT COVERS AN AREA OF ABOUT !50 
SQUARE MILES. IN ADDITION TO ITS OWN FACILITIES, THE FREIGHT HOUSES, TEAM TRACKS AND 
INDUSTRIES OF THE TERMINAL R.R. ASSOCIATION, SERVING THE ENTIRE DISTRICT, ARE REACHED 


EVANSVILLE : FREIGHT HOUSES AND TEAM TRACK FACILITIES OF THE C.&€E.1. RAILWAY ARE CENTRALLY 
LOCATED. INDUSTRIES ON OTHER LINES ARE REACHED THROUGH RECIPROCAL SWITCHING. 

AT TERRE HAUTE, DANVILLE, AND. ALL. OTHER POINTS REACHED BY 
THE C.&E.1. RAILWAY, AMPLE FREIGHT HOUSES, TEAM AND INDUSTRIAL TRACK FACILITIES ARE 


INTERCHANGE OF TRAFFIC AT JUNCTIONS 1S SO ARRANGED AND TRAIN SCHEDULES OF THE C.&E.!. 
RAILWAY AND CONNECTING LINES ARE SO PLANNED AS TO FORM PRACTICALLY CONTINUOUS THROUGH SERVICE. 


NORTH — SOUTH 














Decem! 


PACKA 


FROM 
, STREE 
i cAGO, ‘ 





“ree 
St. Loui! 
sville .. 
sville eee 
L&N Tf 
Smith. . 
Worth.. 
peston . 
ston ++ 
ston .-- 
Hingburg 
Trac. SY 
sonville 
sonville 
orida “ 
sas City 
Rock 
ville .. 
nphis 
hence .. 
tgomer 
ernon 
hville. . 
City. 
yeport 
ngfield 
ouis.. 
ouis.. 
MKT 
ouis.. 
(Fris 








“ Hav 
ennes 
ee 
Frank 

FRI 


ST. Li 
MO.., 





ago 
ago 


cago 
Gibs 
ago 
(G. 1 
cago 
C&N 
nville 





The Services 













IN ILLINOTS RATLWAY 
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The Chicago and Eastern Illinois Railway is a transportation 
institution with a reputation for maintaining dependable service 
for the benefit of the shipping and traveling public. No transpor- 
tation problem is too large and no detail too small to receive care- 
ful and prompt consideration by its representatives. 


Agencies are maintained in many important industrial and 
trade centers throughout the United States so that representatives 
will be conveniently located to render service to its patrons. 








GENERAL OFFICES 
Stephens, General Freight Agent, McCormick Bldg., Chicago, IIl. 
Webster, General Freight Agent, McCormick Bldg., "Chicago, Til. 
Kummer, General Coal Agent, McCormick Bldg., Chicago » Ill, 
Seiintine. General Passenger Agent, McCormick Bide, ‘Chicago, Ill. 
Duncan, Manager, Mail & Baggage —— McCormick Bldg., Chicago, Ill. 
Filson, Agricultural Agent, Salem, Il 
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J. B. FORD, Vice-President 
McCormick Building, Chicago, Il. 
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think that paying $10 a share for the stock of the Terre Haute 
nnd guaranteeing the payment of five per cent on the income 
bonds of that property was a pretty heavy load for the Mil- 
waukee to take on in view of the fact that for several years 
it had not been in satisfactory financial condition. The witness 
thought not. On the contrary he thought it a bargain to obtain 
a $20,000,000 road for such a small payment of cash, abgut 
$375,000. He said it was necessary to pay $10 a share and to 
guarantee the interest on the income bonds to obtain the road. 
He thought neither purchase impaired the credit of the Mil- 
waukee. Nor did he regard them as a burden, as suggested by 
Mr. Hickey. Mr. Byram asserted that the profit to the Mil- 
waukee exceeded the addition to its burdens. 

Mr. Hickey introduced in evidence the declaration made by 
the Milwaukee, in December, 1920, when it applied to the Com- 
mission for a loan of $25,340,000, that it could not obtain the 
money from any other source, and asked whether the declara- 
tion accurately portrayed the condition of the Milwaukee. 

“Yes,” said the witness. “Our income that year was a 
deficit of $33,798,000.” 

Ready assent was given by Mr. Byram to questions by Mr. 
Hickey concerning the plight of the Milwaukee at the time, in 
the fall of 1920, when it was borrowing money from the govern- 
ment because it could obtain no loans from bankers, the latter 
being then not convinced that the increase in freight rates of 
August, 1920, would enable the road to pull out of the troubles. 
The climax of Mr. Hickey’s questions, on that point, seemed to 
be reached when he asked Mr. Byram whether, in view of those 
facts, it was a wise thing for the Milwaukee to expand by taking 
over other railroads and assuming an increase in obligations. 
Mr. Byram thought it was and said the developments since than 
had shown that it was. 


In the course of his narrative about unfavorable conditions 
Mr. Byram expressed the opinion that if the Panama canal had 
not been in existence and if the Milwaukee had obtained its propor- 
tionate share of the traffic, the gross revenue of the Milwaukee 
would have been increased about $15,000,000. That interested 
Commissioner Campbell who had taken a seat alongside Com- 
missioner Cox, the latter being in charge of the hearing. Mr. 
Campbell and Mr. Byram exchanged questions and answers on 
the speculation as to what might have happened had the canal 
not been doing business. Mr. Byram made the point that the 
Milwaukee was interested in the westbound transcontinental 
traffic because it had an empty car movement of about 60 per 
cent. He said the Milwaukee felt that it should be permitted to 
put freight into the empty cars and to meet competition by ship 
through the canal, but that as rates stood now, it could not do 
so to the extent it thought it should. Answering questions by 
Commissioner Cox, the witness said that all-rail service was 
preferred by shippers if other things were equal, not, of course, 
equal in the sense of rates the same cents per 100 pounds, but 
equal in the sense of the railroad being able to persuade a ship- 
per that, if he used the railroad, he would be as well or better 
off than if he used the ship. He admitted that in certain sorts 
of traffic, the railroad had an advantage over the water lines. 

President Byram was excused the afternoon of the second 
day of his cross examination, until the hearing that is to be 
held at Chicago. At that time Attorney-General Ekern, of 
Wisconsin, who was not ready to proceed with his cross exam- 
ination, will subject Mr. Byram to such questions as may have 
been suggested by the direct and cross examination in 
Washington. 

Mr. Byram was followed on the stand by Samuel H. Fisher, 
of New York, a director, and H. E. Pierpont, the latter traffic 
manager of the road. Mr. Fisher told of the approval of the 
acquisition of the additional mileage and the efforts of a special 
committee of directors to stave off the receivership. Mr. Pier- 
pont spoke of the traffic conditions. 

In a voluminous review of traffic conditions, Mr. Pierpont 
said it was manifest that the present situation of the Milwaukee, 
while brought about by many and various causes, was due in 
part to failure to receive sufficient revenue for the service per- 
formed. He said it was his firm belief that the responsibility 
for that failure rested very largely upon the freight rate adjust- 
ment in the territory the road served, and the changes in such 
rates made through influences beyond the control of the road in 
the last 15 years. He said he mentioned fifteen years as the 
period in which the untoward changes were made, because in 
1909 and 1910, he said, it became evident that the low freight 
rate structure in the territory served by the Milwaukee was 
responsible in part for a showing that was not satisfactory and 
that a higher level of freight rates was justified. 

The low freight rates, he said, were brought about, in part, 
by excessive and unreasonable competition between the rail 
carriers and influenced by the rates in effect via water carriers. 
In addition, he said, there were automatic relationships forced 
by the influence of different carriers and communities, and recog- 
nized by the Commission. 

No single road, he said, could change the condition so as 
to bring about any substantial advance in rates and concert of 
carriers could not be brought about. Rate regulation by state 
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authority, he said, was neither harmonious nor helpful for a 
long period prior to the passage of the transportation act ang 
the federal commission had no power to inaugurate advances 
and that until the enactment of section 15a it had no statutory 
duty or obligation in that respect. 


Then Mr. Pierpont reviewed the influence of the structure pe. 
tween Chicago on the east and the Twin Cities and Duluth op 
the west and north. That adjustment, he said, had the greatest 
influence and control over the rates of the Milwaukee between 
Chicago and the Missouri river, that is to say, in the territory 
served by the Milwaukee. He went into that matter at length, 
telling of the moves and counter moves over a long period. His 
conclusion was that the figures used by him, and the controlling 
portion that agricultural products and live stock were in the 
total business originating on the Milwaukee, that it was neces. 
sary for the Milwaukee’s earnings that an advance in the rates 
under review be accomplished. He treated Ex Parte 87 as an 
appeal for the advance that the Milwaukee much needed. But 
he called attention to the fact that there was pending a demand 
for a general readjustment and reduction in rates on grain to 
various markets from the two Dakotas. 


He discussed the subject of traffic and rates under the heads 
of commodity rates, live stock, lumber, coal, state rates, Iowa, 
Minnesota, Wisconsin, Illinois, South Dakota, Montana, Wash- 
ington, divisions of joint rates, Panama canal, motor trucks, 
motor vehicle competition, and Chicago-Twin City service. In 
respect of the canal competition, Mr. Pierpont said: 


ory 


One of the important items that has worked to the detriment of 
the Milwaukee is the loss by the rail lines of a fair proportion of 
the enormous tonnage handled through the Panama canal. 

The loss of the Milwaukee’s reasonable proportion of this ton- 
nage is of itself a serious matter, but it also brings about indirect 
losses that are costly. One such item is the unbalanced tonnage 
requiring the handling of more than two empty cars westbound to 
one loaded car east; to be more explicit, will say that for the last 
six months of 1924 our westbound car movement west of Mobridge 
was—loaded cars, 12,188; empty cars, 24,047, or 241 per cent of the 
loads. It is true that all of these empty cars were not taken through 
to the coast, many being loaded at intermediate points, still it is 


a fact that cars must be hauled west empty for loading at all points 
on the coast line. 


The service of the canal lines has been improved, not only as 
to time, but as to the handling of freight, claims, and business meth- 
ods, and their rates are such as to take some shipments from even as 
far west as Chicago, Milwaukee, Beloit, Waterloo, and other points 
west of Chicago routing via Atlantic and gulf ports, thence west by 
water through the Panama canal. 


A reduction in the westbound transcontinental rates would reflect 
an increase in earnings, particularly if we are permitted to more 
nearly meet the rates of the canal lines without reductions at inter- 
mediate points, under fourth section relief, application for which is 
now pending, as it would enable us to load cars now moving empty, 
and at a comparatively small additional cost. 

While the loss is great on account of the movement of tonnage 
in both directions through the Panama canal we are very hopeful 
of some betterment as soon as the principle of fourth section relief 
is decided, which may guide manufacturers who are now losing this 
traffic, into some possible change in price policy. This is mentioned 
only on the theory that “necessity is the mother of invention.” 


As to trunk competition, Mr. Pierpont gave some figures 
showing the movement of freight by truck, including hogs, other 
live stock, dairy freight and other traffic. He said there were 
also trucks, not serving the public generally, taking out goods 
that had been sold and bringing back return loads. He said 
that in thirteen months in last and this year trucks carried 
3,845 carloads of hogs into Sioux Falls; and into Sioux City, in 
six months, they carried 1,862 carloads of cattle, 5,171 carloads 
of hogs and 177 carloads of sheep. But, he said, he was not pre- 
pared to make an estimate as to the amount of the business of 
the truck companies. He said the question of meeting truck 
competition had been given consideration by the western lines, 
without arriving at a successful solution. The Milwaukee, he 
said, was considering the use of trucks in the carriage of its 
own business, or of cooperating with truck lines under some 
plan of joint operation, but without definite conclu: ion. 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables dropped 
to 10,219 cars the week ended November 28, according to the 
bureau of Agricultural Economics of the Department of Agri- 
culture. The revised figure on loading for the previous week 
was 14,502 cars. The Bureau said shipments of potatoes, cab- 
bage and onions dropped to remarkably low volume, filling only 
2,750 cars, as against 5,150 in the same period last season. 
Orange shipments increased to 2,200 cars and movement of this 
fruit was heavier than that of any other product except apples. 
The grape season was approaching its end, with the high record 
of 78,000 cars—9,000 more than last season. Shipments the 
week ended November 28 were reported as follows: 


Apples, 2,461 cars; cauliflower, 127 cars; cabbage, 309 cars; celery, 
346 cars; eggplant, 3 cars; grapefruit, 324 cars; imports, 43 cars; 
grapes, 266 cars; lemons, 78 cars; lettuce, 424 cars; miscellaneous 
melons, 10 cars; mixed citrus friuts, 53 cars; mixed deciduous fruits, 
9 cars; mixed vegetables, 294 cars; onions, 359 cars; oranges, 2,192 
cars; imports, 85 cars; pears, 39 cars; peppers, 15 cars; spinach, 103 
cars; string beans, 45 cars; imports, 1 car; sweet potatoes, 644 cars; 
tomatoes, 32 cars; imports, 12 cars; potatoes, 2,086 cars. 
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| Shipping Decisions | 


\ 


| Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





Owner Charged with Duty to Furnish Seaworthy Vessel: 

(Circuit Court of Appeals, Ninth Circuit.) The owner’s duty 
under maritime law to furnish a seaworthy vessel at commence- 
ment of voyage has not been abrogated by Harter Act. Sec. 3 
(Comp. St. Sec. 8031.) The Newport, G. Amsinck & Co., Inc., vs. 
Pacific Mail S. S. Co., 7 Fed. Rep. (2nd 452). 


Burden Devolves on Owner to Prove Seaworthiness of Vessel, or 

Due Diligence to Make Her So: 

As Harter Act. Sec. 3 (Comp. St. Sec. 8031), provides that 
owner shall be relieved of certain responsibilities if he exercises 
due diligence to make vessel seaworthy, and properly manned, 
equipped, and supplied, burden devolves on him to prove sea- 
worthiness, or due diligence to make her so.—Ibid. 
“Seaworthiness” Defined: 

“Seaworthiness” means that the vessel at commencement of 
voyage must be fit for carrying the goods on the voyage in ques- 
tion, and any defect in equipment which permits water to come 
in contact with perishable cargo may render vessel unseaworthy. 
—Ibid. 

Vessel Held Not Reasonably Fit to Carry Cargo She had Under- 
taken to Support: 

Engineer of steamship, loaded and ready to sail, received 
order to turn steam into after capstan, but by mistake turned 
smothering valve, which admitted steam into hold and damaged 
cargo, therein. Held, that negligent act was in preparation for 
voyage, and was committed before voyage had begun, and was 
not error in navigation for which owner was exempted from lia- 
bility by Harter Act, Sec. 3 (Comp. St. Sec. 8031), but was an 
act rendering vessel unseaworthy.—Ibid. 

Harter Act Strictly Construed: 

Harter Act, Sec. 3 (Comp. St. Sec. 8031) relating to naviga- 
tion of vessels, and to obligations, duties, and rights in connec- 
tion with carriage of property, is to be strictly construed.—Ibid. 







_ Loss and Damage Decisions 


| Cases Recently Decided by State and Federal Courts 


| (Digests taken from Reporters and Digests of National Reporter 
ystem, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 









LOSS OF OR INJURY TO GOODS 


Availability of Either Appeal or Petition to Revise Precludes 

Party from Resorting to Both Remedies: 

(Circuit Court of Appeals, Second Circuit.) Appeal and peti- 
tion to revise, are mutually exclusive remedies, and where a 
party can avail himself of one the other is not open to him. (In 
re Taub, 7 Fed. Rep (2nd) 447). 


Controversy Over Distribution of Funds Reviewable by Appeal: 

A controversy over disposition of funds in hands of trustee 
is a “controversy arising in bankruptcy proceedings,” and re- 
viewable in Circuit Court of Appeals by appeal, under Bank- 
ruptey Act, Sec. 25 (Comp. St. Sec. 9609), but not by petition to 
revise, under section 24b (Comp. St. Sec. 9608).—Ibid. 


Circuit Court of Appeals May Examine Record to Find Facts It 
Discloses: 
On appeal from order determining controversy in bank- 
ruptcy proceeding, Circuit Court of Appeals may examine record 
to find facts it discloses.—Ibid. 


Carrier, Liable for Delivering to Consignee in Straight Bill, After 
Receipt of Instructions from One Having Right of Property 
or Possession Not to Deliver: 

Carrier, delivering to consignee in straight bill, after receipt 
of instructions from one having right of property or possession 
not to deliver to such consignee, is liable to person so instruct- 
ing, in view of Act Aug. 29, 1916, Sec. 10, known as the Pomerene 
Act (Comp. St. Sec. 8604ee).—Ibid. 


Carrier Depositing Shipment with Storage Company Pursuant to 
Instructions from One Claiming Right to Shipment, Required 
to Notify Storage Company to Deliver to Lawful Consignee: 
A carrier, which deposited a shipment of fruit with a storage 

company as against consignee named in straight bill, pursuant to 
instructions received from one claiming the right to the ship- 
ment, was required, after the fruit had been inspected and 
checked, and shipping documents examined and freight paid, to 
advise the storage company to deliver the fruit to the lawful 
consignee.—Ibid. 


THE TRAFFIC WORLD 1347 


Storage Company Held Not Entitled to Lien Against Shipment 
for Charges Due from Consignee in Respect of Prior Mer- 
chandise Stored: 

General lien in favor of storage company against consignee 
in straight bill of lading for charges due from consignee in re- 
spect of prior merchandise stored by him could not be asserted 
under Warehouseman’s Act N. J. Sec. 28, against shipment which 
was diverted and stored in warehouse by carrier pursuant to in- 
structions from one entitled to possession of shipment; original 
consignee having no such interest as would support pledge of 
goods. —Ibid. 

Transferor of Straight Bill or Transferee Had Right to Notify 
Carrier Not to Make Delivery to Consignee: 

Under Pomerene Act, Sec. 32 (Comp. St. Sec. 8604pp), trans- 
feror of straight bill of lading or transferee thereof held to have 
right to notify carrier not to make delivery to consignee named 
in straight bill.—Ibid. > 


ASSIGNED CAR CASE 
The Trafic World Washington Bureau 


Action of the federal court in the eastern district of Penn- 
sylvania setting aside the Commission’s order abolishing the as- 
signed car rule, so far as apparent in Washington, has had no 
material effect. In the popular understanding of the words there 
has been no shortage of coal cars. Mine operators on the Louis- 
ville & Nashville, for several weeks have been asserting that 
they have not been receiving as many cars as they could use 
and it is undisputed that they have not been given as many as 
they have ordered. However, as to whether there was or was 
not a real shortage was deemed a debatable question among 
those in the car service division of the American Railway Asso- 
ciation having to do with such things. Some of the operators 
came to Washington early in November to make complaints 
about the shortage, which, as they saw the facts, existed at that 
time. 

The decision of the court has the effect of allowing the 
railroads to assign cars as before the abolition of the assigned 
car rule. To what extent they were taking advantage of the 
opportunity to use the old rule was not known at the time this 
was written. 


Five cases were disposed of in the decision that the order, 
if enforced, would result in the confiscation of the property of 
railroads and the owners of private cars. The cases were No. 
3271, Berwind-White Coal Mining Company et al. vs. United 
States of America; No. 3273, Bethlehem Steel Company et al. vs. 
Same; No. 3275, Rainey-Wood Coke Company et al. vs. Same; 
Akron, Canton & Youngstown et al. vs. Same, and I. C. C.; and 
No. 3371, Public Service Electric and Gas Company vs. United 
States and Interstate Commerce Commission. Each case repre- 
sented a different group of those interested in the matter, the 
Akron, Canton & Youngstown being joined in its complaint by 
thirty-four other railroads. 


Reasons for the conclusion of the court that the order would 
be confiscatory and therefore in violation of the fifth amendment 
to the Constitution were set forth in the opinion written by Dis- 
trict Judge Thompson, the other members of the court being 
Circuit Judge Woolley and District Judge Thomson. In part, 
Judge Thomson said: 


We think it clear that the Interstate Commerce Commission has 
misconceived the purpose of paragraph (15) of section 1. It em- 
powers the Commission to act when it is of the opinion that short- 
age of equipment, congestion of traffic, or other emergency requir- 
ing immediate action exists. It is then empowered to suspend the 
operation of any or all rules, regulations or practice then estab- 
lished with respect to car service and to make just and reasonable 
directions with respect to car service without regard to ownership 
as between carriers. The clear intent of paragraph 15 is that it 
shall apply only in cases of emergency; that is, if unexpected con- 
ditions which may arise have not been sufficiently foreseen or long 
enough in effect to afford an opportunity to provide for them by 
action of the carriers on their own initiative or under the ordinary 
supervisory direction of the Commission. The emergency power is 
not given to the Commission to provide for conditions which are 
anticipated as the necessary result of standing orders prescribed 
in accordance with the other paragraphs of the act and thus to add 
to the ordinary power exercised by standing orders. Moreover the 
emergency orders of the Commission must be just and reasonable, 
yet it is the apparent intention of the Commission to decide in advance 
that it will, under its emergency power, substitute for what it now 
finds to be a just and reasonable order, emergency orders putting into 
effect, in whole or in part, the rule which it is now condemning as 
unjust, unreasonable and discriminatory. 

While the Commission has power, in case of necessity, to es- 
tablish priority orders as to the delivery of railroad fuel, it has 
not had conferred upon it the power to determine for the railroads, 
the business methods and practices by which they may, in the 
ordinary conduct of their business, provide themselves with fuel. 
The mining of coal is not commerce. 

It may not be seriously contemplated that the Commission’s 
order requires the railroads to distribute the surplusage of private 
cars in time of shortage among shippers who are not their owners. 
Yet the tabulation (in the Commission’s decision) upon which it 
bases its finding that the abolishment of assigned cars would in- 
crease the distributive shares of all mines, and contentions that 
private cars are “leased’’ to and become part of the equipment of 
the railroads, justifies an inference of a claim to power to so dispose 
of private cars. So far as it appears, the only arrangement between 
the private car owners and the railroad is that the cars shall be 
placed at the mines to which assigned and the railroads compensate 
their owners for their use, at a rate fixed by the Commission. We 
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have seen that the right to the use of the privately owned car is 
recognized by Congress. 

We find no substantial foundation of preference and discrim- 
ination upon which to base the universaal scope of the order. 
Through its operation, the railroads will be deprived of the use 
of their mines and of their right to exercise their judgment in pro- 
curing their coal supply and the other plaintiffs of the use of their 
mines and their private cars. 

Private property cannot be taken for public use without just 
compensation and cannot be taken for private use with or without 
compensation. The owners of private cars have acquired valuable 
property rights in order to carry on vast industries serving the pub- 
lic with its necessities in reliance upon the assigned car rule, and, 
as the order in question necessarily makes no provision for com- 
pensating the owners for the deprivation of their property, it is 
manifest that its effect is the taking of property without compensa- 
tion in violation of the fifth amendment to the constitution. We 
conclude that the order of the Commission is unjust and unreasonable 
and an unlawfully arbitrary exercise of power; that it undertakes by 
indirection to regulate the soft coal industry in matters which do 
not constitute transportation service relating to commerce and is 
not within the regulatory power of the Commission; that it assumes, 
without authority of law, to restrict the lawful right of the rail- 
roads to obtain, by purchase or ownership of mines, the supply of 
fuel necessary to their operation in the service of the public; that the 
use of the railway fuel cars and private cars, under the assigned car 
rule, is not per se preferential; that there are no sufficient facts set 
out in the Commission’s report upon which to base findings of such 
discriminatory and preferential practices as to justify an order of uni- 
versal application such as has been entered in this case; that it is 
confiscatory in violation of the fifth amendment to the constitution 
in depriving the railroads of the use of their mines and the private 
car owners of their mines and cars; that the order is therefore beyond 


— of the Commission, without warrant of law, and null and 
void. 


The Commission will take the case to the Supreme Court of 
the United States on-appeal under the statute providing such 
appeal from a three judge court such as made the decision in 
the eastern district of Pennsylvania. There was no thought, 
when the litigation was started, that the decision of the three 
judge court would be allowed to stand as the law on the subject 
of the Commission’s power. Had the railroads and the private 


car owners lost in the lower court they would have taken an 
appeal. 


HOURS OF SERVICE CASE 


In an opinion by Mr. Associate Justice Holmes in No. 273, 
Atchison, Topeka & Santa Fe, petitioner, vs. United States of 
America, the Supreme Court of the United States this week 
reversed the United States Circuit Court of Appeals for the 
Seventh Circuit. The action was brought by the United States 
to recover penalties for alleged violation of the hours of service 
act of March 4, 1907. The lower courts held the company 
liable for employing yardmasters for more than 9 hours. This, the 
highest court said, was not within the evil at which the statute 
was aimed and that ruling to the contrary was wrong. 


SUPREME COURT ACTION 


The Supreme Court of the United States this week denied 
a petition for a writ of certiorari in No. 797, Chicago, Milwaukee 
& St. Paul, petitioner, vs. City of Tacoma. The carrier sought 
review of a case in which the city obtained judgment on ac- 
count of damage to a large electric transformer core. The 
carrier contended that the core was damaged after the inter- 
state shipment had ended and while it was being hoisted from 
the railroad car in a manner directed by the city. It said the 
city had solicited from it a crane and a crew to operate the 
crane for the unloading of the core. The judgment was for 
$5,576.67. 

The Supreme Court denied a petition for a writ of certiorari 
in No. 792, Chicago, Rock Island & Pacific, petitioner, vs. Nellie 
Kidd, administratrix, a personal injury case. 


LUMBER SHIPMENTS 


Reports received by the National Lumber Manufacturers’ As- 
sociation for the week ended November 21 indicated an increase 
in shipments as compared with the preceding week. Increases 
in production and decreases in shipments and new business 
were noted in comparison with the same period a year ago. 

The following table compares the national lumber movem2nt 
as reflected by the reporting mills of seven regional associations 
for the three weeks indicated: 


Week ended Corresponding Preceding Week 


Nov. 21 Week—1924 1925 (Revised) 
CO er 347 379 352 
pe ee 220,835,846 217,302,639 222,252,923 
EO re 230,416,083 233,273,007 192,798,609 
Orders (New Bus.)....... 237,738,954 276,399,417 238,388,095 


The following revised figures compare the lumber movement of 


the seven associations for the first forty-seven weeks of 1925 with 
the same period of 1924: 


Production Shipments Orders 
NG Hine Wiis sutdcen We Selene: Gislala et 11,361,743,265 11,202,958,064 11,027,399,108 
Teen re ree 10,854,414,271 10,775,638,235 10,562,441,591 


The National Lumber Manufacturers’ Association received 
telegraphic reports, December 3, of the status of the lumber 
industry from 379 of the larger softwood mills of the country 
for the week ended November 28. The 347 comparably report- 
ing mills indicated considerable decreases in production and 
shipments, and a slight increase in new business, as compared 
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with reports from 351 mills the week earlier. Increase in pro. 
duction and decreases in shipments and new business were noteg 
in comparison with the same period of last year. The hardwooq 
operations reports were not received in time for compilation 
in this summary. 

The following table compares the national lumber move. 
ment as reflected by the reporting mills of seven regional aggo. 
ciations for the three weeks indicated: : 


Corresponding Preceding Wk. 


Past Week Week, 1924 1925 (Revised) 
Mie os esenaks vation 347 358 351 
Production ........... 210,264,968 196,757,916 222,551,846 
Shipments ........... 209,030,282 215,342,051 231,291,483 
Orders (New Bus.).. 239,010,839 264,829,994 237,833,954 


The following revised figures compare the lumber move. 
ment of the seven associations for the first forty-eight weeks of 
1925 with the same period of 1924: 


Production 


Shipments Orders 
BD © ‘duca Cuslewonwnvens 11,573,906,233 11,413,572,756 11,266,973,947 
ROD -Gesenereecaedoues 11,052,663,187 10,992,030,292 10,827,927,585 


REVENUE FREIGHT LOADING 


“Revenue freight loaded the week ended November 21 
amounted to 1,057,674 cars,” says the car service division of the 
American Railway Association. 


“This was the 18th week this year that loading of revenue 
freight has been in excess of one million cars. 

“The total for the week ended November 21 was an increase 
of 6,916 cars, over the preceding week with increases being re- 
ported in the loading of grain and grain products, coal, forest 
products, merchandise and less than carload lot freight and mis- 
cellaneous freight. Reductions under the week before were re- 
ported in the loading of live stock, coke and ore. 

“Compared with the corresponding week last year, the total 
for the week of November 21 was an increase of 46,755 cars and 
an increase of 67,375 cars over the corresponding week in 1923. 


It also was a substantial increase over the corresponding weeks 
in 1920, 1921 and 1922.” 


Loading by districts the week ended November 21 and for 
the corresponding period of 1924, was as follows: 


Eastern district: Grain and grain products, 10,564 and 11,460; 
live stock, 3,620 and 4,638; coal, 31,757 and 48,419; coke, 3,874 and 
2,506; forest products, 5,003 and 5,702; ore, 3,937 and 2,327; mer- 
chandise, L. C. L., 75,592 and 69,567; miscellaneous, 101,785 and 86,333; 
total, 1925, 236,132; 1924, 230,952; 1923, 240,644. 

Allegheny district: Grain and grain products, 3,997 and 4,530; live 
stock, 2,673 and 3,575; coal, 45,481 and 49,396; coke, 7,404 and 4,628; 
forest products, 2,745 and 3,406; ore, 9,704 and 3,107; merchandise, 
L. C. L., 56,804 and 51,766; miscellaneous, 82,253 and 74,803; total, 
1925, 211,061; 1924, 195,211; 1923, 200,639. 

Pocahontas district: Grain and grain products, 291 and 283; live 
stock, 136 and 278; coal, 43,463 and 35,796; coke, 679 and 429; forest 
products, 1,589 and 1,549; ore, 137 and 50; merchandise, L. C. L., 7,393 
and 7,358; miscellaneous, 4,882 and 4,687; total, 1925, 58,570; 1924, 
50,430; 1923, 36,749. 

Southern district: Grain and grain products, 4,310 and 4,198; live 
stock, 1,874 and 2,713; coal, 28,563 and 25,774; coke, 1,133 and 885; 
forest products, 22,901 and 25,231; ore, 1,465 and 1,259; merchandise, 
L. C. L., 41,799 and 41,488; miscellaneous, 54,658 and 55,569; total, 
1925, 156,703; 1924, 157,117; 1923, 146,199. 

Northwestern district: Grain and grain products, 16,041 and 18,231; 
live stock, 10,4385 and 12,699; coal, 9,652 and 10,755; coke, 1,571 and 
1,185; forest products, 16,987 and 16,724; ore, 12,615 and 4,941; mer- 
chandise, L. C. L., 33,091 and 30,546; miscellaneous, 39,810 and 37,517; 
total, 1925, 140,202; 1924, 182,598; 1923, 131,248. 

Central Western district: Grain and grain products, 13,112 and 
14,960; live stock, 13,912 and 16,574; coal, 23,111 and 20,343; coke, 321 
and 338; forest products, 10,998 and 10,375; ore, 3,508 and 3,113; mer- 
chandise, L. C. L., 38,685 and 37,435; miscellaneous, 70,656 and 62,396; 
total, 1925, 174,303; 1924, 165,534; 1923, 159,257. 

Southwestern district: Grain and grain products, 4,806 and 6,033; 
live stock, 3,085 and 3,570; coal, 7,155 and 5,863; coke, 251 and_ 199; 
forest products, 7,674 and 9,043; ore, 723 and 548; merchandise, L. C. 
L., 15,046 and 14,524; miscellaneous, 41,963 and 39,297; total, 1925, 
80,703; 1924, 79,077; 1923, 75,563. 

Total, all roads: Grain and grain products, 53,121 and 59,695; live 
stock, 35,735 and 44,047; coal, 189,182 and 196,346; coke, 15,233 and 
10,170; forest products, 67,897 and 72,030; ore, 32,089 and 15,345; mer- 
chandise, L. C. L., 268,410 and 252,684; miscellaneous, 396,007 and 
360,602; total, 1925, 1,057, 674; 1924, 1,010,919; 1923, 990,299. 


Loading of revenue freight this year compared with the two 
previous years follows: 









4 180,993 4 294.270 4 339,379 
Five weeks in January..........eeee- ,450, 294, ,239, 
Four weeks in February... ee. 3,619,326 3,631,819 3,414,809 
Four weeks in March....... +++ 03,694,916 3,661,922 3,662,552 
Four weeks in April..ccccccccccccscese 3,721,662 3,498,230 3,764,266 
Five weeks in May..........-+. idatnuidie 4,854,720 4,473,729 4,876,893 
Four weeks in June.......-ccccccsece 3,956,011 3,625,182 4,047,603 
Four weeks in July..........+.sese00e 3,887,834 3,524,909 3,940,735 
Five weeks in August..............6. 5,364,010 4,843,997 5,209,219 
Four weeks in September............ 4,297,453 4,147,885 4,147,783 
Five weeks in October...........seee- 5,537,408 5,455,431 5,348,499 
Week ended on Nov. 7........e.+eeeeee 1,063,322 995,279 1,036,221 
Week ended on Nov. 14............00% 1,050,758 1,016,843 992,050 
Week ended on Nov. 21.............6. 1,057,674 1,010,919 990,299 
WUE bec babes dees dcivewiiiaeeen ies 46,556,087 44,180,415 45,670,308 


The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their traffie files are up-to-date. 
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Traffic Management as a Profession 


Last of a Series of Four Articles on Present Transportation Problems, Written for the Traffic 
World, by G. Lloyd Wilson, Ph. D., Assistant Professor of Commerce 
and Transportation, University of Pennsylvania 


The selection of a vocation is one of the most vital problems 
that confronts every young man or woman. Not only is the 
proper selection of a profession or vocation important to those 
who are seeking a life’s work and to those who are or who are 
to be dependent on that person for support, but it is of para- 
mount importance to the development of various phases of busi- 
ness, the arts, and the professions for the progress of these 
pranches of endeavor depending fundamentally on the human 
material that is recruited into the ranks of those who labor in 
these fields. The kind of men and women, their mental, moral, 
and physical qualities, shape the destinies of these branches of 
service and determine, in large measure, the missions that the 
services, the professions, and the arts of business are to fulfill 
in the development of civilization. In speaking of the future 
development of the radio, Dr. Dellinger, chief of the radio lab- 
oratory, United States Bureau of Standards, said the ultimate 
destiny of the radio and the mission it can fulfill depend less on 
the development of particular instruments than on the capacities 
and purposes of the people who devote their lives to it. So it is 
in all walks of life, for the development of the instruments de- 
pends, after all, on the human brains devoted to the work. While 
the selection of a field of effort is of great importance to the one 
who is considering how best to invest his time and talents, it is 
of even greater importance to the community at large, for the 
members of the group are those who are to be served well or 
poorly depending on the wise or unwise selections of vocations 
by individuals. 

In the United States today, the young man or woman who is 
seeking a start in life has a wider field to choose from and a far 
greater freedom of choice than have the young men and women 
of other nations or had those of other times. This freedom is 
not only a priceless privilege, but a responsibility. It is a chal- 
lenge to make the wisest choice, not only that the individual 
may benefit financially, but that the best interests of all may be 
served. In other days and in other places, men and women had 
little choice in the work they were to do in life. Occupations 
descended from father to son from generation to generation and 
men were attached to the soil with the sinews of tradition, obli- 
gation, ignorance, and habit. A few broke away to try their for- 
tunes in other places and under different circumstances. The 
great mass, however, remained rooted in their native environ- 
ments and passed humdrum lives in the footsteps of their fore- 
fathers. The spirit of those who revolted and emigrated to new 
countries and into new environments is the spirit of America. 
This is the spirit that has led to the rapid development of our 
vast continent and its resources and has led to the pioneering 
in new fields of science and art and to the development of Amer- 
ican business genius. 

In the United States the opportunity is given to greater and 
even greater numbers of men and women every year to decide 
for themselves what they shall do for their life tasks and to live 
their lives for themselves. The old standards of tradition and 
the shackles of custom having been removed, what standards 
are left by which proper choices may be made? 


The Guides to Follow in Choosing Vocations 


The first problem that must be solved by everyone is that of 
earning a living. No matter how attractive certain fields of 
effort may be, those preferring such vocations are likely to be 
barred unless someone else has solved the problem of a liveli- 
hood by leaving an assured income to the prospective follower of 
the calling. Few are in the doubtfully fortunate position of 
having the burden of self-support removed from their shoulders. 
The first test, then, is whether the vocation will pay to the 
earnest and reasonably skillful worker a living wage. Every one 
has the right to expect of any legitimate calling that contributes 
to the welfare of the group that it will return reasonable com- 
pensation for honest effort. The necessities of life and a few 
comforts may reasonably be expected from the start. 

The second test is whether continued diligence and improve- 
ment will be compensated by advancement in rank and increased 
income. It is not enough that a vocation pay a reasonable wage 
if improvement on the part of the worker is not rewarded. An 
attractive vocation must have a “future” to recommend it to 
ambitious men. Far better that the early years, while the young 
man is seeking a foothold in the profession, be poorly paid if the 
prospective rewards to those who ultimately achieve success and 
even distinction in the field are ample. The law, medicine, den- 
tal surgery, and teaching, the so called “learned” professions, re- 
turn meagre incomes to their followers during the lean first 
years, although successful practitioners in these fields are rea- 
sonably compensated later. 


The third test of a well chosen vocation is the satisfaction 
it yields to those who pursue it. The satisfaction of a task well 
done is as much a part of the compensation of the job as the 
pay check. After the requirement of sufficient income to support 
the necessities and some of the comforts of life has been met, 
the financial return becomes less important than the psychic re- 
turn or the return in satisfaction. Few persons are willing to 
work at tasks that do not afford them any satisfaction, even at 
high wages, while many men and women sacrifice higher wages 
that could be made in other lines of employment for lower sal- 
aries and greater satisfactions that are offered by their chosen 
fields. Preachers, lawyers, physicians, teachers, and writers, as 
a class, are paid less than the individuals in these professions 
could command in salaries in other pursuits. The fascination of 
their work makes light their sacrifices. Without the sense of 
absorbing interest the salary paid in any vocation is dross. 

The fourth requirement is that the vocation serve the public 
interest. No man can possibly reap financial reward and per- 
sonal satisfaction in the occupation that is purely selfish. We 
are living in an age when the activities of all of us either con- 
tribute to or detract from human progress. There are only two 
sorts of persons, after all, in the words of a popular little poem, 
those who lift and those who lean—those whose efforts result in 
lightening the burdens of life and those whose lives contribute 
nothing but add to the burdens that others have to bear. 


The Traffic Profession 


With these tests of financial recompense, opportunity for 
advancement, personal satisfaction, and public service, in mind, 
let us calmly and dispassionately examine what traffic and trans- 
portation work has to offer to those who enter this field of 
service. 

Traffic management is a highly technical field of endeavor 
that requires much of those who enter it. Let it be understood 
from the outset that it offers no royal short road to sudden and 
overwhelming riches. No profession does, and traffic manage- 
ment has, at least, this claim to professional classification. Those 
who judge a vocation solely from the point of view of how much 
it pays may safely disregard traffic management in seeking for 
fields of operation. The J. Rufus Wallingfords of the future can 
ignore traffic management without any fear that they have “over- 
looked a bet.” This does not mean that there is not a fair living 
in traffic management for those who are willing to devote their 
thoughts, energies, and talents to best advantage. Like engi- 
neering, accounting, law, and medicine, traffic management is a 
technical profession requiring sound preparation and bringing 
comparatively small returns for the first few years while the 
novices in the field are acquiring knowledge and experience. 
Without having any concrete figures to support a comparison of 
the average earnings of traffic men and professional men, ran- 
dom samples of the earnings of novices in these vocations indi- 
cate that the young traffic men receive salaries that compare 
favorably with the earnings of beginners in other professions. 


As in other professions, progress in traffic management de- 
pends, in large measure, on the ability of the novice to keep 
abreast of the highly technical developments in the field. The 
march of progress in transportation affairs is rapid. Congress 
and state legislatures enact new laws affecting inter-state or 
intra-state commerce at almost every session; the United States 
Supreme Court and other federal and state judiciaries hand down 
commerce decisions at a rapid rate; the Interstate Commerce 
Commission and the state public utilities Commissions are con- 
tinually busy with new adjustments of the rights of carriers 
and utilities and the users of their services; classification and 
rate committees are constantly revising classification and rate 
adjustments, and the services that are performed by the carriers 
are frequently changed to meet new conditions and requirements 
of commerce. Perhaps no profession or vocation holds as high 
requirements as to the amount of technical information that 
must be at the command of the successful practitioner. A traf- 
fic man must be a specialized traffic and transportation attorney, 
an economist, a capable executive, and a business man to keep 
pace with the task. A great deal of the fascination of traffic 
and transportation work lies in its difficulty, but the rewards of 
advancement in salary and in position await those who master 
the difficulties. Reasonably certain advancement in position and 
increases in income in proportion to the progress made by the 
earnest student may be expected in the field of traffic manage- 
ment as in other professional fields. As in the other professions, 
the mere lapse of time will not alone assure a man of success. 
The best use must be made of the time so that experience and 
knowledge may be steadily added to and matured by time. 
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Traffic management affords a large measure of personal sat- 
isfaction to those who labor in the field. There is a fascination 
about travel and transportation from which few are immune, 
once they have been connected with the business. There is 
something in the whirring of the wheel and the seething of seas 
past the prows of laden ships that calls to the adventurous spirit 
that lurks within the hearts of all men. Transportation is ac- 
tivity, it implies new things, strange places, and unknown experi- 
ences. It is change, motion, progress. There is a disease, “rail- 
roaditus,” that runs through families that, once it gets a start, 
is apt to infect all of the male members for generations and 
sometimes the females of the species. A vocation that has that 
appeal must have much to commend it. We see fathers so im- 
bued with the spirit of their work that they take their work 
home with them after hours and literally talk their children into 
following their footsteps. We have, not only in this country but 
all over the civilized world, “railroad families” and “steamship 
families” from generation to generation contributing members of 
their family groups to the armies of transport workers. Any 
vocation that has an appeal of this intensity is worth investigat- 
ing as a life work. 


In the fourth place, traffic and transportation work consti- 
tutes a public service of great value. Quite aside from the 
material rewards of traffic work and the personal satisfaction to 
be derived in this field, there is the real reward of the worker 
in the knowledge that the work he is doing contributes greatly 
to the economic and social progress of the world. Transporta- 
tion makes it possible for the goods of all countries and climes 
to be exchanged so that the people of all progressive nations 
have at their command great varieties of food, clothing, and the 
luxuries that make life comfortable and enjoyable. The average 
working man of today in the United States enjoys his Brazilian 
coffee, his West Indian bananas, his California oranges, his 
Florida grape fruit, clothing made from Australian wool, shoes 
made from leather from Argentinian steers, beef from Texas, 
wheat from the Dakotas, and fish from the Atlantic, Gulf, and 
Pacific seaboards. Such goods were not available to kings a 
hundred years ago. We accept these things as commonplaces, 
but it has only been through the genius and fidelity of the men 
who have devoted their lives and fortunes to the improvement 
of our railroad, steamship, and highway transportation facilities 
that such things are possible. Dean Emory R. Johnson, in the 
“Principles of Railroad Transportation,’ sums up the contribu- 
tion of transportation to civilization in these terms: 


As a result of cheap transportation, those who produce have mul- 
tiplied their wants and efforts; and with the present highly developed 
transportation service to aid them, their efforts are far more pro- 
ductive than they would otherwise be. Human effort creates 
enormously more wealth than was formerly possible. . . . Possi- 
bly transportation has had no more marked effect than that of in- 
creasing the quantity and variety of useful things which come within 
the range of the toiler’s income. The luxuries of past generations 
have become necessities, because of the reductions in the costs of 
production effected by improved transportation and other forces. 
Furthermore, as the laborer’s real wages have increased, his ef- 
ficiency has become greater and his impulses to effort have been 
strengthened. 


What more satisfaction can there be offered by any vocation 
than the knowledge that, through the humble efforts of the 
worker in the field, civilization is being definitely advanced and 
life for more persons made better and more worth the living? 
It cannot, of course, be urged that traffic management affords an 
opportunity for public service and that other vocations do not. 
There are great compensations in the knowledge of work well 
done in medicine, the law, the ministry, teaching, and other pro- 
fessions and vocations. It is urged that traffic and transporta- 
tion work ranks high among the professions and vocations in 
degree of public service. A transportation and traffic man knows 
that he is working in a vitally important field of public service 
that offers a great opportunity for satisfaction and service to 
civilization. 

Traffic and transportation work in any of its many phases, 
then, may safely be said to offer all four of the standpoints that 
a man should inquire into before investing his most valuable 
asset—his life. It offers reasonable compensation; a chance for 
advancement commensurate with the talent and devotion of the 
worker; a high degree of fascination in solving the intricate 
problems of transportation; and, finally, a large measure of sat- 
isfaction that comes only to those who devote their lives to the 
service of the public and to the advancement of civilization. 


Divisions of the Traffic Field 


The man who chooses traffic and transportation work has 
several choices of specialized divisions of the field. The rail- 
roads, steamship lines, express companies, and motor transport 
carriers have need of men trained in technical traffic affairs. 
This constitutes one important phase of traffic management— 
the management of the traffic of the transportation utilities that 
serve the shipping public. Railroads have been pioneers in this 
respect, and the steamship lines, express companies, electric 
railways, and, more recently, the highway carriers, have fol- 
lowed the railroads in developing strong traffic departments. 

The manufacturing and distributing industries of the United 
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States have come to recognize the importance of traffic manage. 
ment as applied to their affairs. The larger and older industria] 
establishments, wholesale houses and other producing and dis. 
tributing organizations have had traffic managers for many years 
going back to the years before the passage of the act to regulate 
commerce of 1887. One of the first industrial traffic departments 
was that established by the Phoenix Iron Company in 1877 
Theodore B. Sage, the first traffic manager of this company, stil] 
occupies the same position with this company and with its sup. 
sidiary, the Phoenix Bridge Company. 

In addition to the opportunities for service in the traffic 
departments of the manufacturing concerns, wholesale and re. 
tail distributing organizations, there are the traffic departments 
of the various co-operative producing and distribution organiza. 
tions that are playing such prominent roles in twentieth century 
commerce in America. Throughout the United States co-opera- 
tive marketing organizations have been and are being organized 
to distribute the products of agriculture, live stock raising, and 
dairying more efficiently and economically. Fruit growers’ or. 
ganizations have revolutionized the California and Florida citrus 
fruit industries, the Oregon apple industry, the Wisconsin and 
New York dairy industries, and other basic industries of these 
types. The services of traffic managers have contributed greatly 
in developing new markets and expanding the radii of activity 
of these marketing organizations. This field of traffic manage- 
ment is already well established and promises to develop rapidly 
in the next quarter century. 

The commercial bodies that have been established in im- 
portant commercial centers in states and for the United States 
as a whole afford remarkable opportunities for traffic manage- 
ment. Chambers of commerce, boards of trade, commercial ex- 
changes, or commercial clubs often have commissioners of trans- 
portation or traffic managers who devote their time and talents 
to obtaining the best possible transportation services for their 
communities and acting as the general spokesmen of the indus- 
trial and commercial enterprises of the communities which the 
commereial bodies represent. Smaller organizations that do not 
maintain full time traffic and transportation experts depend 
either on the general secretaries of the associations to attend to 
transportation matters or retain the services of selected traffic 
managers employed by industries in the communities to attend 
to these matters. 

Many states have state-wide chambers of commerce that 
function for the industries of their respective states as do the 
local organizations for local communities. The Chamber of Com- 
merce of the United States at Washington represents the indus- 
tries of the nation in their commercial relationship and promotes 
trade between nations. 

Trade associations that function for single industrial groups 
or for groups of allied industries or for single lines of business 
have, as a rule, transportation committees and traffic managers 
that attend to the traffic and transportation interests of the 
groups in much the same way as chambers of commerce function 
for industries and commercial establishments within territorial 
boundaries. 

The traffic managers of associations of this sort act as the 
spokesmen for the members’ industries in rate and service mat- 
ters with the representatives of the carriers before rate and 
classification committees and before the state public service 


.commissions, the Interstate Commerce Commission, and the U. S. 


Shipping Board. 


The freight assoeiation movement, which is an outgrowth 
of the medieval guild form of organization, is growing rapidly in 
the United States and, with the growth of the freight associa- 
tions in number and size, the need for specialized industrial 
traffic managers grows apace. In every important rate case be- 
fore the regulatory commissions of the state and federal govern- 
ments, the traffic managers of freight associations are to be 
found presenting the special needs and interests of their respec- 
tive groups. The railroads and the commissions depend on the 
traffic representatives ef these organizations to keep them in- 
formed as to the effects of changes in rates, classification and 


transportation services on the specialized industries throughout 
the country. 


Within comparatively recent years there have been estab- 
lished in a number of ports and important interior cities of the 
United States, organizations, the purpose of which is to develop 
the traffic of the city. These organizations have, in many in- 
stances, been established as joint organizations representing a 
number of the leading industrial concerns, business houses, and 
commercial organizations within the city, to increase the volume 
of traffic at the centers. The traffic departments of organiza- 
tions of that sort solicit business within the city and in the sur- 
rounding territory to be moved by the transportation companies 
serving the city through these gateways. They work in close 
co-operation with the railroads, steamship lines, and other trans- 
portation companies serving the communities, as well as with 
the traders and the state and municipal governments so that the 
results or their activity may tend to increase the business of the 
communities. 

In a few instances, cities have installed community traffic 
managers who are members of the administrative staffs of the 
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23 
municipal governments and who act as the traffic representa- case of some of the older and more firmly established profes- 
tives of the cities they represent. The competition among cities sions. The future of traffic management depends not only on 
- of the United States as distribution centers and as markets of the growth of our transportation system and on the development 
~ consumption is keen. Progressive cities throughout the United of our industrial establishments and of our foreign and domestic 
- States are seeking to obtain and retain commercial prominence commerce, but on the development of technically trained human 
irs, through the protection of their transportation interests and the material to use the instrumentality of transportation wisely and 
7 proadeasting of their industrial, commercial and transportation well. The future of traffic management is assured if men can 
~ changes throughout the country. American cities are dependent be developed who can not only do the routine tasks of the pro- 
77. for their industrial and commercial prosperity on adequate and fession but who can do more and can contribute to the develop- 
mt diversified transportation facilities and on the proper rate adjust- ment of the field. Men who can stand abuse as well as use. 
- ments between the cities and other sections of the country. William Feather, the business philosopher, has this to say about 
fh There is a rapidly growing field for constructive work in this such men: 
“ highly specialized field of industrial traffic management. ; , 
ed All the states of the United States, with the exception of ., hen you stop to think of it, that's the way to describe most 
“9 Delaware, have established public service, public utilities, or They can stand abuse or grief without wilting, cracking, or 
a railroad commissions that are responsible for the administration cringing. x Bh aio , re a ails. date 
and enforcement of the laws of the states regarding transporta- C8 ORD OAT 8. Goss ees Saenner See Se. cone se 
a tion by common carriers subject to the state acts. Nearly all of hips off. the claw breaks, or the handie fractures when’ it is put to 
these state commissions have established bureaus to attend to hard work. 
- specialized: features of transportation work, under the jurisdic- Some men remind one of ten-cent hammers. They drive tacks 
bo “tion of specialists in the various phases of transportation and well enough, but when you use them on tenpenny nails they crack. 
traffic work. There is a field for technically trained traffic and 
“ transportation men as members of these commissions, as chiefs RAILROAD FUEL COST 
tly of the various specialized bureaus, and as rate, tariff, and service A decrease of approximately $24,000,000 in railroad fuel costs 
ity experts of the commissions. ae in the nine months ended with September, as compared with 
ge. The Interstate Commerce Commission has built up a large the same period of 1924, is disclosed by a statement prepared 
ily and highly specialized organization of specialists attending to by the Bureau of Statistics of the Commission from reports of 
the administrative work of the Commission. The Commission re- 474 Class I roads, exclusive of switching and terminal com- 
m- quires the service of rate statisticians, tariff men, special agents, panies, as to fuel and the cost thereof for road locomotives in 
tes inspectors, attorney examiners and other administrative em- freight and passenger train service. 
ve. ployes. The increasing complexity of the work makes it neces- Total cost of coal and fuel oil in the nine months ended with 
- sary that technically trained men be taken into the employ of September amounted to $241,401,019 as compared with $265,771,- 
ns- the ae ee — aeaiiebidiith oe tan Cae Cialis ea - in -~ es | compe hy Jone. ~~ price . coal substantially 
nts 2 l ‘ : ecreased while the cost of fuel oil increased. 
eir state eo, ST ae a ete Oca fumes ar ee Total cost on for the nine months ended with September 
‘ men. P amounted to $193,410,440, te) i 223,449, 
he United States Department of Commerce, for example, has a num- game period be 1924. thy pts pro Spree nether 
10t ber of transportation experts connected with its staff. The De- 79470854 in the nine months ended with September and the 
ac freemen re'amupioyod andthe auine is tuo Of barecun aoa | STomngn oom parton was #274. In the 1924 period, 13408507 net 
ons were consume c : , 
bo departments of the state governments, so that the field of service Total ann on raadiny oh in ge ene ttiag A ——- poe 
nd “! ay aa men in state and federal employ is oped amounted to $47,990,579 as compared with $42,322,385 
a lar . n the same period 24, 1 i 
rat Traffic and transportation service bureaus maintained by nine months totaled 1,504,983,243 as compared with 1626. 42 818 
he individuals have agents who attend to the transportation and  ajions in the 1924 period. The average cost per gallon in the 
m- traffic interests of a number of principals. These bureaus act 1995 period was 3.19 cents, and in the 1924 period, 2.77 cents. 
ig as intermediaries between the transportation companies and the In September the total cost of coal and fuel oil was 
es shippers and consignees of goods and they correspond to the $96 672.876, as compared with $27,997,254 in September, 1924 
, industrial traffic departments of individual concerns, except that ‘Total cost of coal amounted to $20 876 146 as compared with 
ps they function for groups of subscribers rather than for single $99 810,059 in September, 1924. Total cost of fuel oil amounted 
88 industries. These concerns attend to the auditing of bills for 9 $5 796.730, as compared with $5,187,195 in September, 1924. 
TS transportation charges; the supervision of the methods employed Net tons of coal consumed in September totaled 7,828,602 net 
he in shipping and receiving goods; the preparation and collection ions and the average price per ton was $2.67, as against 
on of loss, damage, and overcharge claims against the carriers; the 7844679 net tons and average price of $2.91 per ton in Sep- 
ial tracing and expediting of freight; the obtaining of cars; the tember, 1924. Gallons of fuel oil consumed in September 
adjustment of rates for their patrons; the presentation of classi- totaled 182,269,599, average price 3.18 cents a gallon, as against 
he fication, rates, demurrage, transit, and other service matters for 481 ,983.151. gallons and average price of 2.85 cents in Sep- 
at- their clients before transportation companies, rate committees, tember, 1924. - 
ne classification committees, state public service commissions, the 
ce =a Commission, and the United States Ship- CAR SURPLUS AND SHORTAGE 
Traffic and transportation men who are also trained in the PM Sarg beg on ee ee "rae -— cuameeas ane 
th law have developed a specialized branch of legal practice before 112.572 cars in the prec eding period while the average dail 
in the state public service commissions, the United States Shipping short e totaled 570 cars. The surplus was made un as . oll Sane 
'a- Board, and the Interstate Commerce Commission. These com- . Dp ° 
al mercial counsels, commercial attorneys, or commercial special- Box, 53,774; ventilated box, 194; auto and furniture, 3,798; total 
“~ ists, as they are variously called, specialize in the pleading of pop age ok beng hey ea a ee og oon ones 
nt cases before state and federal commissions and departments of ,007; coke, 599; S. D. stock, 14,219; D. D. stock, 2,593; refrigerator, 
“ the state and federal governments representing industrial and 6°: tank, 28; miscellaneous, 1,057; total, 124,818. 
~ commercial organizations as their clients in such cases. These The shortage was made up of 71 box, 10 auto and furniture, 
ne men speclalize in such varied forms of practice as: Transporta- 17 flat, 126 gondola, 308 hopper, 3 coke, 30 refrigerator and 5 
2 tion costs and statistical analysis; rate and classification cases; tank cars. 
4 overcharge loss and damage claims; demurrage cases; transpor- Canadian roads reported a surplus of 5,000 box, 1,400 fiat, 
it tation finance cases; the obtaining of certificates of public con- 1600 S. D. stock and 10 miscellaneous cars. 
venience and necessity from state public service commissions, 
b- and the Interstate Commerce Commission; tax cases; reparation 
“ claims; rate surveys and comparisons; and similar specialized 
7 subjects, POSITIONS WANTED OR OPEN 
vd ; — legislation enacted by Congress — = — legisla- 
ure has added greatly to the complexity of traffic and transpor- POSITION WANTED—Traffi tcint Lett 
i tation problems so as to make the service of these highly trained man, age 36, college graduate, ‘it yeutd teleded tapesients “ie 
we specialists indispensable in modern transportation. neg nage mtg | — — or gate mange ensign at J mene 
: This survey of the field of traffic management indicates the ff RT. care Traffic World, Chicaee Tl NY Section. — 
a . R. L., care Traffic orld, cago, ‘< 
r- great variety of specialized divisions of the occupation open to 
: men in the general field of traffic management. The horizon of : 
the field of traffic management is steadily widening so that there eststcnan Lockeek tn eens rs, SE 200,000 Hewes 
ge will continue to be increasing opportunities for service in this manufacturing district. Good opportunity for live wire traffic man. 
h profession. The number of traffic and transportation positions ell as a he yg Rens SOE ORE: SENN Th: ape Fen AE Sa: Oe 
- —_ to trained transportation men is growing with the develop- raiiic World, Calcago, il. 
ment of our transportation carriers and with the expansion in 
le 
ALE—Several cars No. 1 Oak Railroad Cross Ties. Also 
commerce and industry so that the profession is a growing one —, . itch timbers. Ready for immediate shi a | 
ic and is not one that has approached its logical limits as in the Pearson, 1 Box 705, South Bend, ‘Ind. ae a ee 
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KEENE AND SHEEDY RESIGN 


The Traffic World Washington Bureau 


W. B. Keene, vice-president of the U. S. Fleet Corporation, 
in charge of traffic, November 30 submitted his resignation to 
President Crowley to take effect December 31. He said he 
would enter private business after a vacation. Mr. Keene’s 
salary was recently reduced by the Shipping Board from $18,000 
to $15,000 a year, along with the salaries of other vice-presidents 
of the corporation. He has been with the Fleet Corporation for 
eight years. 

President Crowley said he had received the resignation of 
Mr. Keene with regret because he regarded him as a capable 
official. Before becoming vice-president in charge of traffic, of 
the Fleet Corporation, Mr. Keene served as manager of the tug 
and barge department, district director at New Orleans, assist- 
ant director of operations, acting director of operations, traffic 
manager, and director of traffic. He has just completed his 
twentieth year in transportation activities, having started in 
1905 with the Hilton & Dodge Transportation Company. In 
connection with his resignation, Mr. Keene issued the following 
statement: 


During the time I have been with the Fleet Corporation many 
changes have taken place and I have served under a number of 
chairmen and presidents. While different policies have been pur- 
sued, I believe material progress has been made in the develop- 
ment of services in overseas trade. An indication of this develop- 
ment is seen in the recent sale of several lines and negotiations 
for others which are now pending. If my work in connection with 
the establishment of these services and the development of traffic 
for them has contributed to their progress I am gratified. I now 
feel, however, that the time has come when I should return to 
private business. 


Following closely on the resignation of Vice-President Keene, 
Vice-President Joseph E. Sheedy, in charge of Fleet Corporation 
affairs in Europe, resigned December 1. Sheedy had only re- 
cently returned to Europe after a visit to the Washington offices. 
He was ordered to return to Washington again and arrived 
December 1. 

His resignation, it was understood, resulted from remarks he 
was alleged to have made concerning President Crowley, of the 
Fleet Corporation. The differences between the president and 
vice-president were gone into at a session of the Shipping Board 
at which Crowley and Sheedy were present. Mr. Crowley de- 
clined to discuss the matter. 

President Crowley has announced that R. D. Gatewood, 
district director at New York, will be a special representative 
of the Fleet Corporation in Europe pending the selection of a 
successor to Mr. Sheedy. 


OCEAN RATES CONTINUE STRONG 


The Traffic World New York Bureau 


The full cargo freight market continued strong this week, 
with brokers in London leading the way by offering higher rates 
than local shippers appeared willing to pay at present. As a 
result of the brisk demand from abroad, the rates on this side 
were firmer. It was thought here that owners were holding their 
vessels above the current market level in anticipation of a fur- 
ther improvement within the next two or three weeks. The 
grain trade was active and a fair demand was noted in other 
commodities. Vessels bound for the United States with coal 
seem to have little difficulty in getting outward cargoes, and 
for this reason it is believed here that the current rate level will 
be maintained as the minimum for some time to come. 

Space on regular liners for the rest of December from New 
York has been booked in most instances, and little additional 
space is open. Current rates are 12 and 13 cents a 100 pounds 
to Hamburg, 12 and 14 to Bremen, 14 and 15 to Rotterdam, 12 
and 14 to Antwerp, 20 cents to Salonica. 

Little change was noted in the full cargo rates in the lum- 
ber, sugar and coal trades. The time charter market was 
quieter. 

Pacific Coast-Hawaiian freight rates will be reduced 25 cents 
a ton, or about 5 per cent, the first of the year, it is announced 
by the Matson Navigation Company, Dollar Line, Oceanic Steam- 
ship Company, and Los Angeles Steamship Co. Savings effected 
through the reduced price of fuel oil occasioned the decrease. 
General merchandise, which covers nearly all Hawaiian products 
except sugar and canned pineapples, is reduced from $6 to $5.75 
a ton. Sugar is eut from $4 to $3.75, and canned pineapples from 
$5 to $4.75. 

Non-conference intercoast'al lines are quoting $5 a ton on 
iron and steel since the conference reduced its basic price to $6. 
This represents a spread of $1 a ton between the conference 
and non-conference carriers, as compared with $2 previously. 
Conference members say they are getting a little more steel than 
formerly, but whether this will be in sufficient volume remains 
to be seen. It is reported on good authority that the intercoastal 
conference has been discussing a differential on steel and iron 
in favor of New York to offset rail disparities, but no definite 
action has yet been taken. 
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Entry of a large number of tramp vessels into the inter. 
coastal trade has proved to be a disturbing factor and has leq 
to serious dissension among the lines. The heavy demand from 
Miami and other Florida points for lumber has resulted in the 
influx of many additional ships into that route, and this hag 
shaken rates established by the regular lines. It is further re. 
ported that the increases made recently on canned goods and 
fruits from the Pacific to the Atlantic are being maintained wit 
difficulty by the intercoastal conference. 

Improvement in the Pacific Coast-European grain trade, 
which has been expected for several months, has finally materia]. 
ized with some abruptness. This is the last major trade on the 
west coast to join the advance movement. Several weeks ago 
there was no inquiry for full cargo vessels for wheat or barley 
to the United Kingdom or Continent, and lines were forced to 
book their immediate grain requirements at 17 to 25 shillings a 
ton. Last week full cargo business reappeared at 32s. 6d. Early 
this week the rates jumped to 33s. 6d., and later to 35s. Stil] 
higher rates are expected. Strong demand for British Columbia 
wheat is given as the cause for the advance, which comes at a 
time when general cargo offerings have passed their peak, 
Tramp tonnage is in better demand on the west coast in all 
trades. The scarcity has forced Australian lumber rates up to 
$14, and it is believed that strength in the European service may 
lead to further advances across the Pacific. 

At least four small steamers of small size and light draft 
have been taken for lumber from British Columbia to Miami at 
about $18 a 1,000 feet, with free loading and “owners’ terms” re- 
garding discharge. As high as $18 a 1,000 has been offered for 
small American steamers capable of entering Florida ports, 
with free loading and free discharge. There has also been a 
revival of the British Columbia. lumber trade to north of Hat- 
teras, with offers of $14 to $14.50 for foreign flag ships. 

At a recent meeting of the Pacific Coast Committee of the 
Intercoastal Conference it was decided to appoint a special com- 
mittee to take up with West Indies and Porto Rican lines the 
question of an increase in through rates to those islands. 


PORT AUTHORITY AND N. Y. CENTRAL 


The Trafic World New York Bureau 


That readjustment of the New York Central tracks in New 
York City is a freight problem and must be considered part of 
the comprehensive plan of the New York Port Authority for 
development of the harbor, was the stand taken by the Port 
Authority in a brief filed Thursday at a meeting of the Joint 
Legislative Committee on Grade Crossings at the New York 
offices of the Transit Commission. 

“It is intermeshed with the entire system of railroad serv- 
ice to the Port of New York,” declared Julian A. Gregory, chair- 
man of the Port Authority, who, with that organization’s coun- 
sel, Julius Henry Cohen, appeared in answer to the Committee’s 
invitation. 

The Port Authority brief pointed out that the comprehen- 
sive plan adopted under the compact between New York and 
New Jersey, formally enacted by both states and ratified by 
Congress, required improved service to Manhattan by the New 
Jersey railroads and the establishment of union inland freight 
stations on the island for handling shipments into and from 
Manhattan by all the railroads serving the port. The Port 
Authority’s proposal, put forward last August for the establish- 
ment of such union freight stations, with industrial buildings 
above them, connecting with the railroads by means of motor 
truck service, was described in the brief. 


MUNSON BUYS BARGE CANAL LINE 


The Trafic World New York Bureau 


Controlling interest in the New York Canals & Great Lakes 
Corporation, which owns 50 barges and 20 canal steamships and 
operates about two-thirds of the tonnage through the New York 
State Barge Canal to lake ports, has been acquired by the Mun- 
son Steamship Line. 

“One of the chief reasons for our taking control of the New 
York Canal & Great Lakes Corporation,” said Frank C. Munson, 
president of the line, “is that we hope, through the use of the 
corporation’s routes as feeders to our own extensive coastwise 
and foreign shipping routes, to assure the future of the Barge 
Canal as a paying system and to put the inland manufacturers 
in closer touch with their markets by assurance of good water- 
way service.” 

Mr. Munson said that the canal routes would be operated as 
a unit with the steamship company’s coastal and overseas lines, 
and that special combination ocean and canal rates would be 
offered to shippers. 

It is understood that a large number of the barges and canal 
steamers will be used during the winter, when the waterway 1S 
frozen, in New York Harbor traffic, on Long Island Sound, and 
in Florida ports. 


Mr. Munson declined to give the price paid. It is recalled 
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MEMPHIS, 


TENNESSEE 


The Logical Distribution Center for 
the Entire South, Southwest 
and Southeast 


Home of the Largest Merchandise 
Warehouses in the South 


FEDERAL COMPRESS & 
WAREHOUSE COMPANY 


Successors to 
Memphis Terminal Corporation 


Properties covering approximately 200 
acres. 


10 miles standard railroad tracks on the 
property. 


We operate our own switch locomotive 
and connect with the Chicago, Rock Island 
& Pacific R. R., Dlinois Central R. R., Louis- 
ville & Nashville R. R., Missouri Pacific R. R., 
Nashville, Chattanooga & St. Louis R. R., St. 
Louis & San Francisco R. R., St. Louis-South- 
western R. R., Southern Railway, Yazoo & 
Mississippi Valley R. R., also with the 
Mississippi-Warrior River Barge Service 
who switch to our plant without additional 
switching charges on carload lots. 


We Invite Storage of All Kinds of 
GENERAL MERCHANDISE 


POOL CAR DISTRIBUTION 


Warehouses of concrete construction, auto- 
matically sprinkled; lowest insurance rates. 


We maintain on the property a private 
watching and police force of from 
10 to 25 men. 


Member A.W.A. 


Address MERCHANDISE DEPT. 


P. O. Box 1025 Memphis, Tenn. 






Immense Increases 
Mark the 
History of 


Ohe 
Port of Houston 





INCE The Port of Houston began 
to build its modern facilities, 





making possible its use to vessels 
of all types, the port has 
GROWN. 


Strategic location—FIFTY MILES 
CLOSER BY WATER—its RAIL 
SERVICE, seventeen railroads touching 
the sea at this point—its WAREHOUS- 
ING AND FORWARDING FACILI- 
TIES—have all combined to make THE 
PORT OF HOUSTON A POINT OF 
ECONOMY FOR THE SHIPPER. 





















xe 





The story of The Port of Houston is 
told in picture and text in “PORT 
HOUSTON,” the official organ of The 
Port Commission. The story of Hous- 
ton’s enormous rate advantage through- 
out the Southwest is told in Houston 
Freight Rate Book No. 1. Both books 
are FREE. 


xe Se 
Address 


The Director of the Port 


5th Floor Courthouse 
HOUSTON TEXAS 
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that the equipment was sold by the government after the war 
for $1,600,000. 

New officers were elected by the canal corporation as fol- 
lows: Frank C. Munson, president; Carlos Munson, vice-presi- 
dent; Charles M. Dimm, treasurer. These three were also elect- 
ed directors, and also Edward S. Hughes and E. G. Warfield, for 
the minority interests. 


PANAMA CANAL TONNAGE 


Cargo passing through the Panama Canal, in the fiscal year 
ended June 30, last, fell off 11.2 per cent, according to the report 
of canal operations just issued. The decline, in tons, was from 
26,994,710, in 1924, to 23,958,836, in the year ended with last June, 
That loss, the report says, is more than taken care of by the 
decline in shipments of California oil, 3,817,577 tons. The decline 
in the oil tonnage was not equaled by the increase in other 
cargo the increase in other commodities totaling only 781,703 
tons. The report is as follows: 


From cargo declarations submitted by masters of vessels it was 
pessible to classify about 70 per cent of the cargo passing from the 
Atlantic to the Pacific, and about 94 per cent of the cargo passing 
from the Pacific to the Atlantic. 


PRINCIPAL COMMODITIES—ATLANTIC TO PACIFIC 


Westbound commodities which aggregated more than 100,000 tons 


= eee of the fiscal years 1924 or 1925, are listed in the following 
table: 


Fiscal year Fiscal year 
Commodity 1924 19 

Automobiles and accessoriesS.............e0- 120,124 145,676 
NE on an aacales cig we sen iw Eun ik aiKk ab eaeeeesdmaele 303,724 359,831 
SE EE WE ca ccc teenevcdinciesdeemunneeda 281,935 255,345 
I tn Le Bae dite 64-6.dee ah ee egeonddwes cee 100,925 145,604 
Manufactured goods: 

RR COE ry etm 1,691,712 1,416,135 

NE Sind chara ksse'd & hotidd abductees weakwon 181,112 133,024 

ET COEOMIND oon. cota vin veduecce aaewtels 192,537 139,740 

Co ae er re piraccuhs 208,020 141,033 
ee I a aos 6 Wi aneig: 0 6, 6: are Aibia’4.© thaw wees 322,896 211,148 
NE Os 6d oa'e'4 wd ociaws oe sdeacane decile 1,079,137 948,451 
ey Gane HOPOT WO. oa ce cccicvedccisocesvs 97,987 110,805 
RR EO ov a8 G Gta wang Wiad hw A ROHS Ook Sree 146,712 165,925 
NRE Sahai ac" ch ard clad ait 60 Giese G1 eer Gl aio nee 3,133,279 3,225,680 

I aig cl Nein ea cee 7,860,100 7,398,397 


These 12 commodity groups made up approximately 60 per cent 
of the total cargo through the Canal from Atlantic to Pacific during 
the fiscal year 1924, and about 56 per cent of that during the fiscal 
year 1925. Increases are shown for automobiles and accessories, 
cement, cotton, paper and paper pulp, and sulphur, and decreases for 
coal and coke, various manufactured goods, metals, and mineral oils. 

PRINCIPAL COMMODITIES—PACIFIC TO ATLANTIC 


Eastbound commodities which aggregated more than 100,000 tons 
during either of the fiscal years 1924 or 1925 are listed below: 


Fiscal year Fiscal year 
1924 1925 
INT: GieoE Tt mecca Cie ath wig nd ale ernne Gielen aoiae ewes 379,542 236,115 
IE Sch Baldy said a pinlaie'ehieco Na dk #6 Me 60,030 101,218 
Canned goods (fish, fruit, vegetables, meat, 

NINE Sib did ere w aks ds muni eGnaa tune ta eile woe 444,595 500,043 
SN cuahandc antalty du ditet oes adie w Av tiscwe he llos 102,451 81,881 
Cold storage (meat, butter, fruit, ete.)...... 167,893 248,157 
NE ONIN 6:56:35 0: o-din'o 4: oe. 6:60 04) swde.ecerec Wadiacbie 103,469 135,832 
NS Selb ilatig aitt Sh, a eiecdcnS uele Kalas oe eel wmebe 1,824,438 2,255,421 
SE NUNN 56. 0:6 ci onacre 6d enyecis:sRneoinectate 360,828 436,261 
I a6. on. & Sho: bv: 4s. edis einen wns tiladwine Tes 1,744,580 2,155,814 
RS ST ae eA Asi) 9,721,446 5,989,622 
INNS 502.5, aseplnsdhliz'ai bin oro Stora mateo. 712,681 1,286,634 
aie Beare sibnswincks cells tattnd ue vere cvand Sra dokersy 270,688 211,168 
I dob asic ca wore cicnniac nap oloneeicond wmaeiane 1,352,388 1,078,844 
Se RM bd best 8 ccecke ocak Weadeedewe 1,889,581 1,843,429 

| Re pee ee oy ee eee ee 19,134,610 16,560,439 


The above 13 commodity groups comprised about 90 per cent of 
the total cargo moving from the Pacific to the Atlantic during the 
fiscal years 1924 and 1925. Barley, coffee, mineral oils, sugar, and 
wheat show decreases, ne sponge A marked in the mineral oil ship- 

to) 


—.. All other commodities show increases, with lumber leading 
e list. 


CARGO FROM ATLANTIC TO PACIFIC—ORIGIN AND 
DESTINATION 


Cargo originating on the eastern seaboard of the United States 
during the fiscal year 1925 showed a decrease of 661,091 tons or 12 
per cent, as compared with the fiscal year 1924; from the British Isles 
there was an increase of 41,597 tons or 5 per cent; and from Conti- 
nental Europe an increase of 171,482 tons or 18 per cent. Over 90 
per cent of the cargo westbound through the Panama Canal originates 
either on the eastern seaboard of the United States or in Europe. 
Other regiosn of origin, with the exceptions of the east coast of South 
America and Mexico, show small increases, with a decrease in the 
total of a little over 6 per cent. 

By destination, four regions, the west coast of the United States, 
the west coast of South America, Australasia, and the Far East, take 
over 90 per cent of the westbound cargo. Of these four destinations, 
the west coast of South America and Australasia show relative as 
well as actual increases, and the west coast of the United States and 
the Far East show relative as well as actual decreases. Other 
destinations with the exception of Balboa, C. Z., and the west coast 
of Mexico show relative as well as actual increases. 


CARGO FROM PACIFIC TO ATLANTIC—ORIGIN AND 
DESTINATION 


Over 86 per cent of the eastbound cargo through the Panama 
Canal originates on the west coasts of the United States and South 
America. Of these two regions of origin the west coast of South 
America shows an increase in tons of 705,747 or a little over 17% 
per cent, and the west coast of the United States shows a decrease 
in tons of 3,430,205 tons of nearly 36 per cent. Other regions of origin 
show comparatively small increases and decreases which, taken as a 
whole, about even up. Total Atlantic-bound cargo for the fiscal year 
1925, as compared with the fiscal year 1924, shows a decrease of 2,574,- 
171 tons or approximately 13 per cent. This decline is more than ac- 
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counted for by the decline in shipments of mineral oils from the 
California oil fields, which were 3,817,577 tons less during the fiscal 
year 1925 than during the fiscal year 1924. 

As in the origin of westbound cargo the destination of the 
greater part, nearly 94 per cent, of the eastbound cargo is found to 
be the Atlantic seaboard of the United States, and Europe. Cargo 
bound for Continental Europe and the British Isles shows a relative 
as well as an actual increase as compared with the fiscal year 1994 
while that bound for the eastern seaboard of the United States shows 
a decrease of something over 20 per cent. As in the origin of east- 
bound cargo above, this is due to decline of shipments of minera| 
oils from the California oil fields, the greater part of which are over 
the United States intercoastal route. 


PARCEL POST REGULATION 


W. Irving Glover, second assistant Postmaster General, has 
issued the following: 


Effective at once, parcel-post packages addressed for delivery in 
Rumania must be accompanied by three customs declarations (Form 
2966). Each declaration must be completed in English with an inter. 
lineation in either French or Rumanian, indicating in detail the con- 
tents of the parcel; that is, the number of articles, the quality, the 
proportion of the materials composing each article of merchandise, the 
exaet weight as well as the number of threads to a centimeter and 
to a square meter of fabrics, the fineness and kind of metals compos- 
ing the articles or their garnishments. Customs declarations must also 
contain the gross and the net weight in grams of the parcel. 

The above should be added to the heading “Observations,” ap- 
pearing under the item ‘‘Rumania,” shown on page 245 of the annual 
Postal Guide for 1925. 


POSTAL REGULATIONS 


Postmaster-General New has announced that amendments to 
the postal laws and regulations, effective December 1, provide, 
among other things, for an increase in the registration fee of 
all articles addressed to foreign countries included in the Postal 
Union of from 10 to 15 cents. This fee is no more than the 
minimum registry fee charged for domestic registered mail and 
the increase in foreign registry will entitle the sender to obtain 
indemnity of not exceeding 50 francs in case of loss of such 
articles. 

The amendments also provide that registered articles under 
the Postal Union shall be subject to a charge of 10 cents for 
return receipts requested subsequent to the time of mailing 
the articles. The same fee will also be charged for inquiries 
and complaints concerning international registered and insured 
mail when such inquiry is not due to fault of the postal service 
or there has been no failure to provide a return receipt for 
which the sender paid the prescribed fee. A charge of 5 cents 
will be made in connection with similar inquiries and complaints 
involving ordinary mail addressed to foreign countries. 

Postal officials estimate that the increase in the registry 


fee alone on international mail will produce $500,000 additional 
revenue each year. 





SHIP SALES REPORTED 


Sale of eleven ships of various types were announced this 
week at the Shipping Board as follows: 


Lake Charles, 2,875 deadweight tons, bought by F. J. Gaunt- 
lett for $28,000. 


Castlewood, 5,141 deadweight tons, bought by A. H. Bull 
Steamship Company for $92,000. 


Lake Haresti, 4,208 deadweight tons, bought by Edwin H. Duff 
for $15,000, with agreement to make improvements. 
Moline, 4,425 deadweight tons, bought by Atlantic Caribbean 


Steam Navigation Company for $75,000, vessel to be converted to 
an oil burner. 


Lake Medford and Lake Washburn, 3,390 deadweight tons 
each, bought by Lawrence Steamship Company for total of $58,000. 

Hegira, 11,600 deadweight tons, bought by Hegira Steamship 
Company, of Tacoma, Wash., a subsidiary of the Weyerhaeuser 
Timber Company, for $250,000. 

Lake Chelan, 2,942 deadweight tons, and Lake Helen, 2,989 
deadweight tons, bought by Consolidated Navigation Company of 
Baltimore, Md., for $33,000 and $28,000, respectively. 

Coquina, 3,189 deadweight tons, and Corsicana, 3,303 dead- 
weight tons, bought by Pillsbury & Curtis, San Francisco, for 
$25,000 each and agreement to make improvements. 


DIESELIZATION OF SHIPS 


The Shipping Board has awarded to the Sperry Gyroscope 
Company a contract for control equipment for steering gears for 
the 14 vessels which will be converted to Diesel propulsion, 
the equipment being as follows: Dual electric steering control 
equipment; self synchronous helm angle indicator (with 2 indi- 
gators); and steering motor control panel for after steering 
station. The total cost for the equipment for these 14 ships 
will approximate $53,760. 


DOLLAR OFFER REJECTED 


The Shipping Board, Dec. 3, approved the recommendation 
of President Crowley, of the Fleet Corporation, that the offer 
of R. Stanley Dollar for the Admiral Oriental Line be rejected. 
New bids will be asked for the line. If the line is not sold, 
the Board will consider the question of changing managing 
operators. Dollar now operates the line for the government. 

It was understood that W. C. Dawson, of Seattle, formerly 
a managing operator for the board, had the backing of Seattle 
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YOU MEN 


who are tired 


of the usual convention places 


ERE is a different, better, much 

more interesting and enjoyable 
convention site—famous French Lick 
Springs Hotel, the home of Pluto 
Water, known the world over as 
America’s premier health and recre- 
ation resort. A less expensive place, 
, too—meals and room are included 
in the moderate rate you pay at 
French Lick Springs; and you avoid the heavy 
theatre, restaurant, taxicab and other entertain- 
ment bills that other convention sites require of 
you. Doesn’t that picture the sort of place your 
organization would do well to choose next time? 


There is renewed health for you here in the 
bubbling natural waters of the Pluto, Bowles and 
Proserpine Springs. Severe winter is unknown in 
this semi-southern Cumberland foothills region. 
Golf is played on the two 18-hole French Lick 
Springs Hotel courses long after weather stops all 
thought of golf elsewhere. And this superb, per- 
fectly appointed and equipped 
metropolitan hotel affords other | 
diversions in abundance. 


Ready now, too, is the large new 
wing containing, among other 
features,a well-ventilated daylight 
ground floor convention audito- 
rium flexibly arranged so that 
meetings of any size from 50 to 
1500 persons can be held with- 
out leaving the hotel. 





Everyone intends to visit French Lick Springs 
some day. Your next convention is your oppor- 
tunity to do so. Write now for illustrated book- 
let with detailed convention information. 
Address Convention Secretary, French Lick 
Springs Hotel Co., French Lick, Indiana. 


“Home of Pluto Water” 


FRENCH LICK SPRINGS HOTEL 
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e HAMBURG-AMERICAN LINE 







, United American 


Lines 
INTERCOASTAL SERVICE 


Regular Fortnightly Sailings of Cargo Steamers 


to 
Los Angeles Harbor, San Francisco, 


Oakland, Portland and Seattle 


From From From 
New York Baltimore Savannah 
ie taiass sis ovens Dec. 8 
PETER KERR......... wae Dec. 12 Dec. 18 Dec. 22 
EASTERN KNIGHT...... Dec. 26 Jan. 1 Jan. 5 
MONTICELLO ........+. Jan. 9 Jan. 15 Jan. 19 
HANINAWA oc. cc cccccccice Jan. 23 Jan. 29 Feb. 2 


Pier No. 9, B. & O. R. R., Locust Point, Baltimore, Md. 
Pier No. 5, New York Docks, Brooklyn, N. Y. 


A dependable service at differential rates 


Goods for Hawaiian Islands trans-shipped at Los Angeles Harbor 
without rehandling (connecting carrier loads at same wharf) by 
the fast passenger steamers of the 

LOS ANGELES STEAMSHIP COMPANY 
with which excellent connections are made. 





Joint Service with 


5 





Passenger and Cargo Steamers 


NEW YORK TO HAMBURG 


DEUTSCHLAND ....... Dec. 10 ALBERT BALLIN......Jan. 7 
CLEVELAND .........Dee. 19 THURINGIA .......... Jan. 14 
MONTPELIER ........ Dec. 24 DEUTSCHLAND ....... Jan. 21 
WESTPHALIA ........ Dee. 31 CLEVELAND .......... Jan. 28 


Steamers sail from Pier 86, North River, Foot of West 46th St.- 
PHILADELPHIA TO BREMEN AND HAMBURG 


Pe ee eee ae re Late Dec. or Early Jan. 
BALTIMORE TO BREMEN AND HAMBURG 
SEEKONK (via Hampton Roads)...........cccceeeceeeees Jan. 16 


NORFOLK AND NEWPORT NEWS TO BREMEN 
AND HAMBURG 


SAP rrrrrer core ris SCRE ER aa bees ee Dec. 5 
SA er Or ee Ee ee eS CLA EEE SY Eo Jan. 19 
NEW ORLEANS TO BREMEN AND HAMBURG 
Si Hs bah 606 peace sabeueee sce Late Dec. or Early Jan. 


ALSO DIRECT FREIGHT AND PASSENGER SERVICE 
FROM U.S. PACIFIC PORTS TO HAMBURG, 
ANTWERP AND UNITED KINGDOM 


Through bills of lading via Hamburg to LONDON, HULL, LEITH, 
DUNDEE and all Scandinavian, Baltic, Mediterranean, 
Levant and African Ports. 


General Offices: 39 BROADWAY, New York 


WESTERN FREIGHT OFFICE: 





CHICAGO.........eeeeee 327 8. La Salle St., Phone Wabash 4891 
BRANCH OFFICES: 
PITTSBURGH. ......-seececccceccecess 4128 Jenkins Arcade Bldg. 


POU. «0 occ vcccnecccsdestceoesesecas 1003 Rockefeller Bldg. 


ATLANTA........ Ses ve cceccs es ccccesocescveecostes 


G00 6 0000s cceseeees Dichmann, Wright & Pugh, Ine. 
BOSTON..... bie sthaliddi ba vlees $ see eget C. H. Sprague & Son 
ES co ccc cocescs cedecbbcoveoeseuw M. J. Hogan & 


Co. 

SE SA Se eT Oe ee ee Los Angeles 8.8. Co. 
iinistaw Reie'd00 at be eabiddins an eho eee Richard Meyer Co. 
DESEO thw gcd. idiee aN oibied Dichmann, Wright & Pugh, Ine. 
betes aaeeinael Sudden & Christenson 

Dichmann, Wright & Pugh, Ine. 
shee seguee Columbia Pacific Shipping Co. 

ER pisieeseeaetroaivel Sudd Christenson 
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interests, and that he would make an offer for the line in the 
event that the matter was reopened. 

President Crowley, of the Fleet Corporation, will receive 
bids, December 7 for the American South African Line, oper- 
ated by A. H. Bull & Company, between New York and South 
and East African ports. There are five vessels in the service. 


CONFUSION IN TYPE CORRECTED re 
An error in making up two pages in The Traffic World of 
November 28 has caused some confusion. The matter on page 
1293 should follow immediately the article headed, “Dalton Re- 
ports to Coolidge,” on page 1291, just ahead of the continuation 
of that article on page 1292. The first matter on page 1294 


should follow immediately the last article on page 1292, headed, 
“Replacement Program Urged.” 


NEW HAVEN FREIGHT YARD 


The Secretary of War has approved an application of the 
New York, New Haven & Hartford for modification of the har- 
bor lines on East River, New York Harbor, south of East 132d 
street, the applicant proposing to develop at this point an ex- 
tensive freight yard with a dock and warehouse for freight in- 
terchange with ocean carriers. A depth of 40 feet is desired 
at the dock, but this is economically impracticable at the present 
harbor lines because of shallow water and rock bottom, the 
Secretary said. On the modified line a dock 800 feet long can 
be built and the 40-foot depth desired for large ocean steam- 
ships will be practicable. 





STEAMSHIP ARIZONAN’S LARGE CARGO 


The American Hawaiian Steamship Company’s oil burning 
freighter, Arizonan, cleared recently from San Francisco for 
New York, Philadelphia and Baltimore with the largest carzo 
of local products that ever cleared from the port. It consisted 
of over 12,000 deadweight tons, all loaded locally on the bay 
at San Francisco. The cargo included 236,520 cases canned 
goods, 56,730 cases of dried fruit, 9,408 bags of beans, 624 tons 
of copper, 7,669 bags of magnesite, 269 tons of lead, 3,120 pack- 
ages of linoleum, and other tonnage consisting of wool, rice 
and various manufactured articles. 


CANADIAN TRAFFIC LEAGUE 


The Canadian Industrial Traffic League met in annual meet- 
ing in Toronto, November 25, the retiring president, W. R. 
Ingram, traffic manager of the Swift Canadian Company, Lim- 
ited, being in the chair. 

The League adopted changes in and additions to the con- 
stitution and by-laws in order that it might function on a na- 
tional basis, taking in all sections of the country in its activities. 
Reports were received from various committees. Officers for the 
ensuing year are: 


Honorary officers—Honorary president, J. E. Walsh, general 
manager, the Canadian Manufacturers’ Association, Toronto. 
Honorary vice-presidents—T. Marshall, Toronto Board of Trade; 
J. K. Smith, Montreal Board of Trade; D. McLean, Hamilton Cham- 
ber of Commerce. Officers—President, W. C. Thompson, traffic 
manager, Goodyear Tire & Rubber Co., Ltd., New Toronto; vice- 
president, E. J. C. Finch, Imperial Oil, Ltd., Montreal; treasurer, 
H. W. Blahout, Dunlop Tire & Rubber Goods Co., Ltd., Toronto; 
general secretary, Colin D. Crichton, Imperial Oil, Ltd., Toronto. 
Executive council—W. C. Thompson, Goodyear Tire & Rubber Co., 
Ltd., New Toronto; E. J. C. Finch, Imperial Oil, Ltd., Montreal; 
H. W. Bilahout, Dunlop Tire & Rubber Goods Co., Ltd., Toronto; 
W. R. Ingram, Swift Canadian Co., Ltd., Toronto; Guy Tombs, 
Guy Tombs, Ltd., Montreal; J. F. Hamilton, Canada Cement Co., 
Ltd., Montreal; A. E. Elliott, Dominion Bridge Co., Ltd., Montreal; 
F. T. Parker, Canadian Explosives, Ltd., Montreal; Alex. W. Bell, 
General Motors, Ltd., Oshawa; F. W. Dean, Steel Co. of Canada, 
Ltd., Hamilton; J. M. . Moore, McClary Manufacturing Co., 
London; E. F. Ladore, Hiram Walker & Sons, Ltd., Walkerville. 


Officers of the Ontario Division of the League elected are 
as follows: 


Chairman, Alex. W. Bell, General Motors, Ltd., Oshawa; vice- 
chairman, F. W. Dean, Steel Co. of Canada, Ltd., Hamilton; sec- 
retary, W. A. Morris, Dominion Glass Co., Ltd., Toronto. Divi- 
sion executives, W. R. Caldwell Canadian Canners, Ltd. Ham- 
ilton; J. Mayor, Sheet Metal Products Co. of Canada, Ltd., To- 
ronto; L. R. Howe, Toronto Board of Trade, Toronto; J. M. s 
Moore, McClary Manufacturing Co., London; E. F. Ladore, Hiram 
Walker & Sons, Ltd., Walkerville; T. F. Rahilly, Algoma Steel 
Corporation, Ltd., Sault Ste. Marie; Edmund Smith, Dominion 
Chain Co., Ltd., Niagara Falls; W. S. Campbell, Canadian General 
Electric Co., Ltd., Toronto. 


The officers of the Quebec Division are as follows: 


Chairman, E. J. C. Finch, Imperial Oil, Ltd., Montreal; vice- 
chairman, F. T. Parker, Canadian Explosives, Ltd., Montreal; 
secretary, Alfred S. Kirk, Guy Tombs, Ltd., Montreal. 


The division executive for the Quebec Division is yet to be 
appointed. 

In the evening the annual banquet was held in the King 
Edward Hotel, the speaker being Dr. Cody, chairman of the 
board of governors of the University of Toronto. In his ad- 
dress, Dr. Cody referred to the evolution of transportation from 
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the primitive methods of the earliest man down to the tremep. 
dous and complex ramifications of the present day systems of 
transportation. 

Referring to negotiations relative to the establishment of a 
chair of transportation at the University of Toronto, Dr. Cog 
outlined the inception and growth of the various faculties of 
the university, and stated that the university had on its staf 
in Professor W. T. Jackman one of the greatest authorities oy 
transportation, internationally known as such; that the univer. 
sity was sympathetic toward the establishment of this chair, ang 
that, provided a sufficient amount could be guaranteed to the 
university for this purpose (he estimated that the amount re. 
quired would not be greater than ten thousand dollars annually), 
the university would gladly take steps toward the establishment 
of such a department. He suggested that those interested take 
further steps toward making the establishment of such a chair 
a possibility. 

W. R. Ingram, the retiring president, reviewed the activities 
of the League during the year, and pointed out the danger of 
existing legislation in the railway act which permits the Gov. 
ernor-in-Council, on petition or otherwise, to overrule the deci- 
sions of the Board of Railway Commissioners, thus opening the 
door for matters of railway administration to be brought into 
politics. 

W. M. Neal, assistant to the vice-president of the Canadian 
Pacific Railway, and A. E. Warren, general manager, Canadian 
National Railways, Central Region, also addressed the members 
and guests, as did W. C. Thompson, the new president of the 
League. Also present at the head table were: E. J. C. Finch, 
the new vice-president, L. A. W. Doherty, freight traffic man- 
ager of the Canada Steamship Lines, and L. MacDonald, assist- 
ant freight traffic manager of the Canadian National Railways. 


VALIDITY OF SECTION 189 


The Trafic World Ottawa Bureau 


The Supreme Court of Canada, November 25, heard argument 
respecting the validity of section 189 of the Dominion railway 
act, involving the right of the Nipissing Central Railway Com- 
pany, a subsidiary of the Temiskaming & Northern Ontario, to 
occupy crown lands in the province of Quebec for the purpose 
of completing a proposed extension of its Larder Lake branch 
from Ontario into the Rouyn mining district. 

Eugene Lafleur, who represented the Attorney-General of 
Canada, said there were three questions for the court to decide— 
first, whether it was within the competence of Parliament to 
enact the provisions of section 189 of the railway act of 1919, 
with regard to crown lands. This section states that no com- 
pany shall take possession of, use, or occupy any lands vested 
in the Crown without the consent of the governor-in-council 
(the government). Mr. Lafleur contended that the Dominion 
government had such power, and that it was within its sole 
jurisdiction to pass such an enactment. 

The second question was whether such section, respecting 
consent to the occupancy of crown lands, applied to provincial 
crown lands. He contended that it did, and the governor-in- 
council, therefore, had the right of consent where it was neces- 
sary for a railway to occupy provincial crown lands to build a 
line from one province to another. The third question was 
whether it was obligatory on the part of the governor-in-council 
to give consent when demanded. Mr. Lefleur argued that it 
was a matter of discretion. 

Mr. Tilley, representing the Nipissing Central, argued much 
along the same lines, but said the governor-in-council could not 
refuse consent to the occupation of crown lands where the re- 
fusal would prevent the building of a railway. 

Mr. Lanctot, for the province of Quebec, held that section 
189, with regard to provincial crown lands, was outside the 
jurisdiction of the act. He said it did not apply to provincial 
crown lands, since the crown in right of the provinces was not 
mentioned, and, by general rule of law and statutory construc- 
tion, the crown was not bound by legislation unless expressly 
provided. He claimed that, so far as the section in question 
purported to extend any authorization by order-in-council for 
the use of provincial lands, without the consent of the pro- 
vincial government concerned, it was ultra vires of the Dominion 
Parliament. 

The decision on the question is awaited with interest, as the 
Canadian National is now building into the territory, and this 
action is to enable the Canadian Pacific, through its subsidiary, 
to do likewise. 


CANADIAN CAR LOADING 


Car loadings for the week ended November 21 made a new 
high record of 78,625 cars. In the eastern division coal was 
heavy, amounting to 5,146 cars, with gains in grain and mer- 
chandise. In the western division, grain loading was the heavi- 
est of any week this year. Coal increased over the previous 
week. “Other forest products” and merchandise also showed 
increases. Compared with the corresponding week in 1924, the 
total loadings increased 10,483 cars, the chief increases being 
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in grain, 5,781 cars; merchandise, 607 cars; and miscellaneous 
freight, 1,787 cars. . 


CARS OF REVENUE FREIGHT LOADED ON 
RAILWAYS 
EASTERN CANADA 


c—For the Week Ended—, 
Nov. 21 Nov. 14 Nov. 22 


CANADIAN 



































Commodities 1925 1925 1924 
Grain and Grain Products............+e+- 3,842 3,765 3,593 
Be CESS oon dak ebb ed<docddedurhesar 4: oa 1,441 1,549 

EE eaeraie dnigih ataria sive 0Rels oa Vee eee lneane 5,146 4,332 3,433 
SR weworrvosneussres eenveservEerenvees 478 403 282 
SE, tater atngin tae « aacawia seeded asda ween 2,622 2,569 2,704 
IE 5 cies dh naiadaian a emigethws wala a aed aern emis 1,308 1,300 97 
I A I oa. carseat nine uid eeidmewee.eeo 2,154 2,194 1,929 
Other Forest Products.............cecees 1,237 1,188 1,009 
te RR PF Re A Oe Pe eS 910 876 867 
Menguamdmme, Lal ©. Latics bes. ccs co dcsec cece: 11,768 10,213 11,470 
NUNES &: 0.0 cia. vdia we sre maces oge0 es cores 11,063 11,321 10,055 

Total Gare Tidaded: .:.. 66 id60.b06s ccs 41,865 39,602 37,864 

Total Cars Rec’d from Connections.. 31,589 30,516 27,871 

WESTERN CANADA 
Grain and Grain Products............sse.: 19,740 17,861 14,208 
ae oa ae eae a ncne a Ae Cain oral ato 1,814 1,750 1,657 
reece cen aa mr aac. eat ana aL 4,189 3,929 4,997 
SY aud tab 6b Manes ote be cede neocons eres tee 33 54 24 
RE EEE Se ee re eS 736 661 834 
Cs Veen cwss Panther heubboououseee 85 64 44 
BO rrr re re 172 157 181 
Other Forest Products..........cesseees . 1,563 1,472 1,152 
“EA 2 OS POR Pe eee ee 698 744 539 

EEE SE AE RE PERE TEES os. 4515 4,108 4,206 
I. ule deci e toned ccheeusrseesews 3,215 3,344 2,436 

Wetal Cars Loaded... ccccccccstccccs -. 36,760 34,144 30,278 

Total Cars Rec’d from Connections.. 3,579 3,437 3,251 

TOTAL FOR CANADA 

Grain and Grain Products............. cece 25,082 21,626 17,801 
NT CINE ia. Hiiwiaicinc eens mesievedetecen vos Suen 3,191 3,206 
NE ci dacicele, ain Garermwaiaeel orem aig wihsrh aimaces aaare 9,335 8,261 8,430 
EE alii N ala Beatin Lena cinwae ial hadeuee fea §11 457 306 
NE Seiler Sonne c Rate Ae oe aneins oo oe te 3,358 3,230 3,538 
I is Sores oth 4c bolded hw o 6 4 balcldeieles 1,393 1,364 1,017 
RS BO aa noe 2,326 2,351 2,110 
Other Forest Products. .........scccccces 2,800 2,660 2,161 
Re ee a re ere eer eee eee 1,608 1,620 1,406 
III, Es CO. Bee via vcccccceccvcecceds 16,283 14,321 15,676 
SEE eee eerer 14,278 14,665 12,491 

"POUR "CREE EMME. ccccccccicscccecec 78,625 73,746 68,142 

Total Cars Rec’d from Connections.. 35,168 33,953 31,122 
CUMULATIVE TOTALS TO DATE 

1925 1924 

Grain and Grain Products............ee-- 417,185 435,260 
DE GE car ccededdebeebonseeeaeueneqaree 114,538 111,707 
CS Gandia Soak Sis 4 hoe ec ceven ee dae Cevee< 206,829 257,012 
clan it el ee a 166,670 168,997 
RR FE Toe Lae eee ee 118,113 116,448 
Ey etree re 95,953 92,302 
Other Forest Products................... 132,083 119,829 

MeN hues a gtiéne matereaee es © vst sive sidsioreae ¢ 67,105 59,456 
ENG, «Wey SEU Ei ecivccessieseseces 718,389 686,738 

SETS SENOS oy oe ee a 609,312 a 
yo Be ee eee 2,660,210 2,635,083 
Total Cars Rec’d from Connections.. 1,560,455 1,479,097 





CANADIAN BOARD ORDERS 


The Board of Railway Commissioners has issued the follow- 
ing orders: 

Authorizing the Quebec Central Railway to issue supplement 
to its tariff C. R. C. No. 924, correcting error in rates on soap- 
stone, C. L., from Leeds and Robertson, P. Q., to Montreal and 
Windsor Mills, Ont., on less than statutory notice; authorizing 
Algoma Central and H. B. Railway to open for traffic that por- 
tion of revision of its line from mileage 103.8 to 104.79; au- 
thorizing the Canadian National Railways to open for traffic 
the connection between its Lakefield and Oronto subdivisions 
at Port Hope; approving proposed supplement No. 4 to tariff 
C. R. C. No. E. T.-694, of Express Traffic Association of Canada, 
covering regulations for transportation of acids, inflammables, 
oxidizing substances and samples of explosives by express. 


CANADIAN RAIL EARNINGS 
The Trafic World Ottawa Bureaw 


The statement of earnings and expenses on the Canadian 
Pacific for October is interesting. Normally, October is the best 
month of the year for Canadian railroads, owing to the big wheat 
movement. This year, early snowstorms held up threshing on 
the prairies and curtailed the grain movement, so that the in- 
crease in gross earnings for the first three weeks of the month 
was relatively small, while there was a decrease in the last ten 
days of the month. Nevertheless, it was the best October show- 
ing in net earnings in two years, and gross was the highest 
for any month since November, 1923. Net for the month has 
been exceeded only three times by any October in the history 
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of the road. The ten-month showing in net is the best since 
1917, being $1,611,889 ahead of last year. The following are 
the figures for the month of October and ten months’ periog. 


October— 1925 1924 
6 init: ARE Sti ha Ora eis 04 ee $19,569,188 $19,352,349 
WE I, siaicewltere.s ccc rcleptwtseeecwaere 12,125,161 12,330,163 
OONENE, Saharccs Dies, meee s nemee tena $7,444,027 $7,022,177 
PIES» Sa TS ee eae 
Ten months— 
GEE «hike aie So + TM Roeecerte mW ieee ecu $144,243,276 $148,711,039 
a a ee ere 115,163,327 121,242,979 
Re > a ee ee 
I saci tei ascent enincianonibmlgnmnotin $29,079,949 $27,468,059 


The showing of the Canadian National Railways was also 
good. The gross earnings for October were $27,175,821, an ip. 
crease of $4,335,123, as against the corresponding month of 1924, 
and an increase of $918,048 over October, 1923. For the ten 
months, the gross earnings were $196,444,081, as compared with 
$195,325,323 for the corresponding ten months of 1924 and $206. 
393,341 for 1923. Operating expenses were $19,015,863 in Octo. 
ber, 1925, as compared with $18,146,855 in October, 1924, and 
$21,072,756 in October, 1923. Operating expenses for the ten 
months were $175,958,360, as compared with $184,555,659 in 1924 
and $194,280,629 in 1923. 

Net revenues for October were $8,159,958, an increase of 
$3,466,115 over October, 1924, and $2,974,941 over 1923. For the 
ten months the net revenues amounted to $20,485,721, as com- 
pared with $10,769,664 in 1924 and $12,114,712 in 1923. 

The ratio of operating revenues to expenses continues to 
show a marked improvement. In October, 1925, the operating 
ratio was 69.97, as compared with 79.45 per cent in October, 
1924, and 80.25 per cent in 1923. The operating ratio for the 
ten months was 89.59, as compared with 94.49 last year, and 
94.13 in 1923. 


October— 1925 1924 

GS eco Oe eae ae ees nue’ $27,175,821 $22,840,698 

We NS al eee oe es en is cenieeee 19,015,863 18,146,855 
EE. <i sil ¢.¢.+'s- tia s 4 ¢ © 6 6.ctatee © «oe Shine $8,159,958 $4,693,843 

Ten months—+ 

I aha ae Ass. ores octets Og € ee ™ $196,444,081 $195,325,323 

WN Shee 6 bn Sra elds ers oo co.o ae sacore 175,958,360 184,555,659 
i ee OR ee ee ae ee $20,485,721 $10,769,664 


Gross earnings of the Canadian National for the week ended 
November 21 were $5,865,813, as compared with $4,880,351 for 
the same period in 1924, an increase of $985,462, or 20 per cent. 
Earnings of the Canadian Pacific for the same period were 
$4,746,000, an increase of $496,000, or 11.6 per cent. 

Net earnings of the Temiskaming & Northern Ontario Rail- 
way for the year ending October 31 were $750,000, as compared 
with about one million dollars last year. 


CANADIAN SURCHARGE 


For the period ending December 14 there will be no ex- 
change on Canadian funds and no surcharge on international 
freight or passenger business. 


' CANADIAN PACIFIC BRANCH LINES 


The Canadian Pacific has given notice that it will apply, at 
the coming session of Parliament, for authority to build branch 
lines from a point at or near Duchess or Rosemary on its Bas- 
sano Easterly branch in Alberta and from a point at or near 
Rosetown on the Moose Jaw Northwesterly branch to the 
Pheasant Hills branch at or near Keppel or Perdue; also asking 
for an extension of time on the construction of the branch from 
Asquith to Cloan on the Wilkie branch. 


OPERATING STATISTICS 


The statement of operating revenues and expenses of Cana- 
dian railways for September, issued by the Canadian Bureau 
of Statistics, shows a big increase in freight traffic, ascribed 
to the larger grain crop and earlier harvest. Car loadings of 
grain and grain products in the west reached the record of 
19,234 for the week ended September 26, while the peak in 1924 
was 14,736 cars for the week ended November 1. 

Increase in revenue freight of the railways was 55.7 per 
cent, and freight revenues increased $6,652,683, or 27.1 per cent. 
The smaller per cent of increase in revenues is ascribed to the 
low freight rate on grain which reduced the average receipts 
per ton-mile to .940 cent, as against 1.199 cents last year, and 
1,283 cents in August. Passenger revenues increased $478,847, 
or 6.7 per cent, for an increase in passenger miles of 16 per 
cent, and a slight reduction in the number of persons traveling. 
Total revenues increased $6,977,633, or 18.9 per cent, and, with 
operating revenues increasing only $2,993,033, net revenues in- 
creased $3,984,602. 

The total payroll was heavier by $994,085 and the average 
number of employes increased 2,032. The average load per 
train increased from 536.7 net tons to 547.6 tons, but the average 
earnings per train-mile were slightly less. For the first nine 
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months of the year net revenues for 1925 show an increase over 
1924 of $8,873,297. 

On the Canadian National, net operating revenues were in- 
creased $1,691,309 over September, 1924. Freight traffic was 
heavier by 46.6 per cent, and passenger traffic by 10.3 per cent, 
increasing the freight receipts $2,680,088, or 23.8 per cent, pas- 
senger revenues $73,367, or 2.4 per cent, and total revenues 
$3,066,271, or 18.7 per cent. Operating expenses were increased 
by $1,374,962, or 9.2 per cent. The number of employes was in- 
creased 944 and the payroll increased $479,156. 

The average trainload was 596.6 revenue tons, as against 
503.3 for September, 1924, on account of the greater proportion 
of the freight being low rate (grain), but the average earnings 
per train-mile were practically unchanged. Passenger train 
revenues per train-mile showed an increase of 11 cents, with 
an increase of 6.3 passengers per train. The heavier grain 
traffic was mainly responsible for the increase in the average 
haul and in the reduction in the average receipts per ton-mile, 
which declined from 1.063 cents to .898 cent, or 15 per cent. 
Lines in the United States showed improvements in net reve- 
nues. For the nine months the Canadian lines show a decrease 
in gross revenues, but the United States lines show increases 
in net revenues. 

On the Canadian Pacific freight traffic for September showed 
the remarkable increase over the same month last year of 85.6 
per cent. Freight revenues increased $3,715,720, or 38 per cent. 
Passenger traffic increased 20.7 per cent, producing an increase 
in revenue of $265,057, or 9 per cent, total gross revenues being 
greater by $3,533,142. Operating expenses increased $1,689,544, 
or 15.5 per cent, the chief increase being $977,240 in maintenance 
of equipment. Net revenues increased $1,843,597 and the op- 
erating ratio was reduced from 70.38 per cent to 66.18 per cent. 
Traffic density was greatly increased, train loading was heavier 


by 158.5 net tons and 5.2 cars, but revenue per train-mile de- 
clined 16 cents. 





Personal Notes | 
TEAL a | 


The newly established trade and traffic department of the 
Owensboro, Ky., Chamber of Commerce has issued its first bul- 
letin, consisting of a statement by C. E. Field, president of the 
chamber, explaining the new department and its purposes, and 
a statement by W. J. Hanning, manager of the department, sub- 
mitting some ideas as to how it may make itself useful. Like 
most other such departments, this one is for the purpose of 
working harmoniously with the railroads for general improve- 
ment of conditions, as well as by specific service to its members. 

E. M. Antrim, traffic manager, the Chicago Tribune, read 
a paper before the recent meeting, at White Sulphur Springs, 
of the American Newspaper Publishers’ Association. He defined 
the duty of a traffic manager ds that of having to eliminate lost 
motion and waste. He described the situation with regard to 
rates in the field of the paper mills. He pointed out that the 
mills had no particular interest in the volume of the rate, be- 
cause, since 1915, paper had been sold F. O. B. press room. The 
interest of the mills has been in keeping with the relationship 
between themselves on a parity. This attitude resulted in a rate 
situation in many instances that was in violation of the inter- 
state commerce act, with respect to the long and short haul 
provision. This, he said, was the point for the publishers’ traffic 
men to step in and save the publishers money by taking advan- 
tage of routing, transit privileges, and free time allowance. He 
gave other illustrations of how traffic men working for news- 
paper publishers could save their employers money by eliminat- 
ing waste and lost motion. 


H. H. Taylor has been appointed general agent of the Gulf 
Coast Lines at Houston. 

G. A. Shields has been made division freight agent of the 
Burlington at Rock Island, Ill. B. R. Newlon has been appointed 
division freight and passenger agent at Quincy. 

G. R. Barnwell has been made traveling freight agent of 
the Norfolk & Western at Jacksonville, Fla. 

Emil Krill has been appointed commercial agent of the Erie 
at St. Louis. 

W. L. Trammell, former general freight agent of the South- 
ern Pacific Steamship Lines at New York, has been made assist- 
ant traffic manager of the American Smelting & Refining Com- 
pany. 

J. I, Houston has been made general freight agent of the 
Southern Pacific Steamship Lines at New York. C. M. Evans 
has been appointed assistant to the traffic manager at New York. 

J. R. Van Delinder has been appointed assistant general 
freight agent of the Chicago, Indianapolis & Louisville at 
Chicago. 

R. N. Smith, general agent, the New York, New Haven & 
Hartford, at Boston, died November 25. He had been in rail- 


road work since 1875 and with the New York, New Haven °& 
Hartford since 1899. 
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DOINGS OF THE TRAFFIC CLUBS 


The Capital District Traffic Association of New York stay, 
held a meeting at Troy November 5. A tour of inspection ya, 
conducted through the plants of the Hudson Valley Coke ang 
Products Company, South Troy, and the Ford Motor Company 
Green Island. Following the tour, dinner was served at th 
Troy Hotel. Speakers were Cornelius F. Burns, former mayo; 
of Troy; R. K. Fuller, state commissioner of canals and watg. 
ways; C. S. Hawley, president, the Albany Chamber of (Cop. 
merce; Gerrit Fort, vice-president, the Boston & Maine; B, 7 
Fay, assistant to the vice-president, United Traction Company. 
W. L. La Moure, freight traffic manager of the Boston & Maine: 
John Rourke, general superintendent; J. A. Ahern, division gy. 
Perintendent of the same road, and E. P. Goodrich, port engi. 
neer, Albany Port Commission. The next meeting of the clu} 
will be at Cohoes, N. Y., December 22. 





The Junior Traffic Club of Chicago held a dinner and meet. 
ing November 5 in the rooms of the Traffic Club of Chicago, 
Professor L. C. Sorrell, of Chicago University, and C. B. Hopper, 
of the American Hawaiian Line, were the speakers. The club 
held its annual meeting December 3. 





The Tri-City Traffic Club held its regular monthly meeting 
at the Elks Club, Moline, Ill., December 3. The evening was 
designated ‘Ladies’ Night.” William Butterworth, president of 
Deere and Company, was the speaker. The Reverend John Gor. 
don, of Rockford, student of European conditions, spoke on re. 
construction in the war devastated area. 





The Cleveland Freight Traffic Association has been organ. 
ized by the traveling freight agents and chief clerks of railway 
traffic departments in that city. The objects of the organization 
are to promote good-fellowship, loyalty to employer lines, and 
the practice of courtesy in contacts with the public. Since its 
organization the association has held one luncheon and meeting 
at the High Noon Club, when John Sanford, general traffic man- 
ager of the Sherwin Williams Company, was the principal 
speaker. The association is planning to hold a smoker in Janu- 
ary. The following officers have been elected to serve until 
January 1, 1927: President, J. J. McEwen, Canadian Pacific 
and Soo Line; vice-president, Charles Schock, Southern Pacific; 
secretary, G. L. McNay, Southern Pacific; treasurer, William 
Dunham, Lehigh Valley. The following board of governors was 
elected: T. D. Elliot, the Wabash; R. Ward, the Rock Island; 
Robert Berman, the Burlington; Paul Strong, New York Cen- 
tral, and T. J. Dowdell, the Western Maryland. 





The Transportation Club of St. Paul held an educational and 
business meeting at the St. Paul Hotel, December 1. F. C. 
Sharood, assistant general auditor, the Northern Pacific, spoke 
on “Valuation of Railroads.” 





The Traffic Club of Kansas City met at luncheon December 
1. James McQueeny, past-president of the Kansas City Chamber 
of Commerce and general manager of the Loose-Wiles Biscuit 
Company, was the speaker. 





The Indianapolis Traffic Club will hold its “Eastern and 
Southern Lines Night” at the Claypool Hotel December 10. 
Guests of honor and speakers will be W. J. Harahan, president, 
Chesapeake & Ohio; R. S. Parsons, vice-president, Erie; E. R. 
Oliver, vice-president, Southern; B. W. Herrman, vice-president, 
Norfolk & Western; C. A. Blood, general traffic manager, Le- 
high Valley; Stuart A. Allen, freight traffic manager, B. & 0.; 
J. J. Donohue, general claims attorney, L. & N., and J. J. Byrne, 
assistant freight traffic manager, D. LL & W. 





The Traffic Club of New England will hold its sixteenth 
annual meeting at the Copley Plaza Hotel, Boston, December 10. 
The evening will also be given over to celebrating “Past Pres! 
dents’ Night.” There will be a musical program. 





The Akron Traffic Club will hold its ninth annual dinner at 
the Akron City Club December 15. 





The Transportation Club of Tulsa, the York Traffic Club, 
the Traffic Club of Dallas, the Transportation Club of St. Paul, 
and the Transportation Club of Evansville have ratified the res 
olution pertaining to the regulation of motor carriers adopted 


by the Associated Traffic Clubs of America at its Louisville 
meeting. 





The Pacific Traffic Association held a meeting November 
24, when William G. Marvin, of the law firm of Marvin and Pleas- 
ants, spoke on “The Young Man and the World.” He criticized 
the methods of instruction followed in the colleges and utr 
versities of this country and offered as a substitute a method 
designed by himself and intended to make the student think 
rather than become a “book-absorbing machine.” The associa 
tion’s committee for the investigation of store-door delivery T® 
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INDIANAPOLIS, IND. 


TRIPP WAREHOUSE COMPANY 


Indianapolis, Ind. 


Merchandise Storage and Distribution 
Prompt and Efficient Handling of Pool Cars 
Centrally Located in Shipping District 
Insurance Rate, 18 cents per $100.00 
Motor Truck Delivery 
Service that Satisfies 





2 | Ship by Water 


“DIFFERENTIAL RATES” via 


WILLIAMS LINE 


San Diego, Los Angeles, San Francisco 
Oakland, Seattle and Tacoma 


Baltimore, Philadelphia, 
New York and Norfolk 


SAILINGS EVERY 14 DAYS 
Thru bills of lading issued to all other Pacific 
Coast Ports, Hawaii and the Far East 
For rates, dates of sailing and other information apply to 
WILLIAMS STEAMSHIP CO., Inc. 
Moore and Water Streets, New York, Telephone Bowling Green 7394 
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PANAMA MAIL S.8. CO. 


Fast Freight and Passenger Service 
Scheduled sailings via Panama Canal 
SCO AND LOS ANGELES 
Te -HAVANA AND NEW YORE 


EASTBOUND SAILINGS 


sailings for Mazatlan, Manzanillo, Acapulco, 


Champerico, San Jose de Guatemala, Acajutla, La Libertad, 
La Union, Corinto, Amapala, eae San Juan del Sur and 


Balboa and Cristobal 
Trans Shipment af Pename for South American and European Ports. 
Pine Street, a 
10 Hanever Sq., New York, N.Y. 606 Central biak., Los Angeles, Cal. 


Pool Car Distribution 
Railroad Sidings—Motor Track Delivery—Freight Bills Audited 


Mutual Transportation Co., Ine. 


Main Office: 121-123 North Front Street 
We solicit your inquiries on L. C. L.—S. C. ank P. C. Shipments 
STORE DOOR DELIVERIES 
Members Philadelphia Chamber of Commerce 


EM MERIDITH C0. 


Warehouse 
DISTRIBUTORS 
= Mdse. cars loaded 
ry 24 hours for shipment 

pore rh different routes~ 


R.R.SIDING — SHORT HAUL TO ALL DEPOTS 


TRANSMARINE LINES 


Gulf Service 
BEAUMONT, TEXAS 


THE SOUTH “AND | SOUTHWEST 
Steamer sails from PORT NEWARK, N. J. (New York Harbor) 
on the 10th, 20th and 30th of each month 





Intercoastal Service 


TO 
LOS ANGELES HARBOR, OAKLAND 
AND SAN FRANCISCO 


Steamer sails from PORT NEWARK, N. J. (New York Harbor) 
EVERY TEN DAYS 


Also sailings to other ports as inducement offers 


Claims 
DIRECT loading CAR to SHIP eliminates { Delays 


Lighterage 
Through Bills of Lading Issued 


TRANSMARINE LINES 


General Offices: 
"Hoag Mater 5 Nassau St.,, New York City 
Beaument, Forth Werth, Los 
Malte Pence Pane Csr, Dla, Fe h Werth, Leo Angsles, Minncapelie, 
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ported, approving the delivery service as inaugurated by the 


Los Angeles Steamship Company. The report is, in part, as 
follows: 


Store-door delivery service as in effect by the Los Angeles Steam- 
ship Company, while new on the Pacific Coast, is not a new idea. 
However, it is new so far as water carriers are concerned. The idea 
originated some year ago in an endeavor to relieve congestion at 
freight terminals and piers. It means that the carriers, in addition 
to transporting L. C. L. shipments from terminal to terminal, also 
deliver freight through trucking companies to the consignees’ places 
of business. Their service is rendered cheaper than if the consignee’s 
own truck company handled the shipments. 

To illustrate: suppose there are 50 or 60 L. C. L. shipments un- 
loaded at the freight depot to be delivered. Instead of each concern 
receiving freight sending its truck or having its drayage company 
pick up the goods, the truck company participating with the carrier 
would have one truck pick up all these consignments and deliver to 
each concern’s place of business. Pickups are made in the same 
manner. 

The experiment of the Los Angeles Steamship Company should 
have a far-reaching effect, especially on the Pacific Coast. Being an 
expedited freight express service it is recommended to shippers who 
are now giving store-door delivery, rebating drayage charges or other 
methods of delivery to the customer’s door. 


The next meeting of the association will be December 8, 
when W. A. Sherman, president of the board of state harbor 


commissioners, and J. C. Javet, passenger agent, Great Northern, 
will speak. 





The Cincinnati Traffic Club will hold its last meeting of 
1925 at the Hotel Gibson December 15. Edward T. Dixon, former 
judge and recently elected councilman, will be the speaker. 





The Traffic Club of Chicago will hold a “Port of Baltimore 
Day” at a luncheon meeting December 7. Prominent citizens, 
railroad and steamship officials of Baltimore will be present. 
The club will hold a luncheon and meeting in the Red Room 
of the Hotel La Salle December 8, at which Dr. Charles F. Aked, 
former pastor of the Fifth Avenue Baptist Church of New York 


and now of Los Angeles, will speak on “America, the Crime 
Center of the World.” 





The Traffic Club of Utica will hold a “Local Railroad Night” 
at the Hotel Majestic December 8. There will be fifteen-minute 
talks by representatives of the three roads serving Utica. 





The Transportation Club of Louisville will hold a luncheon 
and meeting at the Kentucky Hotel December 8. Dr. G. I. Chris- 
tie, director of the agricultural experiment station at Purdue 
University, will speak on “Agricultural Progress.” 





The Women’s Traffic Club of Los Angeles entertained the 
Los Angeles Transportation Club with an informal reception 
and dance November 28. F. A. Hooper, of the American Hawai- 
ian Steamship Line, was master of ceremonies. There was a 
program of music, reading and exhibition dancing. 





The Traffic Club of St. Louis held its annual meeting and 
banquet at the Hotel Chase December 1. C. H. Markham, presi- 
dent of the Illinois Central, was the speaker. He condemned 
present inequalities between railroads and other carriers and 
made a plea for a coordinated transportation system. He at- 
tacked government subsidies for water and motor carriers, say- 
ing that it was not equality of competition to provide, by taxes, 
the right-of-way and roadbed for competing means of trans- 
portation. This point, he said, was made clearer when it was 
considered that railway rates must be high enough to pay taxes, 
among other things, and that part of the taxes paid by the 
railroads went to build and maintain the highways, canals, and 
rivers on which so much other traffic was thereby enabled to 
move at lower rates. He continued, in part, as follows: 


The same persons who would ignore the operating and invest- 
ment costs of the railroads as a basis for making rates are the first 
to point out the undeniable fact that waterway rates can be and 
are based upon low costs of operation and an almost negligible in- 
vestment—except that unrewarded investment by the taxpayers of the 
country. If, as these persons argue, rates by rail should be regulated 
so largely upon the supposed current needs of some industry or some 
part of the country, why should not waterway rates be regulated 
upon the same basis, ignoring just as fully the artificial advantages 
of the waterways as regards operating and investment costs? 

The people pay the transportation bill in whatever guise it may 
be presented. The apparent saving to the public by some methods of 
transportation may very well be merely the result of failing to fig- 
ure In on the transportation bill the sums raised by taxation which 
make possible the lower rates. 

Moreover, there may be losses of other kinds—delays in transit; 
financial irresponsibility of carriers; the necessity of frequent loading 
and unloading in transfer; greater need of keeping large stocks of 
goods on hand, with investments consequently tied up; territorial lim- 
itations of the particular kind of transportation; weather interrup- 


tions, and so on. The cheapest method of transportation is not al- 
ways the most economical. 





The Worcester Traffic Association held its annual meeting 
at the Hotel Warren November 30. G. C. Randall, district man- 
ager of the A. R. A., spoke on “The Shippers’ Advisory Board,” 
and A. J. Thomason, New England demurrage commissioner, 
spoke on “Car Demurrage.” The following officers were elected: 
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President, W. S. Taylor; vice-presidents, J. F. Ward and C, w 
Packard; treasurer, J. H. Lane, and secretary, Ernest Opitz. ° 





The Traffic Club of St. Louis will hold a luncheon and meet. 
ing December 7. It will be “Lucky Strike Day,” and T. T. Hark. 


rader, of the American Tobacco Company, will speak on “Tp. 
bacco, the Plant Divine.” 





The Association of Railroad and Steamboat Agents of Bos. 
ton will hold its fortieth annual meeting at the Hotel Somerset 
January 11. William P. Kelgard, “the Philosopher of Folly,” 


will provide entertainment and there will also be a program 
of vocal music. 


INDUSTRIAL TRAFFIC COUNSELORS’ ASSOCIATION 

The first annual meeting of the Industrial Traffic Counselors’ 
Association will be held, December 14, at the assembly rooms 
of the Merchants’ Association, New York City. 

“In the belief that the solution of the transportation prob. 
lems of shippers, small and large, is most expeditiously and 
economically effected through co-operative methods,” this associ- 
ation was founded “to encourage an interchange of ideas be. 
tween consulting traffic managers and the co-ordination of their 
respective facilities. Thus, traffic counselors representing map- 
ufacturers, merchants, and shippers generally, located in all parts 
of the United States and Canada, where goods are received, 
shipped, and forwarded, have found that the association idea 
assists them to furnish their clientele greater service and 
affords the shipping public a more complete traffic service than 
ever before attempted or possible through purely local or indi- 
vidual effort.” 

“That there is a distinctive field for the traffic counselor, is 
a well established fact. He operates an office equipped to 
furnish rates, routes, classifications, and other information which 
may come before shippers and receivers. Many concerns cannot 
afford to maintain a highly organized traffic department and 
possibly do not employ a clerk familiar with transportation 
matters. Such concerns find refuge in the traffic counselor, who 
is able to supplement the service of the organized traffic depart- 
ment or take its place where there is none.” 

S. D. Rice, traffic counselor, Syracuse, N. Y., is president 
of the association. Regional vice-presidents are: H. G. Elwell, 
traffic director, Elizabeth (N. J.) Chamber of Commerce; H. J. 
Flack, The Traffic Bureau, Jacksonville, Fla.; Ernest C. McKeel, 
traffic counselor, Toronto, Canada. Other executive officers 
are: General Secretary, Harry S. Elkins, Commerce Counsel, 
Washington, D. C.; treasurer, Alfred R. Harvey, New York City; 
director, Geo. T. Stufflebeam, New York City. 

Among other members of the association are: Chas. E. 
Blaine, Phoenix, Ariz.; Glenn F. Morgan, Charleston, W. Va.; 
Bishop & Bahler, San Francisco, Cal.; Smith & Miller, Phil- 
adelphia, Pa.; Rox & Company, Birmingham, Ala.; Ohio Valley 
Traffic Assn., Louisville, Ky.; Carmichael Traffic Corp., Los 
Angeles, Cal.; The Service Bureau Co., Cincinnati, O.; Central 
Wisconsin Traffic Assn., Wausau, Wis.; Legal & Shippers’ Serv- 
ice Bureau, Inc., Seattle, Wash.; and Shippers’ Service Corpora- 
tion, Boston, Mass. 

At the first convention of members amended constitution 
and by-laws will be adopted and general policies discussed. 


SOUTHWEST BOARD MEETS 


The Southwest Shippers Advisory Board held its tenth 
regular meeting at Little Rock, Ark., November 24. There were 
331 representatives of railroads and shippers in attendance, 
setting a record for the Southwest Board. The Department of 
Commerce was represented by G. E. McLeod, district manager 
at New Orleans, and the Department of Agriculture was repre 
sented by W. F. Callender, chairman of the crop reporting 
bureau, and W. A. Sherman, in charge of the fruit and vegetable 
department. 

President Gorman, of the Rock Island, and President Bald- 
win, of the Missouri Pacific, Mayor Moyer, of Little Rock, and 
Governor Terrel of Arkansas were among the speakers at the 


meeting and dinner. The board voted to hold its next meeting 
at Brownsville, Texas, in March, 1926. 


COAL PRODUCTION AND SHIPMENT 


Production of bituminous coal the week ended November 21 
is estimated at 12,624,000 net tons by the Bureau of Mines of the 
Department of Commerce. The Bureau says this output repre- 
sents the peak figure for 1925 and has not been exceeded since 
the week ended December 11, 1920. Production of anthracite 
the week ended November 21 is estimated at 46,000 net tons, 
an increase of 14,000 tons compared with the preceding week. 

Cars of coal forwarded over the Hudson to eastern New York 
and New England the week ended November 14 were reported 
as follows: Bituminous, 4,156; anthracite, 481. 

Tidewater bituminous coal shipments from Hampton Roads 
the week ended November 21 totaled 391,620 net tons, of which 
245,960 tons were for New England delivery. 

Bituminous coal dumped into vessels at Lake Erie ports the 


week ended November 21 totaled 848,865 net tons. -No-anthracite 
was shipped, 
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Fortnightly Sailings Via Panama Canal 


From 


MOBILE and NEW ORLEANS 


Los Angeles Relies, San Francisco 
Oakland, Portland, Seattle 


and Tacoma 


Through bills of lading issued to Hawaii, Australia, 
New Zealand and Dutch East Indies for trans- 
shipment at San Francisco. 


Calls are made at Tampa and San Diego as Cargo offers. 
THE STEELE STEAMSHIP LINE, INC. 


GENERAL GULF AGENTS 
424 Whitney-Central Bldg., New Orleans, La. 
THE STEELE STEAMSHIP LINE, INC. 
15 Moore Street 
SWAYNE & HOYT, INC., Pacific Coast Agents, 
430 Sansome Street 
H. H. KENNEDY, Commercial Agent 
106 Merchants Exchange Bldg. 
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SUMMER STREET STORES 
Direct connection with New York, New Haven 


Capacity, 2,000,000 cubic feet. 











New York, N. Y. 
San Francisco, Calif. 


St. Louis, Mo. 





178 Atlantic Avenue 
Boston, Mass. 


SERVICE 
DEPENDABILITY 


OUR FACILITIES ARE UNEXCELLED 
Wharfage and Dockage 
Free and Bonded Stores 
A Warehouse on every railroad entering Boston 
Total General Storage Capacity 9,706,000 cubic feet 
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Foreign Freight 
Forwarders 


Established 1884 


D.C. ANDREWS & CO., Inc. 


27-29 Water Street, New York, U.S.A. 


Boston Office: 
92 State Street 


1,500,000 SQUARE FEET 
Medern Fireproof Warehouse ace tn La Les Angeles and at the Port 


Free and U. rt Customs ended Storage 
Imsurance Rate 18 Cents 


Storage — Forwarding — ne — Cartage 


Space Leased for Private Wa 


rehouse, Office and ww 
Desk Space with Desk and Office Service Rented 
Cetton Pressed to High Density 
We cam serve you in some capacity and would suggest that ol 
complete your file by requesting the rates for our specialized servi 
Union Terminal Warehouse Corporation 


Shattuck & Nimmo Warehouse Company 


UNION TERMINAL WAREHOUSE COMPANY 
Los Angeles, California 





DISTRIBUTION 


Mi: arket Cold Storage and Ware hoy 
Se Co. 


GEORGE S. LOVEJOY 
Manager General Storage Department 






ALBANY TERMINAL STORES 
Direct connection with Boston & Albany 


Capacity, 1,480,000 cubic feet. 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. A traffic man ot long experience 
and wide knowledge will answer questions relating to practical traffic 

‘oblems. We do not desire to take the place of traffic man but to 
te him in his work. ; . 

The right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may ap to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. 

Address Questions and 


Answers artment, 
Traffic Service Corporation, Mills Building, 


ashington, D. C. 





Freight Charges—Liability of Consignor Where Carrier Erro- 
neously Refunds More Than Amount of Overcharge Col- 
lected 
Pennsylvania.—Question: Please refer to your answer to 

“California,” on page 845 of your Traffic World, dated October 

10, which appears under the above caption. There are a few 

questions in my mind, which you have not covered pertaining 

to the subject, they are: 

What is the legal status of a claimant who receives and 
retains more than he is entitled to on a claim? 

Is the company or the employee amenable to the law? 

Is the shipper liable for the actions of the consignee, other 
than for the nonpayment of the legal tariff charges? 

How can you reconcile a typographical error with a tariff 
provision? 

Answer: Under the provisions of paragraph 3 of section 10 
of the Interstate Commerce Act, a consignor or consignee know- 
ingly and wilfully obtaining transportation of his property at less 
than the lawfully published tariff rate applicable thereto is 
subject, upon conviction, to a fine or imprisonment, or both, in 
the discretion of the court. 

Unless, however, it can be proved that the act of the party 
was done knowingly and wilfully with the purpose of obtaining 
such transportation at less than the published tariff rate, con- 
viction cannot be had. 

Whether this provision of the act is applicable in the 
matter of undercharges knowingly retained by a shipper has not, 
so far as we can find, been the subject of an opinion by the 
Commission or decision of the courts. 

If so, both the corporation and agent are liable to the penalty 
prescribed. 

The liability of the consignee for the payment of freight 
charges arises from his acceptance of the goods and is separate 
and distinct from the primary liability of the consignor therefor 
arising from the delivery of the goods to the carrier and the 
entering into with the carrier of a contract for their trans- 
portation. 

The consignor is, therefore, not liable for the action of the 
consignee, if we may term it such, in failing to pay all or any 
part of the freight charges nor is he liable for the actions of 
the consignee in any other respect. The liabilities of the two 
parties, the consignor and consignee in their relation to the 
carrier, in respect of the transportation of goods is separate 
and distinct. 

As respects the matter involved in the answer to which you 
refer there is, as we see it, no question of a tariff provision 
involved. The question is—did the carrier collect from the 
consignee the full amount of its charges and if not, is the con- 
signor liable for the balance due. If so, his liability is based, as 
above stated, upon his separate and distinct contract of carriage 
entered into with the carrier at the time the goods were deliv- 
ered to the carrier with instructions to transport the same to 
a given destination. 

Transit Privilege—Application of 

Minnesota.—Question: The tariff naming a commodity rate 
applicable. jointly over the rails of three carriers carries the 
intermediate application making the rate from point of origin 
apply as the maximum through rate to the junction between 
the intermediate and the delivering carriers, and no other 
through rate from point of origin to this junction is named in 
the carrier’s tariffs. The tariff naming the rate is subject 
to the rules of the individual carriers as to switching, recon- 
signment, transit privileges, etc., and the tariff of the interme- 
diate carrier permits the stopping of shipments in transit to 
partly unload, when moving on through rates to points on its 
own line. The intermediate carrier’s tariff does not contain 
authority for stopping such shipments when moving under 
through rates to points located on carriers beyond its own line. 
Under these circumstances, can a shipment be stopped in transit 
on the rails of the second carrier when destined to a point on 
its own line intermediate with the junction point with the third 
carrier and moving under the through rate applicable to a 
point beyond the junction point and which on direct shipments 
applies to the intermediate points as a maximum? 


Answer: So far as we can see, the application of the transit 
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tariff of the intermediate carrier, limiting the stopping in transit 
privilege to traffic moving to points on its own line js not 
affected by the manner in which the rates to points on its own 
line are published, i. e., under an intermediate rule, under which 
the rate applicable to a point on a third and connecting carrie; 
is applied at points on the intermediate carrier. 
Damages—Measure of 

Georgia.—Question: One of our clients made a shipment of 
butter in tubs. The shipment was damaged in transit to such 
an extent that it was refused by the consignee. He wired oy 
client, the shipper, that he was in need of the product and the 
shipper immediately shipped him another car. 

The product was purchased under contract and it was neces. 
sary to bill him the second car at the original contract price. 
In other words, the shipper had to deliver him one car at this 
contract price. A claim was filed with the delivering carrier 
for the value of the goods at the time of delivery of the first car. 
The claim was declined or rather the carrier has offered settle. 
ment on basis of the contract price. 

The carrier reconditioned the first car and sold practically 
all of the shipper’s product to the original consignee at the 
contract price. The shipper was not advised of this transaction 
until after claim was filed and knew nothing about it until six 
months after the second car was shipped. The carrier contends 
that the consignee received two cars at the original contract price 
from our client, which is not the case. He only received one car 
from the shipper, the original car he purchased from the 
carrier after he had refused it. 

Had the carrier requested our client to salvage the shipment 
it would have been done and claim would have been filed for 
‘the actual loss, but they did not. They reconditioned the same 
and made a trade without knowledge or consent of the shipper 
and we are firm in our belief that the carrier is liable for the 
value of the product at the time of delivery. 

Our client could have sold the second car at the date of 
shipment to the original consignee or other parties at the same 
figure on which claim was filed had the first car arrived and 
been accepted. 

We would appreciate your views on the subject with any 
court or commission ruling on the subject covering similar cases. 

Answer: Where goods are injured in transit it is the duty 
of the consignee to accept the goods and make claim against 
the carrier for the difference between the value of the goods 
in their injured condition and their value had they been deliv- 
ered in an uninjured condition. He may not refuse to accept 
the goods, unless the condition of the goods is such that they 
have none or very little value for the purpose for which they 
were intended. . 

Again, where goods are sold at a stipulated price which is 
less than the market value at point of destination, it has been 
held, where made an issue, that the contract price measures 
the amount which may be recovered by the shipper. See our 
answer to “Idaho,” on page 1194 of the May 19, 1923, Traffic 
World, under the Caption “Damages—Measure of for Loss or 
Damage.” 

In the instant case had the consignee accepted the goods 
in their injured condition your client would have, under the 
holdings of the cases cited in the answer above referred to, 
been entitled to recover the difference between the value of 
the goods in their injured condition and the amount your client 
would have received under his contract with the buyer had the 
goods been delivered at destination in an uninjured condition. 

As it was, your client, in effect, abandoned the shipment 
which had been injured in transit, thereby making it necessary 
for the carrier to dispose of the uninjured portion of the ship- 
ment to the best advantage. 

Under the circumstances, therefore, it is our opinion that 
the fact that the carrier disposed of the shipment to the cus- 
tomer of your client does not affect the matter of the carrier's 
liability, the carrier being liable to your client for the full 
amount of the contract price of the goods, retaining the amount 
received from the sale of the uninjured portion of the goods. 

We note your statement that had the carrier requested your 
client to salvage the shipment he would have done so. How- 
ever, had the carrier done this, we do not see that the result 
would have been different, for under your client’s contract with 
the purchaser he had to deliver a car at the contract price. 


Demurrage—Embargoes—lInquiry by Shipper Before Loading of 
Car 

Mississippi—Question: Shippers ordered a car to load lum- 
ber to a point on “A” Railroad which was embargoed. After 
the car was loaded and they went to the agent to bill out same 
the agent refused to sign a bill of lading to this destination. 
Because of this fact there was demurrage of $28 accrued before 
the car was moved. Can the railroads be held liable for this 
demurrage because they did not ascertain from the shipper when 
the car was ordered the destination of the car? 

Answer: In Kaw Boiler Works Company vs. Director-Gen- 
eral, 83 I. C. C. 339, the Commission said: 


Complainant does not question either the existence of the em- 
bargo or the amount of the demurrage charges. It contends that 
demurrage did not accrue because of any fault on its part, but be- 
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cause of the carrier’s failure to inform it of the existence of an 
embargo before the car was spotted for loading. It admits that it 
made no effort to ascertain before loading the shipment whether 
an embargo existed against Iowa Park, and that the carrier’s agent 
notified it of the embargo in ample time to enable it to unload the 
shipment before accrual of demurrage if it had not been for the 
fact that its employes who loaded the car had already left Ranger. 

Complainant did not avail itself of the means of ascertaining the 
embargo situation prior to tendering the shipment to the carrier, and 
in the absence of any inquiry with respect thereto, or of knowlédge 
by the carrier of the intended destination of the shipment, no duty 


rested upon the carrier to notify complainant of the embargo until 
tender of the shipment. 


We find that the demurrage charges complained of were not 
unreasonable or otherwise unlawful. The complaint will be dismissed. 


See also Atlantic Refining Co. vs. Director-General, 57 I. C. C. 
627, and Cleveland Cooperage Co. vs. Director-General, 57 
I. C. C. 423. 

Routing and Misrouting—Factors of Claimed Route Must Be 
Filed with Commission 

North Carolina.—Question: Referring to “Massachusett’s” 
question and answer appearing in the November 21 issue of The 
Traffic World relative to routing and misrouting. 

We have here a similar case except that the rate was not 
shown in the bill of lading. An L. C. L. shipment of canned 
goods moved from station A to station B on through bill of 
lading, routed by a line that is not a common carrier and does 
not file rates with the Interstate Commerce Commission. Carrier 
diverted the shipment at an intermediate junction and forwarded 
it to destination over a common carrier and at rates higher than 
would have been applied over the route shown in the bill of 
lading. Would the carriers responsible for the diversion be 
liable for the overcharge? 

Answer: In American Cement Plaster Co. vs. Ft. W. & 
D. C. Ry. Co., 58 I. C. C. 425, the Commission held that where 
damages for misrouting are based on the difference in the rate 
charged and the lower rate applicable via the route directed by 
the shipper all factors in the claimed route must be subject to 
the Commission’s jurisdiction and filed in the manner prescribed 
by law, in order to determine the damage. 


Rates—Through Class Rate Exceeding Aggregate of Intermediate 
Commodity Rates 


West Virginia—Question: Where shipment is made be- 
tweeen points where there is no through commodity rate, but 
is a joint through class rate, can a combination of commodity 
rates be used if same makes a lower rate than the through class 
rate? Can you cite Interstate Commerce Commission rulings? 


Answer: In Morgan et al. vs. M. K. & T. Ry. Co., 12 I. C. C. 
525, the Commission said: 


The Commission has announced that it will view a through rate 
that is in excess of the sum of the local rates between the same 
points as prima facie unreasonable, and if called upon to pass upon 
such a case under formal complaint will place the burden of proof 
upon the carriers to defend the unreasonableness of such rate. 
This, however, does not assume that there may not be instances 
in which a through rate higher than the sum of the locals between 
the same points will be found reasonable. Neither does it furnish 
to carriers or to shippers any license to depart from the rates and 


terms of tariffs lawfully applicable to shipments. A specific through - 


rate is the lawful rate upon through shipment even though some 
combination might make lower. The higher rate may not be reduced 
except by lawful amendment to tariff, and carrier may not charge 
the higher through rate upon one shipment and the lower combina- 


tion rate upon another shipment of the same kind between the same 
points at the same time. 


See also Conference Ruling No. 220-G and Board of Trade 
vs. C. M. & St. P., 34 I. C. C. 208, in which case the Commission 
authorized the waiver of the collection of certain undercharges 
based upon the application of the aggregate of the intermediate 
commodity rates on shipments moving from and to points be- 
tween which a through class rate was in effect at the time the 
shipments moved. 

Thé Commission has held on numerous occasions, and the 
principle is definitely fixed, that a through rate is the only law- 
ful rate via the route over which such through rate is applicable. 
If the lower combination and the through rate both contemplate 
shipments moving over the same lines and through the same 
junction point, the lower combination may not be applied. Such 
a through rate, however, is in violation of the “Aggregate-of-In- 
termediates” clause of the fourth section of the interstate com- 
merce act, as amended, and if the carriers’ attention is directed 
to such a situation, they will, no doubt, correct same. The Com- 
mission has in numerous cases awarded reparation to the basis 
of the lower combination. See American Refining Co. vs. St. 
L. S. F. Ry., 51 I. C. C. 179; Carolina Portland Cement Co. vs. 
L. & N., 50 I. C. C. 98; Ft. Smith Commission Co. vs. K. C. S. 
Ry., 50 I. C. C. 185; Carriers vs. A. & N. R. R., 50 I. C. C. 280. 

Sale of Damaged Goods by Consignee for Salvage 

New York.—Question: A consignee takes delivery of a 
shipment of rugs from the carrier’s station, receipting for three 
of them in a damaged condition. A subsequent examination is 
made by the carrier’s inspector on consignee’s premises. The 
consignee then writes the carrier and requests that it advise 
what disposition it wishes made of the damaged articles. 

After the expiration of one month without receiving a reply 
from the carrier, the consignee disposes of the merchandise, real- 


izing a certain amount of salvage, which is deducted from the 
claim amount. 
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Upon receipt of this letter, the carrier notifies the consignee 
that salvage amount realized is not satisfactory, stating that jt 
could have realized a greater amount and asked for a reduction 
on this basis. 

Will you kindly refer us to any decision wherein the carrier 
is estopped from proceeding in this fashion, after they haye 
been given a reasonable opportunity to decide what disposition 
they wished made? 

Answer: We can locate no decision in which the matter 
you refer to has been at issue. It is, however, our opinion that, 
if the consignee made proper efforts to obtain what, under the 
circumstances, may be considered a fair price for the damageq 
goods, the carrier has no justification for its demand that a 
greater sum be deducted for salvage from the amount of the 
claim, on the ground that it could have obtained a better price 
had it been permitted to sell the goods. 

The consignee, it seems to us, acted in a reasonable manner 
and if he used due efforts to secure a fair and reasonable price 
for the damaged goods he is, in our opinion, entitled to payment 
of his claim in the amount for which rendered. 
Reconsignment—Liability of Carrier for Failure to Observe 

Shipper’s Instructions 

Massachusetts.—Question: Will you kindly give us your 
opinion relative to the carriers’ liability for excess charges due 
to their failure to effect diversion under the following conditions? 

Cars arrived at junction point about 10:30 p.m. Reconsign. 
ing orders were placed with the carrier’s diversion office lo- 
cated at the junction point at 11:40 a. m. the following morning, 
at which time advice was given that the cars had not arrived 
at the terminal. 


Cars were delivered to the connecting line at 4:40 p. m. the 
same afternoon. 

Cars did not leave the point of interchange via the connect- 
ing line until midnight of the same day. The delivering carrier 
does not classify cars for their connection in any respect. 

Answer: In several cases the Commission has had to de- 
termine whether, under given circumstances, the carrier’s failure 
to comply with a shipper’s instructions for reconsignment was 
or was not due to negligence on its part, thereby making it 
liable for the resulting damage where the failure to reconsign 
was due to its negligence in the matter. See, in this connec- 
tion, Kern & Sons vs. C. M. & St. P., 40 I. C. C. 615; Central 
Foundry Co. vs. Sou. Ry., 42 I. C. C. 333; Ohio Iron & Metal Co. 
vs. Director-General, 59 I. C. C. 314; Du Pont De Nemours & 
Co. vs. Director-General, 64 I. C. C. 667; Humble Oil & Refining 
Co. vs. N. Y. C. R. R. Co., 93 I. C. C. 331, and American Lumber 
Export Co. vs. A. T. & N., 96 I. C. C. 576. 

In the instant case it seems reasonable to believe that, as the 
reconsigning instructions were placed with the inbound carrier at 
the point at which the interchange between the inbound and out- 
bound carrier took place, the carriers handling the car, namely, 
the inbound line, or the outbound line (provided the inbound line 
liad advised the outbound line in accordance with the shipper’s in- 
structions) could have located the car in time to have prevented 
its movement outbound from the point of interchange to its 
original billed destination. This is, of course, a question of 
fact, that is, its determination is dependent upon whether the 
practices of those lines with respect to the keeping of records 
(assuming that their practices are in keeping with those pre- 
vailing, in general, at other interchange point) are such as to 
permit of the location of a car within the time elapsing between 
the time the instructions were placed and the time the car 
moved out of the interchange point, provided due diligence is 
used. 

If the carrier uses due diligence in acting upon the instruc- 
tions, but the time elapsing between the receipt thereof and 
the movement of the car through the point at which they must 
be executed is too short to permit of their execution, the carrier 
cannot be held liable for the resulting damages. 


TELEPHONE OPERATING RESULTS 


Seventy telephone companies, each with annual operating 
revenues in excess of $250,000, had an aggregate operating in- 
come of $135,586,795 for the nine months ended with September, 
an increase of $27,806,579 or 25.8 per cent, as compared with 
the same period of 1924, according to statistics compiled by the 
Bureau of Statistics of the Commission. In September the 
operating income totaled $16,046,481, an increase of $2,513,730, 
or 18.6 per cent, as compared with September, 1924. The 
number of company stations in service at the end of September 
was 12,762,822, an increase of 800,116, or 6.7 per cent, as com: 
pared with the number at the end of September, 1924. 


CONDITION OF EQUIPMENT 


Freight cars in need of repair on November 15 totaled 166, 
704, or 7.2 per cent of the number on line, according to the car 
service division of the American Railway Association. This was 
an increase of 1,223 cars over the number reported on November 
1, at which time there were 165,481, or 7.1 per cent. 

Freight cars in need of heavy repair on November 15 totaled 
125,752, or 5.4 per cent, a decrease of 1,928 cars, compared with 
November 1. Freight cars in need of light repair totaled 40,952, 
or 1.8 per cent, an increase of 3,151 compared with November 1. 
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The Railroads Must Have 
a Fair Return 


Those who use railway transportation, as 
well as those engaged in producing it, have 
an interest in safeguarding the earning 
power of the railroads. Upon their earning 
power depends their ability to perform the 
adequate, efficient service which is essential 
to general prosperity. 


The amount which the railroads had left 
after paying operating expenses and taxes 
in 1921 was only 3.33 per cent on the tenta- 
tive valuation placed on their properties by 
the Interstate Commerce Commission. Since 
then there has been an improvement. The 
return realized in 1924 was 5.00 per cent, 
and in the first eight months of 1925 it was 
at the annual rate of 5.42 per cent. Rail- 
way rates have decreased and railway taxes 
have increased since 1921. Therefore, the 
improvement in return realized has not 
been due to higher rates or lower taxes. It 
has been due to increased traffic, improved 
facilities and increased efficiency and econ- 
omy of operation. 


This improvement, however, does not 
signify that the railroads have done as well 
as they should do. The Interstate Com- 
merce Commission has held that 5.75 per 
cent is a fair return. The railroads have 
not realized that much at any time since the 
fair return principle was established as the 
basis of rate making, and the return realized 
in the five years from September 1, 1920, 
to August 31, 1925, averaged only 4.47 per 
cent annually. The amount remaining after 
payment of operating expenses and taxes in 
these five years fell short of averaging 5.75 
per cent a year on tentative valuation by 


$1,292,000,000. 


The fact that the railroads have not real- 
ized as much as 5.75 per cent at any time 
has led many persons to regard 5.75 per 


cent as a maximum and to expect that there. 


will be a reduction in rates when it is 


reached or exceeded. That view is not cor- 
rect. The purpose of the Transportation 
Act is to protect the transportation needs 
of the country. These are the needs not of 
one year, but of years in the future—needs 
that are increasing with the constant ex- 
pansion of commerce and industry. In the 
same way, a fair return is not the need of a 
year, but a continuing need that earning 
power be stabilized on a basis which will 
enable the railroads to compete with other 
forms of investment for the new capital re- 
quired to finance the necessary expansion 
of their facilities. 


There is division of opinion as to the 
necessity of having low rates to meet a de- 
pression in business. However, there is no 
business depression now, and there is, there- 
fore, no reason on that score for holding 
down railway rates below the level needed 
to produce such a margin over and above 
operating expenses and taxes as will fully 
protect the continuing needs of the country 
for adequate, efficient transportation. 


The public has suffered in the past be- 
cause of the false idea that the interests of 
those who use railway transportation are 
opposed to the interests of those engaged in 
producing it. That idea is gradually pass- 
ing out. Those who produce railway trans- 
portation and those who use it certainly 
have a mutual interest in maintaining the 
earning power of the railroads. Upon a 
widespread realization of this fact depends 
in large measure the future progress of our 
railroads, which is so important to the con- 
tinued prosperity of our country. 


Constructive criticism and suggestions 
are invited. 
C. H. MARKHAM, 
President, Illinois Central System. 


CHICAGO, December 1, 1925. 
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DISAPPROVES PROPOSED LINE 


By division 4, the Commission has denied an application of 
the Southeastern Railway Company for authority to construct 
a line of railroad from a connection with the Southern at Bundy 
Station, Va., northwesterly to a connection with the Louisville 
& Nashville, near Louellen, Ky., 13.5 miles, crossing the* Vir- 
ginia-Kentucky boundary at Daugherty Gap and following the 
valley of Clover Fork to a point near the mouth of Fugitt’s 
Creek. The main purpose of the proposed line was to transport 
coal. 

The report said that, while the application was being held 
in abeyance following the first hearing on it, the Commission 
issued its report and order in Clinchfield Railway Lease, 90 
I..C. C. 113, authorizing the Atlantic Coast Line and the Louis- 
ville & Nashville to acquire joint control by lease of the Caro- 
lina, Clinchfield & Ohio, upon the condition, among others, that 
the L. & N. should file an application for authority to construct 
proposed connections between its McRoberts line and its Harlan 
county branch, on the one hand, and the C. C. & O., on the other 
hand. At a second hearing on the application of the South- 
eastern, the L. & N., the A. C. L., and the C. C. & O. appeared 
in opposition to the application. The protestants, among other 
things, said that five possible routes were being considered to 
comply with the Commission’s order in the Clinchfield lease case. 
and that one of them would follow substantially the route of 
the applicant’s proposed line; that any of the routes under con- 
sideration would serve all the purposes of applicant’s proposed 
line, unless it would be the development of resources local 
thereto. In conclusion, the Commission said: 


The State Corporation Commission of Virginia and the Rail- 
road Commission of Kentucky have recommended that the ap- 
Plication be granted. These recommendations were made before 
we issued our-_report and order in Clinchfield Railway Lease, 
supra. The Harlan County Coal Operators’ Association intervened 
and participated actively at the first hearing in support of the 
application. It did not appear at the second hearing. 

The testimony shows that the mines already opened can sup- 
ply a greatly increased demand; that many more mines can be 
opened along the existing railroads; and that most of the coal 
lands tributary to the proposed line could be reached with less 
cost by spurs or branches from the Louisville and the Southern. 
The large companies, which control the major part of the coal 
acreage, have not appeared in this proceeding, and the evidence 
does not warrant the conclusion that the applicant would receive 
the tonnage from their operations which it anticipates. The 
estimates of traffic and revenue are based largely upon optimistic 
predictions of the tonnage to be received from mines to be opened. 
No showing was made respecting the financial ability of the indi- 
vidual owners of coal lands along the proposed route to develop 
mines capable of producing the tonnage which they estimate. 
Any service which the applicant’s proposed line might perform 
as part of a through route for the movement of coal to the south- 


east could be supplied by the Louisville’s contemplated connec- 
tion with the Clinchfield. 


Upon the facts presented we are unable to find that the pres- 
ent and future public convenience and necessity require the con- 
struction by the applicant of the line of railroad in Lee county, 
Virginia, and Harlan county, Kentucky, described in the applica- 
tion. An order will be entered denying the application. 


Commissioner McChord, dissenting, said he believed the 
judgment reached by the majority was not in accord with the 
public interest. He said the facts that mines already opened 
could supply a greatly increased demand and that many more 
mines could be opened along existing railroads did not prove, 
and could not be assumed to mean, that there would not be a 
ready market for the output of mines on the applicant’s pro- 
posed line. He said the objection that the service which the 
proposed line might perform as part of a through coal route to 
the Southeast could be supplied by the L. & N.’s “contemplated” 
connections with the Clinchfield, rested upon what impressed 
him as an optimistic assumption, and did not recognize, as the 
Commission should, the priority of the Southeastern’s appli- 
cation, filed five months earlier than the other. He also com- 
mented on the fact that the L. & N. had yet to file the applica- 
tion for authority to construct the connecting lines referred to 
in the Clinchfield lease case. 


“As far as I can ascertain,” said he, “there has yet been 
no tangible evidence of a bona fide intention to file the appli- 
cation, or, what is more to the point, to build the connections 
in pursuance of a permissive certificate, if granted.” 

“Why in this case should the scale be turned in favor of 
an uncertain as against a definite route and project?” he asked, 
concluding as follows: 


Whatever may be said of recent amendments to the act, they 
were not designed to discourage construction of railroads which 
can serve a useful purpose. The availability of traffic is a more 
or less speculative question in the case-of every newly projected 
railroad, and here the applicant’s @stimates, not affirmatively dis- 
proved, are swept aside as merely optimistic predictions. Any 
apprehension that the proposed line might become a burden on 
interstate commerce is not only far-fetched, in the light of the 
record, but, even at the worst, measured by the total investment, 
could amount to no more than a drop in the bucket. I think that 
no such somber apprehension could be justified by the record. 

Outside interests have appeared in support of the pending 
application. The opposition comes from the Louisville & Nash- 
ville and affiliated lines, and, in my view, the former at present 
occupies an equivocal position. I submit that upon the affirm- 
ative evidentiary facts reviewed in the majority report a finding 


? 
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favorable to the application should be made and the desired cer- 
tificate should issue. 


CIVIL SERVICE EXAMINATION 


The United States Civil Service Commission announces a) 
open competitive examination for railroad equipment enginee, 

Receipt of application will close January 5. The examination 
is to fill a vacancy in the office of the Chief of Engineers, Wa; 
Department, Washington, D. C., and vacancies in positions 
requiring similar qualifications. The entrance salary is $3,899 
a year. After the probational period of six months required by 
the civil service act and rules, advancement in pay may be 
made without change in assignment, under the provisions of the 
classification act, up to $5,000 a year. The duties are to repre. 
sent the Corps of Engineers and the War Department in matter, 
connected with railroad work; to design steam and gasoline 
locomotive and rolling stock; to design and lay out railway 
shops; to prepare procurement plans and specifications for rajj. 
road equipment and for the construction and maintenance of 
way; to select machinery and to supervise its installation; and 
to perform related work as required. 


CHANGES IN DOCKET 


Argument in Finance No. 3284, in re the matter of the ap. 
plication of J. L. Lancaster and C. L. Wallace, as receivers of the 
Texas & Pacific Railway Co., for a certification of public con. 
venience and necessity authorizing the abandonment and dis. 
mantling of the Midland & Northwestern Railway, assigned for 
December 3, at Washington, D. C., was postponed to a date to be 
hereafter fixed. 

Hearing in I. and S. 2509 and first Supplement, Agricultural 
implements and farm wagons from southeast Mississippi Valley 
Territory, and Portions Fourth Section Application 542, et al, 


assigned for December 3, at Chattanooga, Tenn., before Exam- 
iner McChord, was canceled. 


CENTRAL WESTERN BOARD MEETS 


The Central Western Regional Advisory Board held its 
ninth formal session at Alliance, Neb., December 1, with an 
attendance of about 300 shippers, railroad, and government rep- 
resentatives. It was shown by reports that transportation con- 
ditions in the territory were good and that the prospects of 
business in general and banking were improved. Donald D. 
Conn, manager of public relations, the A. R. A., spoke, giving 
a summary of business prospects throughout the country for 
next year. His opinion was that business would be improved 
all over the country, and he said that the roads would be able 
to meet the improvement. The only black spot in the country 
in railroad transportation was Florida, he said, where the car- 
riers had not been able to keep pace with “the imaginaticus 
of the real estate dealers.” 

At a banquet given to the members and guests of the board 
at the Chamber of Commerce, Hale Holden, president of the 
Burlington, spoke on competition met by the railroads, citing 
motor carriers, waterways, and aeroplanes, but he said motor 
trucks and aeroplanes were not materially injuring the roads. 
The privately owned motor car, however, he said, was materially 
decreasing local passenger travel. With regard to the water 
ways, he said the establishment of waterways should be delt with 
just as are the establishment or the abandonment of railways 
—that is, by holding a public hearing to determine the need 
for such an increase or decrease in transportation facilities. 
He said there were now adequate carriers in the country and 
that additional carriers, in the form of water lines, could only 
divide the bulk of the shipping now being handled by the roads, 
with the result that there would be an increase in freight rates. 





Digest of New Complaints 


No. 16383, Sub 1. Southern Pine Assoc. et al., New Orleans, La., VS 
Aberdeen and Rockfish et al. bie 
Joint through rates on lumber from points in Alabama, Louisiana 
and Mississippi, to points in Kentucky, Tennessee, Virginia and 
West Virginia, in violation of sections 1 and 4 of the act; also 
rates from points in Alabama, Florida and Georgia to same des- 
tination territory, referred to as ‘‘Mid-Eastern Mining District, 
venation of sections 1 and 4 of the act. Asks rates for the 
uture. 
No. 17519, Sub. 1. Bigelow-Hartford Carpet Co., New York, N. Y., VS 
New England Steamship Co. et al. = 
Unreasonable rates and charges on bamboo poles from New 
York to Thompsonville, Conn., and Clinton, Mass. Asks just and 
reasonable classification, and reparation. 
No. 17564, Sub. 2. National Show Case Co., Columbus, Ga., vs. Sea- 
board et al. 
Rate in violation of sections 1 and 3 of the act, on store and 
office fixtures from Columbus, Ga., to Memphis, Tenn. Asks 
reparation. 


No. 17652. Mine and Mill Supply Co. et al., Lakeland, Fla., vs. At- 
lantic Coast Line et al. 
Rates in violation of sections 1, 3, 4 and 13 of the act on classes 
and commodities from various interstate points of origin to Lake- 
land. Asks rates for the future and reparation. 


ELST IE 


Le PRT ERR 
¥ s A 


PRPC.” 


ep pret mae nae gg 






€ ap 
f the 
con- 
dis- 
d for 
to be 


tural 
alley 


Xam- 


siana 
and 
also 
des- 
ict,” 
> the 


.» VS. 


New 


Asks 


1sses 
ake- 





F 
z 
ot 
1s 
‘f 
% 
3 
aq 
By 
ist 
os 
5 
% 
td 
«4 
* 
Rs 
Py 
g 


Rae ea went 


Ta: balk oe RS RRMA: 


ay 


WAP RNY 


WE Be Si Phe 


Md ass 


PR SII 


December 5, 1925 


THE TRAFFIC WORLD 1369 


THE INLAND WATERWAYS CORPORATION 
Operating the 


Mississippi-W arrior Service 
FEDERAL BARGE LINE 


Towboat CORDOVA with tow of Steel Covered Barges Carrying Iron and Steel and General Cargo on the Warrior River. 


The Warrior Section provides a service by water from the heart of the Alabama Mineral 
District a distance of some 450 miles to Mobile, and 600 miles in round numbers to New Orleans. 


Joint rates with the railroads provide a workable basis of transportation costs on cotton, 
coal, steel products, and other freight from Alabama, Eastern Mississippi, and parts of Georgia 
and Tennessee to the ports. 


Northbound, the service distributes sugar, coffee, rice, and general merchandise; together 
with sulphur, ore, and other heavy commodities. 


There is a regular weekly sailing from New Orleans serving the distributing houses in 
Mobile and making connections with the railroads radiating from there; as well as with packet 
boats serving Pensacola and other Florida ports as far as Apalachicola. 


There are regular weekly sailings in both directions: From New Orleans and Mobile 
northward, and from the Port of Birmingham southward. For a period of more than two 
years there has been an uninterrupted service making eleventh morning delivery from New 
Orleans to Birmingham, and eighth morning delivery from Mobile to Birmingham. 


Your competitors are using the Barge Line increasingly and with growing satisfaction. 
All inquiries are promptly and courteously answered. 
You can address the nearest representative or 


Theodore Brent, Traffic Manager, 
Customhouse, New Orleans. 


Chicago, Iil., Los Angeles, Calif., Mobile, Ala., San Francisco, Calif., 
846 Stock Exchange Bldg., 703 Transportation Bldg., Municipal Wharf, 430 Sansome St., T. B. Esty, 
; H. E. Ruddiman, General Agent J. M. Ford, Commercial Agent H. M. Wilson, Commercial Agt. Pacific Coast Representative 
Birmingham, Ala., Memphis, Tenn., New Orleans, La., St. Louis, Mo., 
822 Brown-Marx Bldg., 1224 Cotton Exchange Bldg., 200 Board of Trade Annex, 244 Custom House, 
N. W. Guice, General Agent C. E. Becker, General Agent J. W. Mooney, General Agent F. C. Reilly, General Agent 
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No. 17653. A. E. Staley Mfg. Co., Decatur, Ill., vs. Wabash et al. 

Rates in violation of the first four sections of the act on corn- 
starch from Decatur, Ill., to Lanett, Ala., and LaGrange and 
West Point, Ga. Asks rate not in excess of 61% cents, which is 
the Atlanta rate. 

No. 17654. Traffic Bureau, Chamber of Commerce (Lynchburg, Va.), 
vs. New Orleans & Northeastern et al. 

Rates and charges in violation of the first four sections of the 
aet, on rice, less than carloads, from New Orleans to Lynchburg, 
Va. Asks rates for the future and reparation. 

No. 17655. Oklahoma Traffic Association et al., Oklahoma City, Okla., 
vs. Santa Fe et al. 

Unreasonable rates and minimum weights on tin cans, in car- 
load lots, from Houston, Tex., to Oklahoma City, Okla. Asks 
rates and minimum weights for the future and reparation. 

No. 17656. Harding Cream Co., Omaha, Neb., vs. Missouri Pacific. 

Rates and charges in violation of section 6 of the act, on con- 
densed buttermilk animal feed from Kansas City, Mo., to points 
on line of defendant in Kansas. Asks reparation. 

No. 17657. Gulf Coal Co., Tams, W. Va., vs. Virginian et al. 

Unreasonable rates on coal from complainant’s mine in New 
River district on Virginian to Pemberton, W. Va., and beyond to 
Se destinations. Asks cease and desist order, and repara- 

on. 

No. 17658. Dawkins Lumber Co., Ashland, Ky., vs. C. & O. et al. 

Local rates on lumber from Dawkins, Ky., to interstate destina- 
tions and which are applied from Dawkins on lumber shipped from 
complainant’s plant at Royalton, Ky., in violation of sections 1 
and 3 of the act. Asks rates for the future. 

No. 17659. Dixie Wax Paper Co., Dallas, Tex., vs. A. C. & Y. et al. 

Rates on waxed wrapping paper in violation of sections 1 and 3 
of the act, from Dallas, Tex., to points in states east of the Mis- 
sissippi River. Asks rates for the future. 

No. 17660. Providence Fruit & Produce Exchange et al., Providence, 
R. L., vs. Boston & Maine et al. 

Charges in violation of sections 1, 2 and 3 of the act, on potatoes 
from points in Maine to Worcester, Mass., and reconsigned to 
Providence. Asks-rates for the future and reparation. 

No. 17661. Badger Lumber & Coal Co. et al., Kansas City, Mo., vs. 
Santa Fe et al. ‘ 

Rates and charges in violation of sections 1, 2, 3, 4 and 6 of 
the act, on magnesite stucco from origins in_ Illinois, Iowa and 
Missouri to destinations in Arkansas, Kansas, Missouri and Okla- 
homa. Asks rates for the future and reparation. 

No. 17662. Louisville (Ky.) Board of Trade vs. Aberdeen & Rockfish 
et al. 

Rates in violation of sections 1 and 3 of the act, on grain and 
grain products from points on defandants’ lines in northwestern 
territory to Louisville, Ky., on shipments reforwarded to South- 
eastern and Carolina territories; unduly preferential to Chicago, 
Peoria, Cairo, Evansville, Nashville, Clarksville, Tenn., Chatta- 
nooga, Atlanta and various other markets, and unduly prejudical 
to Louisville and dealers, millers and manufacturers located 
—— Asks transit arrangements at Louisville, and rates for the 
uture, 

No. 17663. Joseph Horel, New York City, vs. Great Northern et al. 

Misrouting of carload of apples from Chelam, Wash., billed to 
Chicago and diverted to Newark, N. J. Asks reparation. 

No. Pins | . prec & Co., Michigan City, Ind., vs. Michigan Cen- 
ra al. 

Rates in violation of sections 1 and 2 of act, on woven hair, in 
machine compressed bales, from Michigan City, Ind., to Port- 
land, Ore. Asks rates for the future and reparation. 

No. 17665. Manufacturers’ Traffic Bureau, for Auto Specialties Mfg. 
Co., et al., St. Joseph, Mich., vs. B. & O. et al. 

Unreasonable rates on iron and steel articles from points in the 
Chicago district to Benton Harbor and St. Joseph, Mich. Asks 
rates for the future, and reparation. 

No. 17666. T. H. Wright, doing business as T. H. Wright Mercantile 
Co., Los Angeles, Cal., vs. Trona Ry. et al. 

Rates and charges in violation of section 1 and 6 of the act, on 
rough fir lumber and rough fir timbers from points in the state 
of Washington and Oregon to Magnesium, Cal. Asks rates for 
the future and reparation. 

No. 17667 General Petroleum Corporation, Los Angeles, Calif., vs. 
Santa Fe et al. 

Rates and charges in violation of sections 1, 3, 4 and 6 of the 

act on oils, petroleum and petroleum products, from Vernon, 


Pons to points in Arizona and New Mexico. Asks rates for the 
uture. 





or 
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No. 17668. Traffic Bureau, Chamber of Commerce, Lynchburg, Va., ys 
New Orleans and Northeastern et al. , 

Rates and charges_in violation of the first four sections of the 
act, on lumber from Laurel, Miss., to Lynchburg, Va., there milleg 
in transit and reshipped to Keyser, W. Va. Asks rates for the 
future and reparation. 

No. 17669. Strauss & Adler, Inc., New York City, vs. Erie et al. 

Unreasonable rates for bedding charges on sheep, lambs ang. 
calves between points in Indiana, Illinois, Ohio, Texas, Missouri, 
Kentucky, New York, Nebraska and Michigan, and New York 
City. Asks reparation. 

No. 17669. Sub. No. 1. Same vs. New York Central et al. 

Unreasonable and unlawful service charges in connection with 
the shipment of sheep, lambs and calves. Asks reparation. 

No. 17670. Paris Flouring Co., Washington, D. C., vs. New York, Chi- 
cago & St. Louis et al. 

Unreasonable and discriminatory rates on corn in bulk from 
Blue Island and Chicago, Ill., and Hammond, Ind., to various 
points in Maine. Asks reparation. 

No. 17671. Whiting-Mead Co., Los Angeles, Calif., vs. Director Gen. 
eral, as agent. 

Rates and charges in violation of section 10 of the federal con- 
trol act and section 6 of the interstate commerce act, On orchard 
heater parts and galvanized sheet iron cans from Wagon Works, 
Ohio, to Pomona, North Pomona, Riverside and East Highland, 
Calif. Asks reparation. 

No. 17672. Jackson Traffic Bureau, Jackson, Miss., vs. A. & V. et al. 

Rates on grain from western fields via Jackson, Miss., unjust 
and unreasonable and discriminatory _and prejudicial and favor 
points such as East St. Louis, Cairo, Memphis and Meridian, and 
discriminate against manufacturers at Jackson in violation of the 
first four sections of the agt. Asks cease and desist order. 

No. 17673. George C. Hipskiifa, Wabash, Ind., vs. Wabash et al. 

Overcharge on lump coal from Clinton, Ind., to Wabash, Ind, 
via Danville, Ill Asks reparation. 

No. 17674. The Riegel Sack Co., New York, N. Y., vs. Central of New 
Jersey et al. 

Rates or charges in violation of section 1 of the act, on burlap 
bags from Jersey City, N. J., to Baltimore, Md. Asks rates for 
future, and reparation. 
17675. Sandusky Cement Co., Cleveland, O., vs. Chicago Great 
Western et al. 

Unreasonable rate on Portland cement from York, Pa., to Man- 
kato, Minn. Asks rates for the future. 
No. 17676. Sheaffer & Marvel, Philadelphia, Pa., vs. B. & O. et al. 

Rates in violation of the first three sections of the act, on eggs 
from points in Texas to Philadelphia, Pa. Asks reparation. 

No. Bait on Southern Refining Co., Lexington, Ky., vs. A. C. & 

. et al. 

Rates in violation of sections 1 and 3 of the act, on petroleum, 
petroleum products and petroleum coke from Pryse, Ky., to points 
in Ohio, Michigan, Indiana, West Virginia, New York and Penn- 
sylvania. Asks rates for the future. 

No. 17678. The Texas Oil Co., New Orleans, La., vs. Houston East & 
West Texas et al. 

Rates in violation of section 1 of the act, on gasoline, kerosene, 

petroleum lubricating oil and greases from Gates and Port 


No. 


Arthur, Tex., to Homer, La. Asks rates for the future, and 
reparation. 

No. 17679. Mobile Steel Co., Inc., Mobile, Ala., vs. Alabama, Florida 
& Gulf et al. 


Rates on iron and steel turpentine cups and attachments from 
Mobile, Ala., to points in Georgia and Florida, that are unjust, 
—— preferential and prejudicial. Asks rates for the 
uture. 

No. 17680. The Kehawke Mfg. Co., Minneapolis, Minn., vs. Chicago, 
St. Paul, Minneapolis and Omaha et al. 

Rates in violation of sections 1 and 6 of the act, on scrap rub- 
ber fabric from points in Illinois and Ohio to Minneapolis. Asks 
rates for the future, and reparation. 


No. _— Crook Son & Co., Hicksville, O., vs. New York Central et 
a 


‘Unreasonable charges on logs from Adrian and other Michigan 
points to Hicksville, O. Asks reparation. 
No. aoe Milne Lumber Co., St. Louis, Mo., vs. Detroit, Toledo & 
ronton. 
Illegal demurrage charges on shipment of lumber from Cal- 


casieu, La., to Marine, Ill., and reconsigned to Detroit, Mich. Asks 
reparation. 
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Note. 


having been added since the last issue of The Traffic World. 


lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


Items in the Docket marked with an asterisk (*) are new, 
Cancel- 


December 7—Dallas, Texas—Examiner Keeler: 


17000—Rate structure investigation, Ex Parte 87—Revenues in 
western district. 


December 7—Helena; Mont.—Examiner Flynn: 

17562—Board of Railroad Commissioners of the state of Montana, 
December 7—Helena, Mont.—Examiner Flynn: 

17379—Sherman & Reed vs. C. M. & St. P. Ry. and receivers. 


December 7—Wichita, Kan.—Examiner Disque: 


1. & §S. No. 2537—Transit. privileges on grain at Missouri River 
points. ! 


| 
17124 (and Sub. Nos. 1 and 2)—Cuthbert Cut Stone Co. vs. St. vi! 
S. F. et al. 


December 7—Washington, D. C.—Examiner Kelley: 
Val. Dkt. No. 390—In re tentative valuation of the property of the 
gg ay icy Railroad Company. 


Val. Dkt. No. 391—In re tentative valuation of the property of the 
Bay Shore Connecting Railroad Company. 


Val. Dkt. No. 392—In re tentative valuation of the Allentown Ter- 
minal Railroad Company. 


Val. Dkt. No. 40i—In re tentative valuation of the properties of the 
Central Railroad Company of New Jersey et al. 
Val. Dkt. No. 417—In re tentative valuation of the property of the 


December 7—Washington, D. C.—Examiner Marchand: 
Valuation No. 364—In re tentative valuation of the property of the 
Cc. C. & O. Ry. et al. 
Valuation No. 377—In re tentative valuation of the property of the 
Cc. C. & O. Ry. of S. C. 
Valuation No. 381—In re tentative valuation of the property of the 
Black Mountain Ry. Co. 
December 7—Washington, D. C.—Examiner Woodrow: 
Valuation No. 520—In re tentative valuation of the property of the 
Reynoldsville & Falls Creek R. R. Co. 
December 7—Washington, D. C.—Examiner Walsh: 
Valuation No. 568—In re tentative valuation of the property of the 
Silverton Northern R. R. Co. 
December 7—Washington, D. C.—Examiner Folsom: 
Valuation No. 558—In re tentative valuation of the property of the 
Beaver Valley Railroad Company. 
December 7—Minneapolis, Minn.—Examiner Fleming: 
* 17214—Stott Briquet Company vs. Penn. R. R. et al. 
December 8—Washington, D. C.—Examiner Fuller: 
——— Shore of Virginia Produce Exchange vs. Penna. R. R. 
Yo. 
December 8—Atlanta, Ga.—Examiner McChord: 


1. & S. No. 2463 (and ist supplement)—Bananas from Gulf Ports 
to Southeastern points. 
Portions Fourth Section Application 2176 et al. 
December 9—Argument at Washington, D. C.: 


14289—The Lincoln Chamber of Commerce et al. vs. Ark. Cent. R. 
R. Co. et al. . 
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DIRECTORY OF ATTORNEYS AT LAW PRACTICING 
BEFORE THE INTERSTATE COMMERCE COMMISSION 





EDWIN C. BLANCHARD 
ATTORNEY AT LAW 
Mills Bullding WASHINGTON, D.C. 


Formerly Assistant to Director of Public 
Service and Four Years Attorney U. S. 
R. R. Administration Handling 
Interstate Cases Exclusively 


JOS. C. COLQUITT 
ATTORNEY AT LAW 


Freight Classification Matters Particularly 
Suite 108, Otis Building, Washington, D. C. 


RICHARD T. EDDY FRED ESCH 
Commerce Counsel ATTORNEY AT LAW 


1010 PERSHING SQUARE BUILDING | Valuation, Finance and Railroad Rate Matters 


LOS ANGELES CALIFORNIA Formerly attorney, examiner and valuation analyst 
Ten Years Attorney and Special Examiner Inter- with Interstate Commerce Commission 
mmerce Commission ; ear 
fornia Railread C inal 721 Southern Building, Washington, D. C. 


state 
Cal: 
rrr (aR ae ee a NR RR TT 
WILLIAM 8S. GRAHAM /|HARLEIGH H. HARTMAN 
ATTORNEY AT LAW 
Formerly Attorney Bureau of Valuation ATTORNEY AT LAW 
Interstate Commerce Commission Formerly Rate and Finance Examiner 
VALUATION, COMMERCE and and Valuation Attorney for 
Interstate Commerce Commission 


PATENT CAUSES 
Practice before Federal Depts. and Commissions 610-614 Mills Building WASHINGTON, D. C. 


909-14 Crocker Bldg., SAN FRANCISCO 


Cc. R. HILLYER inane ie cae 


Commerce Counsel years with Interstate Commerce Commission 
Examiner 


Fifteen 
Illinois Merchants Bank Bldg., Chicago |“ A®countest: Attorney aad ’ 
esnnutit Stinmenn adh Maatatinn INTERSTATE COMMERCE LITIGATION A SPECIALTY 


Interstate Commerce Commission 








CLAUDIAN B. NORTHROP 
Member of Bar U. S. Supreme Court 
Twenty-five ang Fey experience before Federal 


Practices in all Courts and . Tax i 
Author of “‘Reparation Under Commerce Act” 


LENOX BLDG., 1523 L Street, N. W. 
Telephone Main 7169 WASHINGTON, D. C. 


PAYSOFF TINKOFF 
ATTORNEY AT LAW 


— AND — 
CERTIFIED PUBLIC ACCOUNTANT (Iill.) 
SPECIALIZING 


—iInN— 
INTERSTATE COMMERCE CLAIMS 
— AND — 
FEDERAL TAXES 
1742 Straus Building CHICAGO, ILL. 


WALTER E. McCORNACK 


Formerly Attormey for Interstate Commerce 
Commission, Counseler at Law 
Suite 1235 First National Bank Building 
CHICAGO, ILL. 


JOHN ANDREW RONAN 


Lawyer and Commerce Attorney 
11 South La Salle Street 
CHICAGO, ILLINOIS 
Twenty Years’ Practical Experience in Trans- 
portation and Traffic Matters. 
Telephone Randolph 0844 







AMERICAN FREIGHT BUREAU 


150 Nassau Street New York, N. Y. 
Established 16 Years 


CHARLES E. BELL 
TRAFFIC ANALYST 


TRAFFIC ANALYSES 
RATE SURVEYS 


Traffic Managers Interstate Commerce Cases RATE COMPARISONS 

Rate tion Exhibits and Comparisons "RAILWAY STATISTICS 

Freight Bills Audited  Overcharge, Demurrage, EXHIBITS PREPARED 
and Tracing Loss and Claims 


630-632 Transportation Bldg. Washington, D. C. 


GENERAL FREIGHT SERVICE ASSOCIAT 
Laclede Gas BI Incorporated) ay Louies Mo. 





T. D. GEOGHEGAN 


















WASHINGTON OFFICE 


705 International Building, 


Transportation Building, WASHINGTON, D. C.} santa Fe Building 
THOMAS L. PHILIPS 


IL Cc. C. and State cases 
COMMERCE SPECIALIST Het ES collected’. Houtes and’ ‘Tracing ‘by 
Matters Before a and Federal Commissions | een ras eed ae Seen ca or torsiaed 
Departments Public A : Federal Inome Tax Reports pre- 
TRANSPORTATION BUILDING ra? docu aes Gaal a oe Ropeais at Washing. 
WASHINGTON, D. C. Hetesd into of kamen andl the Uh. Laue Chamber 
Expert Reproduction of Exhibits, Graphs, Charts| GEORGE W. OLIVER 
in Approved I. C. C. Form Railroad Analyst 
Combined Mi , Multigraph and Printing 1814 Harris Trust Building 
~ oe CHICAGO © ILLINOIS 
MIME-O-FORM SERVICE r in Transportation Costs 
Southern Washington, D. C. ae and Statistics 


1371 









H. D. DRISCOLL 


Commerce Counsel and Attorney 
F. J. WRIGHT and H. R. CONLEY, Rate Specialists 


204-9 Cotton Exchange Bldg., Oklahoma City, Okla. 
ST.LOUIS OFFICE 
F. P. SULLIVAN, Counsel 
Title Guaranty 


H. E. KETNER, Counsel 
Transpertatien Bidg Bidg. 


ARTHUR B. HAYES 


ATTORNEY AT LAW 
Washington, D.C. 


Former Member of the Department of Justice as 
Solicitor of Internal Revenue 


Interstate Commerce Litigation a 
Specialty 


MOULTRIE HITT 


Attorney and CounseMor-at-Law 


HALSEY McGOVERN 
Traffic Consultant 


1319 F Street N. W. 
WASHINGTON, D. C. 


HENRY C. KEENE /|rrank A. LEFFINGWELL 


ATTORNEY AT LAW 
Transportation Matters Exclusively 


Practice in all courts and before 
Interstate Commerce and State Commissions 


Dallas, Texas 


ATTORNEY AT LAW 
619 Liberty Central Trust Ce.,Bldg. ST.LOUIS, MO. 


Especial attention to matters before Interstate 
Commerce and Federal Trade Commissions, rates, 
price fixing and valuation. 


PRACTICE IN ALL COURTS 
THOMAS M. WOODWARD 


ATTORNEY AT LAW 
Formerly Attorney for the Director General 
of Railroads and Attorney and Examiner for 
the Interstate Commerce Commission. 


Transportation Bldg., WASHINGTON, D.C 





DIRECTORY OF TRAFFIC MANAGERS, TRAFFIC 
AND COMMERCE EXPERTS AND SPECIALISTS 





BISHOP & BAHLER 


TRAFFIC MANAGERS 


All Traffic and Transportation Matters 
Interstate Commerce and State Commission Cases 


E. W. HOLLINGSWORTH 
Commerce Attorney 


319 Fourteenth Street 369 Pine Street 
Oakland, Calif. San Francisco, Calif. 


MATHER-COGSWELL CORPORATION 
General Traffic Specialists 

402-415 Stephenson Building Department “B’’ 
MILWAUKEE, WISCONSIN 


The Largest Organization of This Kind 
Established Thirteen Years 


Prompt and Dependable Service in Every Branch of 


of the | Transportation. Consulting and Advisory Service. 


GEORGE LYNCH TILLERY 
Consulting Traffic Analyst 
1518 PENNSYLVANIA BUILDING 


PHILADELPHIA, PA. 


Phenes: Rittenhouse 5411 and Overbrook 4008-W 
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14661—Southwestern Interstate Coal Operators’ Assn. et al. vs. The 
Arkansas Western Ry. Co. et al. 
DeCember 9—Washington, D. C.—Examiner Potter: 
Valuation No. 522—In re tentative valuation of the property of the 
Wyoming Ry. Co. 
December 9—Atlanta, Ga.—Examiner McChord: 
17388—Thompson, Weinman & Co., Inc., vs. A. C. L. R. R. et al. 


December 10—Washington, D. C.—Examiner Walsh: 
Valuation No. 528—In re tentative valuation of the Sibley, Lake 
Bisteneau & Souther Ry. Co. 
Valuation No. 589—In re tentative valuation of the property of the 
Louisiana & Pacific Ry. Co. 
Valuation No. 565—In re tentative valuation of the property of the 
Woodworth & Louisiana Central Ry. Co. 
December 10—Phoenix, Ariz.—Corporation Commission of Arizona: 
* Finance No. 5010—Joint application of A. T. & S. F. Ry. and Cali- 
fornia, Arizona & Santa Fe Ry Co. for authority to abandon a 
portion of a line of railroad in Yavapai county, Ariz. 
December 10—Boston, Mass.—Department of Public Utilities of Mas- 
sachusetts: 
Fim: \ce No. 5096—Application of Boston & Maine R. R. to abandon 
its Reformatory Branch. 


Finance No. 5097—Application of Boston & Maine R. R. to abandon 
its Lexington Branch. . 


Finance No. 5098—Application of Boston & Maine R. R. to abandon 
its Essex Branch. 


Finance No. 5099—Application of Boston & Maine R. R. to abandon 
its Ashburnham Branch. 

December 10—Washington, D. C.—Examiner Boles: 

* Finance No. 520i—In the matter of the application of the Seaboard 
Air Line Ry. Co. under paragraph (2) of Section 5 of the Inter- 
state Commerce Act for authority te acquire y lease the railroad 
and othed properties of the Tampa Northern R. R. Co. 

* Finance No. 5202—In the matter of the application of the Seaboard 
Air Line Ry. Co. under paragraph (2) of Section 5 of the Inter- 
state Commerce Act for authority to acquire control by lease 
and by acquisition of capifal stock of the railroad and other prop- 
erties of the Brooksville & Inverness Railway. 

December 10—Atlanta, Ga.—Examiner McChord: 

17517—Rates on chert, clay, sand and gravel within the state of 
Georgia. 

December 10—Spokane, Wash.--Examiner Flynn: 

— Merchants’ Assn., a corporation, vs. American Ry. 
xp. Co. 

December 10—Tulsa, Okla.—Examiner Disque: 

16103—Sinclair Crude Oil Purchasing Co. vs. C. B. & Q. R. R. Co. 


et al. 
16127—Sinclair Crude Oil Purchasing Co. vs. C. & A. R. R. Co. et al. 
December 10—Argument at Washington, D. C.: 

14573—M. G. Lewis, J. J. Lewis, F. J. Jones, F. B. Hill (co-part- 
ners), doing business under the firm name and style of Pacific 
Manure & Fertilizer Co., vs. A. & R. R. R. Co. et al. 

15180—Swift & Co. et al. vs. G. T. Ry. Co. of Canada et al. 

bas. Pe Coast Shippers’ Assn., Inc., et al. vs. A. C. & Y. Ry. 

oe a 
December 10—Washington, D. C.—Examiner Hendon: 

Valuation No. 581—In re tentative valuation of the property of the 
Iowa Transfer Ry. Co. 

December 10—Washington, D. C.—Examiner Johnston: 


Valuation No. 592—In re tentative valuation of the property of the 
Marion & Southern R. R. Co. 


December 10—Washington, D. C.—Examiner Roberts: 
Valuation No. 307—In re tentative valuation of the properties of the 
Rutland R. R. Co. and Addison R. R. Co. 
December 10—Washington, D. C.—Examiner Witters: 
14127—J. M. McLeod et al. vs. T. & P. Ry. et al. 


Deegmber 11—Oklahoma City, Okla.—Corporation Commission of Okla- 


oma: 
Finance No. 4950—Application St. Louis-San Francisco Ry. Co. for 
authority to construct a line of railroad in Garfield County, Okla. 
December 11—Tulsa, Okla.—Examiner Disque: 
17577—Tulsa Traffic Assn. et al. vs. Santa Fe et al. 
December 11—Argument at Washington, D. C.: 
16077—Adams & Kelly Co. et al. vs. Santa Fe et al. 


bes one Sub. No. 1—Bluff City Lumber & Coal Co. et al. vs. Santa 
e et al. 


16253—Clark Lumber Company et al. C. B. & Q. R. R. Co. et al. 
ba ee Broom & Mop Handle Factory, Inc., vs. N. QO. & 


15407—Alabama-Georgia Syrup Co. vs. A. C. L. R. R. Co. et al. 

Valuation No. 346—In re tentative valuation of the property of the 
La. & Ark. Ry. Co. 

Ex Parte 37—Application of Canada Atlantic Transit Co. of United 
States to file and change rates on Bulk Grain on Short Notice. 
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December 11—Tulsa, Okla.—Examiner Disque: 
17347—Tulsa Traffic Assn. et al. vs. Santa Fe et al. 
December 12—Argument at Washington, D. C.: 
Finance No. 4682—Application of Alameda Belt Line to ac 
line of railroad and to construct an extension thereto. 


oe Ne. 4685—Application of Alameda Belt Line to issue 
oc 


st 5 

Finance No. 4686—Joint Application of the A. T. & S. F. Ry ana the 
Western Pacific R. R. Co. for authority to acquire control of the 
Alameda Belt Line by purchase of capital stock. 

Finance No. 4683—Application of Western Pacific R. R. Co. for 


authority to extend its line by means of car floats, lighters 
barges, and ferries. . 


Finance No. 4684—Application of A. T. & S. F. Ry. Co. for author. 
ity to extend its line by means of car floats, lighters, barges ang 
ferries. 

December 12—Yakima, Wash.—Examiner Flynn: 
17231—Yakima Fruit Growers Assn. et al. vs. Nor. Pac. Ry. et al, 


December 14—Washington, D. C.—Commissioner Lewis: 

Finance No. 3672—Excess income of the Chicago & Illinois Midlang 
Railway Company. 

December 14—Nashville, Tenn.—Examiner Davis: 

Finance No. 4977—Application the Florence, Clifton & Paducah Ry 
Co. for authority to construct a line of railroad from Florence, 
Ala., to Paducah, Ky. 

December 14—Seattle, Wash.—Examiner Flynn: 
17361—Ryan Fruit €o. et al. vs. Sou. Pac. Co. et al. 


December 14—Hazlehurst, Miss.—Examiner McChord: 
17423—Lotterhos & Huber, et al. vs. A. & V. Ry., et al. 
December 14—Little Rock, Ark.—Examiner Disque: 


17433—Little Rock Chamber of Commerce et al. vs. Ark. & La. Mo, 
Ry. Co. et al. 


Portions Fourth Section Application 1766 filed by W. P. Emer. 
son—In re charge for transportation sugar from Franklin, La., to 
Memphis, Tenn. 

December 14—Washington, D. C.—Examiner Macomber: 
Valuation No. 595—In re tentative valuation of the property of the 
Pearl River Valley R. R. Co. 
December 14—Washington, D. C.—Examiner Fowler: 


Valuation No. 538—In re tentative valuation of the property of the 
Utah Ry. Co. 


December 14—Washington, D. C.—Examiner Way. 
Valuation No. 524—In re tentative valuation of the property of the 
Fort Smith & Western R. R. Co. 
December 15—Kennebunk, Me.—Public Utilities Commission of Maine: 
* Finance No. 5100—Application of Boston & Maine Railroad for au- 
thority to abandon its so-called Kennebunkport Branch. 
December 15—Washington, D. C.—Examiner Potter: 
Valuation Ne. 593—In re tentative valuation of the property of Okla- 
homa, Kansas & Missouri Ry. Co. 
December 16—Washington, D. C.—Examiner Brown: 
* Finance No. 4863—Application South Georgia Railway Company for 
authority to construct an extension of its line. 
December 16—Washington, D. C.—Examiner Halderman: 


Valuation No. 457—In re tentative valuations of the properties of 
the Chesapeake & Ohio Ry. et al. 


Valuation No. 477—In re tentative valuation of the property of the 
Chesapeake & Ohio Ry. of Indiana. 
December 16—Jackson, Miss.—Examiner McChord: 
1. & S. No. 2511 and ist, 2nd and 3rd supplements—Transit on grain 
and grain products at A. & V. Ry. stations. 
December 16-17—Argument at Washington, D. C.: 


Valuation No. 152—In re tentative valuations of the properties of 
the Chicago, Rock Island & Pacific Ry. Co. et al. 


December 17—Washington, D. C.—Examiner Fuller: 
17502—New Yerk & Pennsylvania Co. vs. Delaware & Hudson Co. 


quire a 


Capital 


et al. 
ee York & Pennsylvania Co. vs. Delaware & Hudson Co. 
et al. 
December 17—Tacoma, Wash.—Examiner Flynn: 
17077—Bufflein Lumber & Manufacturing Co. et al. vs. O.-W. R. R. 
& N. Co. et al. 
17076—Pacific States Lumber Co., et al. vs. Gt. Nor. Ry., et al. 
December 17—Memphis, Tenn.—Examiner Disque: 
15989—Mountain Valley Spring Co. vs. C. R. I. & P. Ry. et al. 
, & S. No. 2240 and sups. 1 to 8, incl—Commodity rates in South- 
western territory. 
December 18—Meridian, Miss.—Examiner McChord: 
17370—The Meridian Fertilizer Factory vs. A. C. L. R. R., et al. 
Fourth Section Application 542, et al. 
tecember 19—Portland, Ore.—Examiner Flynn: 
17378—Cook & Gill Co., Inc. et al. vs. C. & A. R. R. et al. 
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Announcing 


The 6th Annual Edition 
The FREIGHT TRAFFIC RED BOOK 
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For Five Years The Recognized Authority 


On Traffic Procedure for the Traffic Manager, Shipper, Lawyer and Student 


Features of the 1926 Edition 


Revisions 


All sections where any changes*have occurred have been 


entirely revised to date, and will be kept up to date by sup- 
plements for eleven months without additional charge. 


Major Additions and Changes 


Additions and changes have been made in the following 


Mail your order today. 


sections: 


Traffic Glossary 


Rate Basis: Summarized status of Southeastern and 
Eastern Rate Bases Investigation 


Freight Claim 

Government Regulations 

Parcel Post 

Fourth Section Orders of the Commission 


New Subjects 


The following subjects have been added in the 1926 
edition: 


Warehousing and Distribution 

Freight Consolidation Service 

Pipe Line Transportation 

Foreign Parcel Post 

The Federal Arbitration Act 

The Home Port Act 

Act of Congress Punishing the Unlawful Breaking of 
Car Seals, etc. 

Embargo regulations 

Rules of Commission Regarding Maintenance of 
Records 

Commission’s Approved Class Rate Tables Re South- 
ern Class Rate Investigation 

a. Order Re Rate Structure Investigation 

o. 17,00 
The Hoch-Smith Resolution 


THE ENLARGED EDITION—$6.00 POSTPAID, FOR THE BOOK, TOGETHER WITH SUPPLEMENTAL SERVICE. 


If the book is not satisfactory, and returned in good condition within five days, money will be refunded. 


THE TRAFFIC PUBLISHING COMPANY, 150 Lafayette Street, New York City 
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Uni-Lastic 
Ss to WAGE, 










What it means 
to the 
railroad man— 


What it means 
to the 
shipper— 





Out of every one hundred cars 
packed by Uni-Lastic Stowage 
only two possible claims for dam- 
age, with their attendant details 
and red tape. Out of every hun- 
dred cars so packed only two are 
damaged. 


98% of his shipments arriving at 
destination in perfect condition. 
No damages, no claims, no adjust- 
ments, no delays. But pleased 
customers. 


A system of packing shipments 
that saves money at every step 
and a saving of time—75 to 90% 
—in loading. 


It means none of the damage to 
cars incidental to packing in the 
old way, such as spike holes. 


These figures are not guesses, 
they are the results of actual 
tests. The story of these tests 
and their results is yours for the 
asking. 


The description of Uni - Lastic 
Stowage is interesting, and so are 
the results of the 96,000 mile tests. 
Both are yours for the asking. 


The illustration in the center of 


this page is from an unretouched 
photograph of the Uni-Lastic 


knot. It is shown actual size. 


“The Tie that Binds” 


Gerrard Wire Tying Machines Co., Inc. 


1944 South 52nd Ave. /GERRARD CHICAGO, ILLINOIS 
GERRARD) : 


Uni-Lastic 


Noe eh eV en 
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PORT oF SEATTLE 


Owns and operates Public Harbor Terminals 





Provides unexcelled waterside cold, dry 
and bonded warehouses 


Facilities for storage and distribution are unexcelled 
on the Pacific Coast 


Docks and Warehouses are located, constructed and 


equipped so that shippers get satisfactory 
service at minimum cost 


Low monthly and season storage rates 


Low insurance rates 


XXX 


For detailed information address 


PORT oF SEATTLE 


SEAT TLE 


WASHINGTON 
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FREIGHT SERVICE \- 


CHICAGO 


Between 


All Points in the East and South 
and 


Northwest, Western Canada 
North Pacific Coast 


~~ 


‘ 
' 
we: 







WW 
\\ 







TZ, : To avoid delay, shipments for Canadian destinations must be accompanied by SHIPPERS’ EXPORT oe late MADE IN TRIPLI- 
KS : CATE. This document must be delivered railroad agent at initial point with the shipment and 
‘Wf f accompany same to Canadian port of entry. 
“iy 
Yigg ~§=- Boston, Mass. AGENCIES Futsouegh Pe. set Cire Bie 
Yin Buffalo, ¥ x. osaie ti Le Rail Exch. Bldg. 
Chicago, TL Year Sat Los Cal. 605 So, Spring St. Bt. Louis, Mo., 5050 Hallway 
4, see ten ‘Porter B St. Paul, Minn., 1118 Merchants Nat'l Bank Bldg. 
} Falls, Wis. Ea ce. Wik, Ban Franciscn, Cal, 675 Market St. 
Cinetanati. 0., 109 Traction » Cos Btreus Bldg Sault Ste. Marie, jin. 
4 Gleveland, Wash. 
0.,’ 915 Union Trust Minneapolis, Minn., Soo Line Bidg., Sth St. Seattle, 
| Dele’ frame Si) Trenevertation Eis. onl See oe Spokane, Wash. 1008 Old Nat'l Bank Bldg. 
yj Geena Be ind en, Omahs New rok iis W. 0. W. Bids. aa = 
V2 Kansas City, Mo., 788 Railway Ex. Bldg. Sniindsiphia,’ Pa. , Cross Bidg., Locust St. at Ith. Winnipeg, Man., 608-604 Lombard Bldg. 
ZB 
B 


Our Freight House Terminals at DULUTH are Joint With Duluth, Missabe and Northern Ry. 


ROUTE YOUR FREIGHT---CARE SOO LINE 
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Miles per Car per Day 
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This is the Enviable Record for October, 
1925,on all Freight Equipment passing over the 


NickeL Peate Roan © 


completing an average of 44.7 miles per car 
per day for the first ten months in 1925. 








Shippers Know 
that it requires almost 


100% Performance 








to establish such a high average car 
movement. 


It means efficiency from the time order for equipment is placed to 
the unloading at destination. It means adequate power and fast sched- 
ules. It means clerical skill and dependable switching. It means com- 
plete coordination of facilities. 


The Nickel Plate Road is a Direct Connecting Link of Service to and 
from the Producing Sections of the West, Southwest, Northwest and 
Mississippi Valley, the Industrial Region of the Great Lakes and the 
Distributing Ports of the Atlantic Seaboard. Route your Freight via 
Nickel Plate. 





J. W. GRAHAM, Traffic Manager B. E. MORGAN, Traffic Manager 
Clover Leaf Dist., Toledo, O. Nickel Plate-L. E. & W. Dists., Cleveland, O. 
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SPECIFY 
ELECTRIC RAILWAY SERVICE 









oo’ 





For the transportation of your freight 


Quick Delivery and Careful Handling 
have attracted the attention of The Shipper 
It is both guicker and better 


For specific information address 


Central Electric Traffic Association 


L. E. EARLYWINE, Chairman INDIANAPOLIS, INDIANA 
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SOUTHERN PACIFIC LINES 
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RE SS Two score years is a long time in the life of a man, but it is longer still in the life of a : 
» locomotive. The old engine shown in our picture is California Pacific No. 3, photographed at $ 
® 8 Calistoga, Calif., in 1884. There are other old things in the picture too, for instance, note the 
winery at the right, also the firewood in the foreground. Our old friend No. 3 was a wood- 
burning engine, but he sturdily performed his part before being laid aside for the coal burners ® ® 
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